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WE HAVE THE ROADS..LET’S USE THEM! 


MILEAGE CAN BE REDUCED.. AND TONNAGE INCREASED! 


Imagine a Truck-Trailer, in any of our Axis enemy countries, 
loaded with food or war materials. It comes to a boundary line 
between provinces. The local official says to the driver, “Your 
50,000-pound load is 10,000 pounds heavier than we allow in 


our province. Take off 10,000 pounds.” 


Or maybe, “Your 


vehicle is five feet too long for our laws. Detour around us.” 


Can you imagine it? We can’t. 
If it ever happened, there would 
quickly be a new local official. 


Now imagine the same situa- 
tion in the United States . . at 
almost any State line. 


Can you imagine it? You cer- 
tainly can . . because it’s hap- 
pening hundreds of times daily. 
This comes from the complex 
and conflicting trade barrier 
laws enacted by many States.. 
restrictions that shouldn’t be 
tolerated in peace-time, much 
less in war-time. 


Much as we hate all that our 
enemies represent, we must observe 
that, in their efficiency, they allow 
nothing to interfere with their war 
efforts .. while we’re suffering need- 
less internal defeats at our State 
lines every day. We have 
the roads, but we’re not 
getting full use of them. 


transported .. by hauling bigger 
loads every trip! 


Why don’t we haul bigger 
loads now? Because laws in many 
States restrict the size and weight 
of Truck-Trailers to unnecessarily 
low and very inefficient limits. On 
interstate shipments, such laws ob- 
viously nullify any more liberal, 
constructive laws of other States 
through which the shipments pass. 
The most restrictive State laws on 
a given route apply throughout the 
route, even though the equipment 
was built to carry the bigger loads 
allowed in the other States. 


For example, a New York opera- 
tor naturally buys equipment to 
carry loads permitted in his State— 
approximately 58,000 pounds. But 
when he gets a load into or through 
Pennsylvania, he is permitted only 


*The S. A. E. Code 


40,000 pounds in that State. Over 
30 percent of the load capacity of 
his Truck-Trailer is wasted. Putting 
it another way, it means increasing 
mileage 45 percent to deliver the 
same tonnage. Try to picture the 
confusion and waste if railroads 
were compelled to operate in this 
illogical manner. 


Will the roads stand the big- 
ger loads? In virtually every case 
—YES! Occasionally, bridges or 
other bottlenecks need strengthen- 
ing, but such weak spots can and 
should be remedied promptly, so 
that the roads can give maximum 
service. “Our roads won’t stand 
heavier loads” is the usual political 
explanation for weight-barrier laws. 
Frankly, this is plain “eye-wash,” as 
proven by highway engineers all 
over the country. 


What should be done? All 
States should adopt an uncompli- 
cated, constructive minimum code 
of laws . . probably along the lines 
of the moderate code of the Society 
of Automotive Engineers.* This 
code recommends weight allow- 
ances lower than those long in 
effect in a good many States .. in 
some instances the dif- 
ference being as much as 
30 percent. 





Or . . consider tires. 
Everybody is trying to 
decrease tire wear. ODT 
orders increased restric- 
tions on all hauling oper- 
ations . . and this in the 
face of increasing ton- 
nages to be moved. 


Yet, it can be ac- 
complished. Mileages 
can be reduced while 
more materials are 


The Society of Automotive 
Engineers has formulated and 
endorsed a size and weight code, 
basic items of which are, in 
brief: 


eA combination of vehicles 


equipped with balloon tires can 
carry 20,000 pounds per axle on 
improved highways. 


e All combinations shall be 
permitted a length of 45 feet on 
highways 20 feet or less in width, 
and 65 feet on highways over 20 
feet wide. 


All provisions of the S. A. E. 
code are as simple and straight- 
forward as that . . no complexi- 
ties about wheel loads, tire loads, 
gross weight, etc. Furthermore, 
the S. A. E. knows that these 
weight and size limits are prac- 
tical before it recommends them 
.. because the S. A. E. is literally 
the supreme court of the auto- 
motive world. The members are 
the engineers who design the 
equipment that runs on the 
roads. Its non-political, scien- 
tific standards in other directions 
are accepted universally. 





Isn’t it high time we 
began getting 100 per- 
cent value from all 
our highways, as our 
Axis enemies do from 
theirs ? 


General adoption of 
uniform, minimum 
size and weight laws 
along the lines of the 
S.A.E. code would be 
a mighty good step.. 
as a starter. 


FRUEHAUF TRAILER COMPANY @¢ DETROIT 
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Round Pegs in Square Holes 


We suppose many of our readers—especially the 

members of the railroad fraternity—approve the 
appointment of William M. Jeffers, president of the 
Union Pacific, as rubber administrator. We would be 
the last to question the ability, good will, patriotism or 
enthusiasm of Mr. Jeffers, but, at the same time, it must 
be remembered that the Baruch committee, on whose 
recommendation a rubber administrator was appointed, 
said that, in addition to other qualifications, which Mr. 
Jeffers has, he should have experience in the rubber 
industry. Mr. Jeffers certainly has not had this experi- 
ence. His whole life has been in the railroad business, 
and with the Union Pacific exclusively. If the govern- 
ment was taking over the railroads and seeking a man 
to run them, Mr. Jeffers might fill the bill admirably, 
but he has no qualifications for the office of rubber ad- 
ministrator outside of his general ability—and, per- 
haps, the fact that his railroad also operates some 
motor transport. One wonders why the administra- 
tion did not seek a man like Mr. Jeffers who also 
knew about rubber and would not have to mark 
time while learning the subject, possibly making 
serious errors while learning. But the administra- 
tion, even when apparently trying to accomplish some- 


thing, always seems to fall a little short. Perhaps it is 
that President Roosevelt doesn’t like to stick too closely 
to the recommendations of his advisors; he wants to 
show some independence. So, while following, in the 
main, the advice of the Baruch committee, he steps out 
a little on his own. 

Railroad men ought to be the last to resent criti- 
cism on this score of the Jeffers appointment. They 
notoriously resent criticisms and suggestions as to their 
own business coming from the “outside.” ‘What does 
he know about it? He never was in the railroad busi- 
ness,” is their ‘“comeback” to such things, even when 
they come from folks who do know something about 
transportation, though they may never have “wiped an 
engine.”’ So they may be able to understand the point 
of view of others who think a man who at least knows 
something about rubber, even if he has not actually 
been in the rubber business, should have been selected 
for this job. It is an extremely important one in our 
war effort and no consideration whatever should pre- 
vent the selection of the most competent man to be 
found. 

We would not call Mr. Jeffers exactly a round peg 
in a square hole, but his appointment comes somewhat 





OUR PLATFORM 


(THE LON 

A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
Portation business. . 

Keep politics out of rate-making. 
_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies, 


G HAUL) 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to ~ the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to - the sort of service that will 
justify employing them. 


of men, 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
Mendations for legislation. 
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Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicage. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger trans»ortation. 

No Pullman reservations without cash for tickets. 
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within the category of such things perpetrated by this 
administration. Perhaps Frank Knox, Secretary of the 
Navy, is the outstanding example. He may be, as some 
think, a wonderful editor and publisher, but he knows 
nothing about the navy, except what he has learned 
since he got his political appointment to the cabinet. 

One would think that even a man with the kind 
of mind possessed by President Roosevelt would, by 
this time, have come to understand that the war is the 
big problem to be dealt with and that neither politics, 
nor friendship, nor any other consideration ought to 
be allowed to interfere with the winning of it—which 
means getting the right men for key positions and giv- 
ing them authority to act. There have, to be sure, been 
many much worse selections than that of Mr. Jeffers— 
who, we believe, will measure up to the job after he has 
had time to learn—but why not get the best men at 
once? We hear constantly from administration circles 
that folks must wake up to the fact that we are in a big 
war and in danger of losing it. That is sound advice. 
But it would seem that the administration ought itself 
to do a little waking up. 


Undoubtedly, notwithstanding the false alarms that 
have been sounded with respect to other materials, 
there is a dire need for scrap metal. We do not know 
how much is needed or how much there is, but we 
believe the public could supply a good deal more of it 
than it is supplying. President Roosevelt hints that it 
may be necessary to stop relying on voluntary contribu- 
tions and go from door to door demanding scrap. We 
are in sympathy with that, but, first, we think pressure 
ought to be brought to bear on those who are supposed 
to do the collecting. In the basement of our home, for 
instance, is between five hundred and a thousand 
pounds of metal, including a discarded boiler and a 
radiator. We have tried our best to give it away. 
Nobody will take it. Three weeks ago we saw a notice 
to the effect that the commissioner of public works in 
the suburban town in which we live would call for and 
move large and bulky metal objects donated to the 
scrap salvage drive. Here at last, we thought, is a 
chance to contribute our bit. We wrote him a letter. 
No answer to the letter and the metal is still in our 
cellar. There is a lot of talk and not much do, we 
think. Probably others have had somewhat the same 
experience. 


There is a lot of unintelligent “hush hush” stuff 
going on. At a recent convention attended by upwards 
of a hundred men interested in port activities, an Amer- 
ican government official told in detail the number of 
men in our overseas armies and the amount of their 
equipment, as bearing on a possible invasion of Europe. 
The newspapers were requested not to publish what he 
said—as, of course, they would not, since they know 
better than anybody else what is proper for public con- 
sumption and what is not, and are at least as patriotic as 
anyone else in desiring not to help the enemy. But 
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what of the hundred men assembled to hear the speech? 
Does anyone—even a government official—think that 
what is told to a hundred men is a secret? Why tell 
it at all to anybody who does not have to know? Presi- 
dent Roosevelt himself recently let it be known about 
how many of our men were overseas. If a newspaper 
had said that it would have been accused—and rightly 
—of stupidity or lack of patriotism. 


At last even President Roosevelt has seen the light 
with respect to the folly of digging the St. Lawrence 
Canal as a war measure. His pet project is to be aban- 
doned for the time because of the critical need for war 
materials that would be used in its construction. We 
and many others gave him that advice long ago but it 
takes a long time for some folks to learn—or to admit 
that they were wrong. 


Free Transportation 


Speaking of free transportation and what is being 

said of efforts on the part of railroads to curtail it, 
we note in the official program for the annual meeting 
of the American Short Line Railroad Association at 
Atlanta, Ga., October 8 and 9, that class one railroads 
in the eastern, southern, and western territories have 
agreed to issue trip transportation to officers of roads 
that are members of the association ‘‘and dependent 
members of their families.’”’ It is stated in an ‘“‘excep- 
tion” that “‘some lines have indicated that requests for 
dependents will not be honored.’”’ We do not know how 
many of these exceptional lines there are, but they are 
to be commended. 


It ought to be apparent, especially to railroad men, 
that, however essential this meeting may be and how- 
ever much those attending it may, therefore, properly 
ride on passes, their women folk ought to be left behind 
or pay their fares. This is no time for junkets, as the 
O. D. T. has several times pointed out and as ought not 
to have to be pointed out. We note, however, that Di- 
rector Eastman is to appear on the program at this 
meeting. Perhaps this editorial will furnish him with a 
text for his speech. We don’t know whether or not he 
expects to participate in the dance that will follow the 
banquet. 


In the same program, it is stated that the Pullman 
Company has extended half rate privileges in its stand- 
ard cars to members of the association—“though no 
refund will be made of Pullman fares paid by depend- 
ents”! 


What is the hope for an effective war program 
when people who should know best about what can and 
should be done, and are in position to do it, show S0 
little desire to cooperate? The only answer is that orders 
must be issued. It is utterly foolish to rely on “vol- 
untary cooperation” to accomplish anything worth 
while as to free transportation or in any other field 
where real effort is necessary. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Weyerhaeuser Water Rights 


By a report in W-417, Weyerhaeuser Steamship Co.-Weyer- 
haeuser Line, Common Carrier Application, embracing W-617, 
Pacific Coast Direct Line-Weyerhaeuser Line, Common Carrier 
Application, the Commission, division 4, has granted certificates 
to both applicants, authorizing continuance of operations as 
common carriers by water in the transportation of commodities 
generally between specified ports on the Atlantic coast and 
Pacific coast, through the Panama Canal, by reason of their 
having been engaged in such operations on January 1, 1940, 


and =" ‘neil since, except for interruptions beyond their 
control. 


The Commission granted authority to the applicant in 
W-417 to operate from 43 designated ports on the Pacific coast 
to 30 designated ports on the Atlantic coast. It authorized 
operation by the applicant in W-617 from 22 Atlantic coast 


ports to 24 Pacific coast ports, as set out in an appendix to the 
report. 


Applicants, said the report, were separate legal entities, 
and their officers and board of directors were entirely distinct. 
The only relation between them, it added, was a charter-party 
under which applicant in W-617 operated in intercoastal service 
from ports on the Atlantic coast to ports on the Pacific coast 
the vessels owned by applicant in W-417. Since the hearing, 
the eight ships owned by the Weyerhaeuser Steamship Co. and 
used under charter by the Pacific Coast Direct Line had been 
taken over by the federal government for use by it in the war 
emergency, said the Commission. As a result, it continued, 
both applicants had had to discontinue temporarily the services 
covered by their applications. It said this interruption was be- 


yond the applicants’ control within the meaning of the pro- 
visions of section 309. 


As to a contention by the Leskawa Lumber Co., protestant, 
that the applicant in W-417 was not a common carrier of lum- 
ber and that the lumber transported for “so-called” independent 
shippers was actually for the Weyerhaeuser Sales Co., sales 
agent for the Weyerhaeuser Timber Co., the Commission said 
the protestant’s contentions were without merit, because the 
record established that applicant handled lumber for independent 
shippers not connected with the Weyerhaeuser Timber Co. 
The report said the Leskawa Lumber Co. averred that it had 
sought on various occasions to ship lumber on the vessels of 
applicant in W-417 but had not been accorded space. The Com- 
mission cited a finding by division 3, adverse to the complainant, 
in Leskawa Lumber vs. American-Hawaiian Steamship Co., 
251 I. C. C. 217, and indicated that the facts in that case were 
applicable here also, adding that “the failure to allocate space to 
protestant for the transportation of its lumber does not establish 
that applicant is not a common carrier.” 


Citing United States et al. vs. Carolina Freight Carriers 
Corporation, decided by the Supreme Court of the United 
States, March 2, the Commission said that “in the absence of 
Specific limitations in respect of the points to be served ap- 
plicants are entitled to operate to and from points to or from 
which they had not specifically operated on January 1, 1940, or 
Subsequent thereto, but held themselves out to operate. If such 
points are intermediate over ordinary operating routes to points 
to or from which applicants operated during that period.” 





Status of Public Stockyards 


The Commission, in a supplemental report on further 
hearing, written by Commissioner Splawn, in Ex Parte No. 127, 
Status of Public Stockyard Companies, has found that the 
Union Stock Yard and Market Co., Inc., and the New York 

tock Yards Co. are not common carriers by railroad subject 
to the interstate commerce act, and has vacated its order of 
April 7, 1941, in the original report, 245 I. C. C. 241, so far as 
It concerned the Union Stock Yard and Market Co., Inc. (see 
— World, May 10, 1941, p. 1176, and May 17, 1941, p. 

In the original report the Commission found both the com- 
panies mentioned, acting together, controlled and operated the 
acilities used in unloading and loading live stock at the stock- 
yards of those companies and performed the services incident 
to such unloading and loading and in respect of the transporta- 


tion services performed at the stockyards were common carriers 
by railroad subject to the act. The New York company was not 
required to file tariffs, however, as it had not been named a 
respondent in the Commission’s original order of investigation. 
But the Commission stated that if the company did not file 
tariffs within 90 days its investigation would be broadened to 
include the common carrier status of the company. Neither 
company filed tariffs within the period specified and the investi- 
gation was broadened to include the New York company. On 
petition of the Union company the proceeding was reopened 
for further hearing and the effective date of the Commission’s 
order so far as it related to that company was postponed. A 
hearing was held on November 12, 1941, at which both the 
companies offered additional evidence. 

The Union company, according to the report, operates the 
only public stockyards in the Borough of Manhattan. Its entire 
capital stock is owned by the New York company, a corpora- 
tion that has not been posted as a public stockyard by the 
Secretary of Agriculture. The purpose of maintaining separate 
corporations, the report said, was to keep separate the handling 
of direct shipments to packers (by the New York company) 
and of market and feeding operations (by the Union company). 
Under a lease and operating agreement dated December 28, 
1926, between the New York company and the New York 
Central Railroad Co., the report said, the building located at 
41st Street, between Eleventh and Twelfth avenues, in which 
the two companies conducted their operations, was leased to 
the railroad for a term ending May 1, 1970. The railroad, among 
other things, it said, agreed to pay the New York company an 
annual rental of $48,900; to pay all taxes and assessments on 
the stockyards property; to use that facility as its main station 
for the unloading, handling, weighing, care and delivery of 
live stock in the Borough of Manhattan, and to construct on 
the 41st Street property certain additional structures. The New 
York company, among other things, agreed to provide suitable, 
adequate and proper accommodations for the unloading, weigh- 
ing, care, handling and delivery of live stock that the railroad 
might desire to be discharged at that station, pay insurance 
premiums on the facilities, and to perform certain services for 
the railroad. 

“Since October 28, 1941, the New York company has per- 
formed all services in connection with the unloading and load- 
ing of live stock at the stockyards in the capacity of agent for 
the New York Central which uses the 41st Street property as its 
main station for receipt and delivery of live stock in the Bor- 
ough of Manhattan,” says the report. ““‘The New York company 
does not hold itself out to perform these services for the public 
generally. The Union company has not performed the services 
since October 27, 1941. Neither the Union company nor the 
New York company furnish the facilities at which the live 
stock is loaded and unloaded... . 

“If any modification is made in the above-mentioned agree- 
ment dated December 28, 1926, respecting the furnishing of 
facilities and the performance of loading and unloading services 
at the stockyards this investigation will be reopened for the 
purpose of ascertaining the changes conditions and of entering 
such orders as may be justified.” 


Freight between Ships and Cars 


Against the opposition of various commercial and shipping 
interests at New Orleans, La., and Houston and Galveston, Tex., 
the Commission, by division 2, with Commissioner Splawn dis- 
senting, in a report written by Chairman Aitchison in I. and 
S. No. 5038, Handling Freight Between Ships and Cars at 
Ports, has found just and reasonable a proposed tariff provi- 
sion of railroads serving the south Atlantic and Gulf ports 
and their connections in the south, southwest, and western 
trunk line territory, relative to the transfer of freight directly 
between ships and open top cars, in connection with rates 
maintained for application to or from shipside at various Gulf 
and south Atlantic ports. The order of suspension has been 
vacated as of September 22 and the proceeding discontinued. 


The provision, substantially the same in all of the tariffs, reads 
as follows: 


Under the application of shipside rates, rail lines will make no 
allowance or payment for transferring freight directly between ships 
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and open top cars by ship’s tackle, ship’s stevedore or ship’s contract 
labor, alone or in conjunction with mechanical or other facilities. 


The Commission said the provision related only to traffic 
that moved at shipside rates in open-top cars “and which is 
transferred directly between such cars and the ships.” 

“We find,’ said the Commission, “that the establishment 
of the suspended provision would result in a just and reason- 
able practice and in equality of treatment of wharf operators 
at the various ports at which it is designed to apply; and that 
it would not violate any of the provisions of the interstate 
commerce act.” 

Under shipside rates a railroad assumes the obligation of 
performing at the port of interchange all services necessary 
to effect the delivery of freight to a boat line, says the report. 
Under respondents’ tariffs “shipside’’ delivery contemplates 
“the placement for delivery to or receipt from ships, barges, or 
other water craft, according to the practices of the port.” As 
to traffic moving to a port on other than shipside rates, it says, 
the shipper may arrange for the unloading and other services 
necessary to effect delivery to the boat line, or he may au- 
thorize the carrier to perform or arrange for the services at 
charges separately published. 

The suspended provision, the report said, did not relate to 
the loading or unloading of cars spotted on depressed tracks, 
nor to freight placed on the wharf at shipside after unload- 
ing from cars spotted on marginal tracks, or before loading into 
such cars. The proposed change, it said, would affect solely 
the much smaller volume of traffic “which is interchanged 
between the railroad and boat lines by means of a direct 
transfer between vessel and car, without permitting the freight 
to come to rest on the wharf.” Such direct interchange, it 
added, could be accomplished only from open-top cars spotted 
or marginal tracks. 

A small percentage of the cargo handled at the ports con- 
sisted of articles that were too heavy to be transferred by 
means of the ship’s tackle, said the report. In such instances, 
it said, floating derricks were used in transferring the lading 
from car to ship, and the expense was divided equally be- 
tween the railroad and the boat line. As such a practice did 
not involve the direct transfer of freight, the report added, 
it would not be affected by the proposed provision, and the 
present arrangements as to such articles would not be dis- 
turbed. 


The report said the principal articles that would be af- 
fected by the provision were agricultural implements, tractors, 
engines, road-making and other machinery, boilers, tubes, pipe, 
railway car parts and track material, steel sheets and bars, and 
other iron and steel articles. Although commodities in bulk, 
if moved under shipside rates and transferred directly from 
car to ship, were in terms governed by the provision, it said, 
there was little in the record concerning them. 

The report said the suspended provision would make no 
change in the total charges to be paid by the shippers, nor 
would it in any way affect or determine such charges. It con- 
cerned only the payments to be made by the railroads to 
boat lines, dock companies, or independent contractors who 
were engaged to perform certain services that the railroads 
were, under their tariffs, obliged to perform. It was argued, 
therefore, said the report, that such a provision should not 
be published in respondents’ tariffs on file with the Commission. 
On the other hand, it said, it was contended that, as the provi- 
sion closely related to the extent of the service that the re- 
spondents held themselves out to perform under their ship- 
side rates, it should be included in the tariffs. The Commis- 
sion said it agreed with the respondents that at least it was 
not improper, but on the contrary quite appropriate, for them 
to include in their tariff publications such an announcement 
as that proposed for the information of the general public and 
as instructions to railroad agents. 

The charge was made, the report said, that the proposed 
provision would abrogate obligations assumed by the ,rail- 
roads for many years under their agreements with independent 
contractors at the ports. It was not the Commission’s province 
to interpret or enforce contracts, said the report. Neverthe- 
less, it said, the Commission’s attention had not been directed 
to any language in the contracts that appeared to bind the 
railroads to pay the contractors for services that were not per- 
formed or that went beyond the duty of the railroads under 
their published tariffs. 

_ Seatrain Lines, Inc., on exceptions, urged the Commis- 
Sion to require “a qualification of the suspended provision so 
that in no event will it be applicable, except with respect 
to freight which is tendered in open-top cars on marginal tracks 
alongside ship at the express direction and the request of the 
ship, which has the alternative of that form of delivery or of 
ordinary pier delivery.” The obvious purpose of such a re- 
striction, the Commission said, was to guard against the ex- 
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tension of its findings here to other situations where ‘“invest- 
ments made or inventions developed by steamship or pier 
owners” reduced the physical operations ordinarily performed 
in the transfer of freight between railroads and ships. [It 
said it would not go beyond the issues here before it. 

“Under the conditions shown of record we find no reason- 
able ground for requiring the railroads to share in the cost 
of making direct transfers to ships from open top cars on mar. 
ginal tracks,’”’ said the Commission. 

Interests at Mobile, Ala., supported the respondents, said 
the report. In his dissent, Commissioner Splawn said the 
suspended provision was one that admittedly would not affect 
in any way the charges to be paid by shippers. Hence, said he, 
it was not such a schedule as respondents were required by 
section 6 of the act to file with the Commission. 


Railroad Abandonments 


Noting that abandonment of only about 900 miles out of 
approximately 4,000 miles of railroad branch lines involved 
in abandonment applications now pending before the Commis- 
sion is unopposed by rail labor unions, J. G. Luhrsen, exec- 
utive secretary of the Railway Labor Executives’ Association, 
has urged members of the rail labor organizations to main- 
tain an intensive search for idle and unused tracks that may 
be used by the federal government for relaying at war train- 
ing or production centers. 

Mr. Luhrsen said that “a good part” of the estimated 
5,000 miles of track required by the government could be sup- 
plied by steel rails recovered from idle and unusued trackage. 
He said an R. L. E. A. committee had turned over to the War 
Production Board an extensive report on idle trackage discov- 
ered so far by rail employes and that additional information 
of that nature would be turned over to the W. P. B. as it 
was received. The report to the W. P. B., he noted, called 
attention to “hundreds of miles” of abandoned electric interur- 
ban tracks, now covered, in many instances, by asphalt street 
or highway surfacing. 

He added that the railroads had “many hundreds of miles 
of excess storage track” that could be turned over to the gov- 
ernment. To support that claim, he said that the railroads 
had asked for 162,000 additional freight cars, that that total 
would require over 1,200 miles of trackage space, but that, 
since the railroads had been limited by the W. P. B. to “only 
a fraction” of the total of the new freight cars requested, they 
could turn over to the government a large part of the trackage 
the other cars requested would have occupied. 

A survey by rail employes, said Mr. Luhrsen, had shown 
that there were “hundreds” of obsolete locomotives that had 
been stored in railroad yards 10 years or more. He averred 
that the railroads had been reluctant to part with such an- 
tiquated equipment because, he said, they were able now to 
“chalk up” a depreciation reserve for their old rolling stock. 

Santa Fe 

The Atchison, Topeka & Santa Fe has issued embargo No. 
40-4, effective September 19, against all traffic on its Emporia- 
Benedict Junction Line between Emporia Junction and Bene- 
dict Junction, exclusive of Emporia Junction and Benedict Junc- 
tion, and the Madison-Moline Line between Madison and Moline, 
Kan., because of government requisitioning of all materials 
in those lines, except metal fencing and telegraph wire lines. 
Applications for authority to abandon these lines are pend- 
ing before the Commission in Finance No. 13772, Benedict Junc- 
tion to Emporia, 63.45 miles, and in Finance No. 13776, Madi- 
son to Moline, 59.75 miles. 

After a conference with Senator Hatch, of New Mexico, 
relating to the requisitioning by the government of all track 
and materials in the line of the Elkhart & Santa Fe, from 
Boise City, Okla., to Farley, N. M. (see Traffic World, Septem- 
ber 5, p. 524), Chairman Nelson of the War Production Board 
said, September 16, that the citizens of Clayton, Farley, Mt. 
Dora and those who lived along the line in New Mexico and 
Oklahoma would have the satisfaction of knowing that, while 
loss of the line might bring certain hardships, it would facili- 
tate the flow of supply for the nation’s fighting men. He said 
he sincerely believed that, when the citizens of Oklahoma and 
New Mexico realized how vital this track was to the war effort, 
they would agree with him that, if the use of this line for war 
purpose saved the life of even one New Mexico or Oklahoma 
boy, any personal sacrifice on their part would not have been 
in vain. The W. P. B. said that, prior to requisitioning of the 
line, citizens served by it had protested abandonment by the 
Santa Fe. Application to abandon the line is pending before 
the Commission. It was stated that the Santa Fe requested 
transfer of the rails to other of its lines, but that this was 

refused by the W. P. B. a 
“We do not requisition a railroad in order to sell the rails 
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pack to the road,” said Mr. Nelson. 
for rails on other of the Santa Fe lines to carry war goods, 


“While there may be need 


nevertheless, the needs of our armed forces are greater. These 
rails are urgently needed in naval supply depots of the Pacific 
coast, such as the destroyer base of San Diego, and the naval 
air station at Alameda.” 

The Atchison, Topeka & Santa Fe has placed an embargo 
against all traffic on its Florence-Eldorado line in Kansas, 
effective September 21, due to government requisitioning of 
metal materials and ties. Application for authority to abandon 
the line is pending before the Commission. Florence and El- 
dorado, Kan., are not affected by the embargo. 


Danville & Western 


The Commission, by Commissioner Porter to whom the 
matter was assigned for action thereon, has revoked and set 
aside the order of July 20 extending for 30 days from July 31 
the effective date of the certificate issued in Finance No. 13626, 
Danville & Western Railway Co., Abandonment, permitting 
abandonment of that portion of the carrier’s railroad extend- 
ing from Fieldale to Stuart, Va., approximately 26.5 miles. 
In a letter received by the Commission July 31 the carrier 
advised the Commission that on July 30 the rail and other 
track material comprising the line were requisitioned by the 
government and that service would be discontinued July 31. 


Western Maryland 


By a report and certificate in Finance No. 13845, Western 
Maryland Railway Co. Abandonment, the Commission, by divi- 
sion 4, has permitted abandonment by the Western Maryland 
of a branch line of railroad in Allegany county, Md., and 
Mineral county, W. Va. 


P.O. & D. Et Al. 


In Finance No. 13940, the Pennsylvania, Ohio & Detroit 
Railroad Co., and the Pennsylvania Railroad Co., lessee, jointly 
ask authority for abandonment of the former’s Walhonding 
branch extending from Loudonville to Brink Haven, O., ap- 
proximately 17 miles, and abandonment of operation thereover 
by the latter. Applicants said that since 1936 the line had 
not been self-sustaining. On grant of a certificate permitting 
the abandonment, the P. O. & D. proposes to sell approx- 
imately one mile of the branch located within the village of 
Loudonville, O., to the Pittsburgh, Fort Wayne & Chicago 
Railway Co., for continued operation as an industrial side track 
with switching service to industries located thereon within the 
switching limits of Loudonville Station. The one-mile segment, 
it was stated, connects with the main line of the P. F. W. & C. 
in Loudonville, and as the railroad properties of the latter are 
also operated by the Pennsylvania Railroad Co. under long- 
term lease, such spur track would continue to be operated by 


' the same lessee as at present. 


L. A. & S. L. Postponement Asked 
The Publicity and Industrial Development Department of 
the State of Utah, a protestant in Finance No. 13611, Los An- 
geles & Salt Lake Railroad Co. et al. Abandonment, has asked 
the Commission to postpone, for a period of at least six months, 


_ the effective date of the abandonment order by division 4 in 


this proceeding (see Traffic World, August 8, p. 317). The 
effective date of the order was September 23. The line au- 


_ thorized to be abandoned extends from Milford, Utah, to 
| Frisco, Utah, about 16.42 miles. 


The petition called attention to two letters attached to it, 
_ one written by Harold Anderson, manager of Hall Bros. Co., 


' Inc, of East Ely Nev., the other written by Kuno Doerr, Jr., 
| of the Utah department of the American Smelting & Refining 


_ Co. The letters opposed the abandonment, in view of efforts 
_ to recover lead, zinc and copper from a tailings dump at a 
_ Silver mine on the line to be abandoned. 
_. If the Frisco branch is removed,” said the petition, “it 
_ will mean the loss to our war effort of 24,000 remaining tons 
_ of tailings, or, in round figures, 2,000,000 pounds of lead, 
' 2,500,000 pounds of zinc, and 150,000 pounds of copper.” 
Pere Marquette 


_ ,. Effective 30 days from September 8, the Commission, by 
| “vision 4, in Finance No. 13761, Pere Marquette Railway 
_ 0. Abandonment, has issued a certificate permitting abandon- 
/™ent by the Pere Marquette of that portion of its branch line 
| extending southeasterly from Paw Paw to Lawton, approx- 
_ mately 3.14 miles, in Van Buren county, Mich. The report 
; = it was apparent from the record that there was insufficient 
A iable rail traffic to warrant continued operation of the 
Ati €. The net salvage value of the recoverable material is es- 
» “mated by the applicant at $8,267. 


Seaboard Air Line 


4 “ss In Finance No. 13632, Seaboard Air Line Railway Co. Re- 
_“sivers Abandonment, the Commission, by division 4, has is- 
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sued a certificate, effective 30 days from September 8, per- 
mitting abandonment by the S. A. L. and its receivers of the 
branch line extending from Wattsville to Pell City, approx- 
imately 8 miles, in St. Clair county, Ala. The Commission said 
it would reserve jurisdiction to consider the question of whether 
conditions should be imposed for the protection of employes 
adversely affected by the abandonment, as requested by rep- 
resentatives of railway employe organizations. The branch, 
the Commission said, had operated at a substantial loss for the 
last five years, and the present traffic was insufficient to war- 
rant its continued operation, nor did the indefinite prospects of 
future traffic developments, that might indirectly benefit the 
branch, warrant such operation. The report said recoverable 
materials amounted to approximately 878 gross tons of metal. 


Central Pacific 


The Commission, by Commissioner Porter, has extended 
from September 10 to October 10 the effective date of the cer- 
tificate in Finance No. 13655, Central Pacific Railway Co. et al. 
Abandonment, so far as it relates to the dismantlement of the 
segment of the line between Dathol and Corinne, Utah, approx- 
imately 4.8 miles. The segment is part of the 120.78-mile line 
of the Central Pacific extending from Lucin to Corinne, Utah, 
which has been authorized to be abandoned and which has 
been requisitioned by the Navy Department. Extension of the 
effective date as to the segment was requested so as to afford 
time for continuation of negotiations between the Utah-Idaho 
Sugar Co., and the Navy Department for purchase thereof by 
the sugar company from the Navy Department. 


Walla Walla Valley Et Al. 


In Finance No. 13941, the Walla Walla Valley Railway Co., 
Oregon-Washington Railroad & Navigation Co., and Union Pa- 
cific Railway Co., jointly have applied to the Commission for a 
certificate authorizing the Walla Walla Valley and the Oregon- 
Washington Railroad & Navigation Co., to abandon and dis- 
mantle a portion of the branch line known as the ‘‘Umapine 
branch,” extending from Freewater to Umapine, Ore., approx- 
imately 4.91 miles, together with approximately 1.12 miles of 
spur and wye tracks, and authorizing the Walla Walla Valley 
and the Union Pacific to abandon operations thereover. The 
branch consists of a separately-owned track of the Walla Walla 
Valley and a jointly-owned track of the Walla Walla Valley 
and the Oregon-Washington Railroad & Navigation Co. Ap- 
plicants stated that the present and anticipated public use of 
the branch line indicated its continued operation was unwar- 
ranted and was an unnecessary financial burden on them. 


Milwaukee 


The Chicago, Milwaukee, St. Paul & Pacific Railroad Co., 
through its trustees, has asked the Commission in Finance No. 
13942, for authority to abandon its line extending from Black- 
bird Junction to Island Siding, approximately 13.19 miles, in 
Dakota and Goodhue counties, Minn. The line sought ot be 
abandoned is part of applicant’s eastbound main track and was 
constructed in 1870. The River division, of which the line in 
question is a part, was doubled track in 1906. The line to 
be abandoned was not disturbed at that time, but the present 
westbound main track between Blackbird Junction and Island 
Siding was constructed on the opposite side of the Vermilion 
River. The line to be abandoned is close to the bluffs and 
is subject to washouts and washons, which are not encountered 
on the present westbound track, according to the applicant. 
If authority to abandon was granted, the applicant said, it 
was proposed to construct a new eastbound main track imme- 
diately adjacent to the present westbound main track for a 
distance of 9.02 miles southerly from Blackbird Junction. Un- 
der that arrangement, applicant said there would be 9.02 miles 
of double track and 3.51 miles of single track between Black- 
bird Junction and Island Siding, making an eastbound main 
track 0.66 shorter than the present eastbound track. The 3.51 
miles of single track would be signalled for movement in either 
direction by remote control. To keep bridges in service on the 
present track would cost approximately $50,000 in 1943. The 
estimated cost of the 9.02 miles of proposed eastbound main 
track is $273,362. The estimated net salvage value of the 
line proposed to be abandoned is $91,724. 


Los Angeles and Salt Lake 


On motion of the applicants made at the hearing August 
24, 1942, at Salt Lake City, Utah, the Commission, division 4, 
by an order in Finance No. 13762, has dismissed, without prej- 
udice, the application of the Los Angeles & Salt Lake Railroad 
Co., and the Union Pacific Railroad Co., lessee, for authority to 
abandon the line of railroad extending from Cutler to Five 
Mile Pass, in Utah and Toole counties, Utah, approximately 
23.044 miles. As reason for the motion, applicants testified 
that the line would be needed to transport clay for war pur- 
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poses from deposits tributary to the line to two steel plants. 
The Coiumbia Steel Co., located at Ironton, Utah, near Provo, 
it was stated, was enlarging its plant at that point, and the 
Defense Plant Corporation was constructing a new steel plant 
at Geneva, Utah, approximately 6 miles northwest of Provo, 
Utah, to be operated by Columbia Steel Co. At the time the 
application was filed, applicants said they had no intimation 
whatever that either one of these plants would require any 
clay from the deposits. 


Chicago & North Western 


The Commission, division 4, by a supplemental report and 
certificate in Finance No. 11083, Chicago & North Western 
Railway Co. Trustees Abandonment, has permitted abandon- 
ment of a portion of the C. & N. W.’s branch line in Shawano 
and Waupaca counties, Wis., extending 5.258 miles from Clin- 
tonville to Embarrass. 


Great Northern 


By a report and certificate in Finance No. 12479, Great 
Northern Railway Co. Abandonment, the Commission, by divi- 
sion 4, has permitted abandonment by the Great Northern of 
its branch line in Pennington and Red Lake counties, Minn., 
extending 6.81 miles from Wylie to St. Hilaire. 


Southern Pacific 


The Commission, by division 4, by a report and certificate 
in Finance No. 13881, Southern Pacific Railroad Co. et al. 
Abandonment, has permitted abandonment by the Southern 
Pacific Railroad Co., and abandonment of operation by the 
Southern Pacific Co., lessee, of a portion of a branch line in San 
Bernardino county, Calif., extending 1.795 miles from Crafton 
to Greenspot. 


Royal Cadillac Service Denied 


With Commissioners Lee and Splawn dissenting, the Com- 
mission, on further consideration, has refused to issue a cer- 
tificate of public convenience and necessity to the Royal Cadillac 
Service, Inc., of New York, N. Y., authorizing continuance of a 
seasonal operation as a motor common carrier of passengers 
between New York City and Roscoe, N. Y., over a specified 
route through New Jersey, serving intermediate and off-route 

oints. 

The decision was made in MC 95463, Royal Cadillac Serv- 
ice, Inc., Common Carrier Application, embracing also MC 
95462, Reliable Cadillac Lines, Inc., Common Carrier Applica- 
tion. The applications covered the same operations and only 
one certificate was sought, said the report, and applicants 
requested that it be issued to the Royal company. Because it 
found there had been a change in the nature of applicant’s 
operations the Commission in the prior report, 30 M. C. C. 469, 
held that applicant was not entitled to a certificate under the 
“grandfather” clause of section 206(a) of the motor carrier 
act. 


In Royal Cadillac Service, Inc., vs. U. S. decided July 21, 
1942, the U. S. District Court for the southern district of New 
York upheld the Commission’s decision as to “grandfather” 
rights but remanded the case for further proceedings as to 
whether, under section 207(a) the operations involved were 
required by the public convenience and necessity. 

The Commission said that, in a long line of cases begin- 
ning with Fisher Common Carrier Application, 14 M. C. C. 489, 
17 M. C. C. 565, 20 M. C. C. 561, it had consistently found 
that (except as to operations, unlike applicant’s, begun in the 
so-called interim period June 1, to October 15, 1935) a “grand- 
father’ application presented no issue of public convenience 
and necessity and that in a proceeding thereon, evidence of a 
need for the services in question could not be considered with- 
out prejudice to protestants. 

The Commission said the court issued its direction without 
discussing or in any way indicating disapproval of the con- 
clusions in the Fisher case. In view of the circumstances of the 
case, it continued, it was apparent that the court, if it had 
knowledge of the Commission’s decision in the Fisher case, was 
of the opinion, in view of all the facts, that the considered ap- 
plications should be treated as requesting dual relief, either a 
“orandfather” grant or a grant as for a new operation. 

“For the purpose of this case,” said the Commission, “we 
accede to such a view on the assumption that no reversal of 
our holding in the Fisher case was intended.” 

The Commission concluded that the evidence showed that 
the proposed operation was not required by the public con- 
venience and necessity. 


Commissioner Lee in his dissenting opinion said the basic 
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error made in the determination of the proceeding lay in the 
finding of the majority of division 5 in the prior report, “which 
finding was accepted without reconsideration by the Commis- 
sion,” “that applicant’s present operations differ essentially 
from those conducted by it on the ‘grandfather’ date.” That 
finding, said he, was not in accord with the facts of record or 
the recognized practices of the motor carrier industry. 


Mr. Lee said that for over 24 years applicant and its prede- 
cessors had been engaged in transporting passengers by motor 
vehicle between New York City and points in Sullivan and 
Ulster counties, N. Y. 


“T cannot approve of requiring discontinuance of applicant’s 
service, after 24 years of operations, upon the present record 
and the consideration accorded by the instant report,” said he. 

Commissioner Splawn said the “minutiae emphasized in the 
report detract little from the fact that this operation, which in 
its original form was instituted in 1918, has been successful.” 

“If there is doubt as to its success from a public viewpoint, 
a further hearing should be authorized to bring the record up 
to date,” said he. 


Contract, Not Private Carriage 


Dealing with the question whether the involved operations 
were those of applicant and as such were transportation for- 
hire, or whether they were those of the shipper and therefore 
private carriage, the Commission, by division 5, in MC 31486, 
Sub. 1, William A. Shields, Pittsburgh, Pa., Extension—Al- 
liance, O., has granted a permit authorizing operation as a 
contract carrier by motor vehicle of such commodities as are 
dealt in by mail order houses and department stores between 
four points in Ohio, namely, Alliance, Canton, Portsmouth and 
Zanesville, and Parkersburg, W. Va., on the one hand, and 
interstate points within 50 miles of each of such points, on the 
other. 


Applicant, according to the report, operates under contract 
for Sears, Roebuck & Co., making store-to-customer deliveries 
of such merchandise as is tendered him by Sears. Applicant 
selects his own routes but observes any regular time schedules 
prescribed by Sears. It is specifically stipulated, says the re- 
port, that applicant is to operate as an “independent contractor, 
and shall in no event be considered an employe or agent of 
Sears.” He furnishes his own motor truck equipment, agrees 
to provide drivers and helpers, and “bear all costs necessary 
for the efficient transportation of said merchandise,” including 
the wages of the drivers and helpers. For trucks based at the 
Ohio points mentioned, except Portsmouth, applicant is paid a 
“stand-by” rate of $19.50 a week, whether the truck is used or 
not, plus 5 cents a mile traveled. At Portsmouth there is no 
“stand-by” charge, but the rate by the mile is 10 instead of 
5 cents. In applicant’s absence, each truck is under the “di- 
rection” of the manager of the store at which it is based. Al- 
though applicant testified that the driver of each vehicle was 
under the “direction” of the manager of the store to which 
his truck was assigned, the report said, “this ‘direction’ does 
not appear to have comprised anything more than instructions 
as to the points at which deliveries are to be made and the 
time at which a trip shall be operated; such practices are nat- 
ural commitments of any contract carrier operation devoted ex- 
clusively to the needs of a single shipper and do not necessarily 
imply direction and control by the shipper.” The report said 
that while in some cases Sears paid the wages of the drivers 
and helpers and in other reimbursed applicant therefor, “this 
amounts to nothing more than additional compensation for 
applicant’s service, supplementing the amounts specified in the 
written contract.” The same was true, it said, of Sears’ re- 
imbursement of applicant for workmen’s compensation and 
insurance and social security payments. That the drivers and 
helpers were considered to be employes of applicant was indi- 
cated by the fact that they were so registered with the various 
governmental agencies, the report added. His right to control, 
direct, and dominate the performance of the service was further 
evidenced by the fact that he was contacted by telephone in the 
event of emergency. And when any novel problem was €!- 


countered the drivers reported it to him, presumably for 
instructions. 


_ “In the circumstances here disclosed,” said the Commis- 
sion, “we are of the opinion that the control, direction, and 
domination of the performance of the described service rest 
with applicant and that such operations constitute carriage f0! 
hire subject to regulation under part II of the act.” 

The applicant was opposed by trunk line territory and 
Central Freight Association rail carriers, and Cleveland, C0 
lumbus & Cincinnati Highway, Inc. 
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Commission Reports 


(An asterisk before the docket number means that the repor 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Denatured Alcohol 


Fourth section application No. 19590, Denatured Alcohol 
from Houston and Texas City, Tex. By division 2. Authority 
granted by F.S.O. 14758, on conditions, to establish and main- 
tain a rate not lower than $5 a net ton, plus the increase in 
rates on denatured alcohol authorized by the Commission on 
March 2, 1942, on denatured alcohol, in barrels or drums, or 
in tin in boxes or barrels, in carloads, minimum 40,000 pounds, 
or in tank cars subject to Rule 35 of the current Western 
Classification, and a minimum of 48,000 pounds, from Houston 
and Texas City, Tex., to Memphis, Tenn. Temporary relief 
was given by F.S.O. 14551 and the proposed rate was pub- 
lished to become effective March 16, 1942. 


T. & P. Interlocking 


*No. 28000, Sub. 83, Application for Approval of Proposed 
Modification of Systems or Devices under Section 25(b) of the 
Interstate Commerce Act. By division 3. Application of the 
Texas & Pacific for approval of proposed modification of inter- 
locking at crossing with the Texas & New Orleans at Terrell, 
Tex., involving removal of derails, granted. 


Intercoastal Rate Structure 


No. 28622, Intercoastal Rate Structure (formerly U. S. 
Maritime Commission No. 514). Supplemental. By division 3. 
On reconsideration of petition filed July 1, 1942, by Agent 
Harry S. Brown on behalf of all carriers parties to his west- 
bound freight tariff No. 1-C, S. B.-I. No. 6, findings in original 
report, 2 U. S. M. C. 285, modified so as to permit publication, 
on not less than 30 days’ notice, rates on specified commodities 
in westbound intercoastal commerce lower than minima pre- 
scribed by the Maritime Commission. The affected commodi- 
ties are insulators, glass and iron or steel combined; paint, 
lacquer, varnish or pipe line coating increasing, reducing, re- 
moving or thinning compounds, n. o. s.; paint, lacquer, varnish, 
gum, resin, or pyroxylin solvents, n. 0. s.; paint materials, dry; 
insulating materials; scrap rubber; and canned goods. 


Coffee 


I. and S. M-1682, Coffee, Jacksonville, Fla., to Nashville, 
Tenn. By division 2. Reduced commodity rate of 44 cents, 
minimum 30,000 pounds, on roasted coffee from Jacksonville 
to Nashville, proposed by the Southern Motor Carriers’ Rate 
Conference, unjust and unreasonable. Schedules filed to be- 
come effective June 24, 1941, and suspended until January 24, 
1942, on protest of southern rail carriers, ordered canceled on 
or before October 12 and proceeding discontinued without 
prejudice to the filing of new ones establishing a rate of 48 
cents, minimum 20,000 pounds, on that traffic. Dissenting, 
Commissioner Alldredge said that in view of respondent’s ex- 
pressed intention to purchase equipment that could transport 
30,000 pounds of coffee up to the Tennessee border, he would 
find the suspended schedules not unlawful. 


Cc. G. W. Signal Change 


*No. 28000, Sub. 74, Application for Approval of Proposed 
Modification of Systems or Devices under Section 25(b) of 
the Interstate Commerce Act. Application of C. G. W. for 
approval of installation of automatic signal and smashboard 
protection in lieu of mechanical interlocking at Taopi, Minn., 
at crossing with C. M. St. P. & P., granted. 





Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by promrt application to the Commission.) 


*MC 15935, Sub. 3, Packers Transport, Inc. ,St. Louis, Mo., 
extension. Permit denied. Packing-house products and sup- 
Plies, dairy products, and canned goods, between National City 
and East St. Louis, Ill., and Indianapolis, Ind. 

*MC 31729, Modern Motor Freight, Inc., Ridgefield, N. J., 
common carrier. Certificate granted as to continuance of oper- 
ations by Modern Motor Haulage, Inc., successor in interest to 
applicant, general commodities, with exceptions, between all 
Points in Bergen, Essex, Hudson, and Passaic counties, N. J., 


on the one hand, and specified territories in Mass., Conn., 
and R. I., on the other. 
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*MC 32503, Calvert & Rogers, Inc., Arlington, Va., common 
carrier. Certificate granted as to continuance of operation by 
James P. Rogers, dba Calvert & Rogers, successor in interest 
to applicant, household goods and general commodities, with 
exceptions, between points in the Washington, D. C., commer- 
cial zone, and between points in such zone, on the one hand, and 
Baltimore, Md., and points in Fairfax, Loudoun, and Prince 
William counties, Va., and those in Anne Arundel, Prince 
George, Calvert, Charles, St. Marys, Baltimore, Montgomery, 
and Howard counties, Md., on the other. 

MC 22504, D. C. Andrews & Co. of Mass., Boston, Mass., 
broker application. License denied on finding applicant’s pro- 
posed operation at Boston, Mass., and New York, N. Y., as a 
broker of transportation by motor of general commodities, in 
interstate or foreign commerce, not consistent with the public 
interest and the national transportation policy, and its present 
operations not to be those of a broker as defined in section 
203(a) (18) of the interstate commerce act. 

*MC 17820, Sub. 8, Hamish Turner, Spartanburg, S. C., 
extension. Certificate granted. Passengers, baggage, express, 
mail and newspapers, between points in N. C. 

*MC 46074, Sub. 1, A. I. Scott, Montgomery, N. Y., ex- 
tension. Certificate granted. Race horses, show horses, riding 
horses, polo ponies, stable supplies and equipment and per- 
sonal effects of attendants, between points in Fla., Ind., Ky., 
Me., Md., Mass., N. J., N. Y., N. C., O., Pa., S. C., and Va. 

*MC 46415, Sub. 2, James W. Saunders and James R. 
Welty, Park Falls, Wis., alternate routes. Certificate granted. 
General commodities, with exceptions, over specified alternate 
routes in Minn., and Wis., for operating convenience only. 

*MC 46925, Sub. 1, John D. B. Mitchiner, Haynesville, La., 
extension. Certificate granted. Fertilizer, from all points in 
Ark., to Minden, Monroe, and Shreveport, La., from Minden 
and Monroe to all points in Ark., and from Texarkana, Ark., 
to all points in La., within 250 miles of Texarkana, except 
Minden, Monroe and Shreveport. 

*MC 49144, Sub. 1, Philip J. West, West Chester, Pa., ex- 
tension. Permit granted. Specified commodities, West Chester 
to points in Conn., Del., Mass., N. J., N. Y., and R. I. 

*MC 52468, Harvey Jones, Springdale, Ark., common car- 
rier. Certificate granted. Continuance of operation, general 
commodities, with exceptions, between Memphis, Tenn., and 
Little Rock, Ark., and rice from De Witt, Ark., to Hazen, Ark., 
yd a regular route serving the intermediate point of Stuttgart, 

rk. 

*MC 67622, Robert E. Eidsvold, Minneapolis, Minn., broker 
application. License denied. Household goods between points 
in the United States. 

*MC 67646, Sub. 2, Hall’s Motor Transit Co., Sunbury, Pa., 
common carrier. Certificate granted. General commodities, 
with exceptions, between specified points in Pa., over regular 
routes, serving all intermediate points, and Nescopeck, Pa., 
as an off-route point. 

*MC 89001, Sub. 3, A. W. Kendall, Denver, Colo., extension. 

Permit granted. Petroleum products, in bulk, in tank trucks, 
from Augusta, Kan., to Limon, Colo., in connection with ap- 
plicant’s presently authorized operations. 
*MC 89759, Isler Cartage, Inc., Indianapolis, Ind., common 
carrier. On reconsideration, findings in prior report, 24 M. 
C. C. 812, modified so as to authorize operation as a common 
carrier of general commodities, with exceptions, between In- 
dianapolis, on the one hand, and points within 8 miles of 
Indianapolis, on the other. 


*MC 103479, William R. Wedberg, Hunter, N. D., common 
carrier. On reconsideration, findings in prior report, decided 
June 3, 1942, modified so as to authorize operation as a com- 
mon carrier of specified commodities from and to, and between 
points in Minn., and S. D. 

*MC 23929, Sub. 1, Alto Trucking Co., Inc., extension. Cer- 
tificate granted. On reconsideration, findings in prior report, 
decided May 6, 1942, modified with respect to routes and inter- 
mediate points to be service. Public convenience and necessity 
found to require operation as a common carrier of general com- 
modities between Hazleton, Wilkes-Barre, and Allentown, Pa., 
on the one hand, and specified points in Pa., on the other, and 
certificate granted. 

*MC 95890, Sub. 1, Grant H. Gearhart, Waynesboro, Pa., 
extension. Certificate denied. Passengers and their baggage 
between specified points in Pa. s 

*MC 101812, Safety Transportation Co., Inc., Maywood, III., 
common carrier. Certificate granted. Passengers and their 
baggage in charter operations, from points in Du Page county, 
Ill., to points in Ind., Ia., Mich., and Wis., and return. 

*MC 102813, Sub. 1, Ex Adolphe Jacobs, Opelousas, La., 
application for exemption. Certificate of exemption granted on 
finding applicant’s operation, solely within Louisiana, to be of 
such nature, character and quantity that exemption thereof 
from regulation under part II of the act, would not substantially 
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affect or impair uniform regulation by the Commission of 
transportation by motor carriers engaged in interstate or foreign 
commerce in effectuating the national transportation policy. 
Applicant sought exemption as to the carriage of soap, lard 
compounds, meal, flour, and feed, from Opelousas to points in 
La., within 35 miles of Opelousas. 

*MC 103077, Fred H. Johnson, Jr., Summitville, O., contract 
carrier. Permit granted. Brick from Summitville to points in 
Pa., and W. Va., 

*MC 103286, Beatrice Mason, Chestertown, Md., common 
carrier. Certificate denied. Passengers and their baggage, in 
special or charter service, from points in Kent county, Md., to 
Philadelphia and Chester, Pa., Camden, N. J., and points in 
Del., and return. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 13919, Wabash Railroad Co equip- 
ment trust certificates, granting authority to assume obligation and 
liability, as guarantor, in respect of not exceeding $2,000,000 of Wabash 
Railroad equipment-trust certificates, series A, to be issued by The 
Pennsylvania Co., for Insurance on Lives and Granting Annuities, as 
trustee, and sold at 99.25 per cent and accrued dividends, in connec- 
tion with the procurement of certain equipment. Approved. 


FINANCE APPLICATIONS 

MC F-1971. H. E. Savage, Jr., dba Savage Truck Line, Suffolk, 
Va., asks authority to purchase operating rights, good will and trans- 
portation business of George Thomas Miles, Franklin, Va., and tempo- 
rarily to operate. 

MC F-1972. Don B. Smith, Detroit, Mich., and A. F. Mathews, 
Saginaw, Mich., ask authority to acquire control of Northern Motor 
Express, Inc., of Saginaw, Mich., through ownership of capital stock 
and temporarily to operate. 

Finance No. 13943. Middletown & Unionville Railroad Co asks 
authority to acquire trackage rights over the line of the New York, 
Ontario & Western Railway Co., from a point near the northerly line 
of East Main Street in the city of Middletown, Orange County, N. Y., 
northerly to mile post 80 on the line of the Ontario company, 2.18 
miles, including also use of necessary yard tracks and other facilities 
of the Ontario company. Grant of trackage rights is proposed to effect 
a more expeditious interchange of cars, to bring about an economy 
of operation and to enable the N. Y. C. to service the locomotives 
of the applicant. 

MC F-1973. Russell Freightways, Casper, Wyo., asks authority 
to lease, with option to purchase, operating rights of E. S. Kranz, of 
Denver, Colo. 

MC F-1974. Refiners Transport & Terminal Corporation, Detroit, 
Mich., asks authority to issue $500,000 in common stock of the par 
value of $10 a share so as to purchase additional equipment, operating 
rights and properties of two other carriers, and for additional working 
capital. 

MC F-1975. E. Brooke Matlack, Philadelphia, Pa., asks authority 
to purchase operating rights under MC 53694 of J. W. Kirkpatrick, dba 
Kirk Oil Co., Warren, O. 

MC F-1976. Crown Motor Freight Co., Paterson, N. J., asks au- 
thority to lease, with option to purchase, operating rights under MC 
43046 with respect to the transportation of general commodities be- 
tween the New York metropolitan area, on the one hand, and Pitts- 
burgh, Pa., on the other, of Laura Scheck, dba Beach Transportation 
Co., New York, N. Y. 


COMMISSION ORDERS 


MC 36832, American Transit Lines, Inc., common carrier applica- 
tion. Reopened for further hearing. Order of May 18 vacated. 

MC 52636, Taylor’s Express Co., common carrier application. Ap- 
plicant permitted to amend its application to seek authority to operate 
as common carrier of general commodities over regular and irregular 
routes as shown in the order. Reopened for further hearing solely 
with respect to right of applicant to continue operations described in 
order and to determine what operations, if any, applicant may be 
entitled to continue by virtue of its claim of grandfather rights as 
alleged successor in interest of Orman Mann, dba Mann’s Express, 
covered by an application filed under MC 71791 and reassigned MC 
52636. Order of June 8, in so far as it denied applicant right to con- 
tinue described operations, vacated. 

MC 86779 Sub. No. 1, Illinois Central Railroad Company, Kentucky- 
Tennessee extension. Orders of March 3 and June 15 vacated. 

MC C-291, furniture from Virginia to Georgia, North Carolina and 
South Carolina. Proceeding discontinued. 

MC C-346, Southern Illinois Rate Bureau, for and on behalf of Gil- 
bert Truck Lines, Inc., et al. vs. Chris Berens, dba Berens Truck 
Service. Complaint dismissed on complainants’ request. 

1. & S. No. 4737, tin plate from Alabama, Illinois, Indiana and 
Missouri to Texas. Petition of New Orleans Joint Traffic Bureau for 
reopening, and reconsideration and petition of Southern Water Carrier 
— for lease to intervene and reopening and reconsideration 

enied. 

1. & S,. M-2052, petroleum products, North Carolina to Virginia 
points. Joint petition for reconsideration and vacation of order of 
suspension filed by respondents denied. 

W-14, Atwacoal Transportation Co.; and W-19, Fall River Naviga- 
tion Co. Petitions filed by applicants for postponement of hearing 
until after present war denied. 

1. & S. No. 5130, packing house products, Montana to Oregon and 
Washington. Petition of Northwestern Live Stock Shippers Traffic 
League for leave to intervene and vacation of suspension order de- 
nied in so far as it requests vacation of suspension order. 





TRAFFIC WORLD 


MC 222, Liberty Motor Freight Lines, Inc., common carrier ap- 
plication; and MC 222 Sub. No. 1, Liberty Motor Freight Lines, Ine., 
extension, Rouses Point, N. Y. Reopened and assigned for oral argy- 
ment before Commission in Washington, D. C., on October 7, at 19 
o’clock a. m. Order of October 27, 1941, to extent it denied applica- 
tion, vacated. 

MC F-1905, Dohrn Transfer Co., purchase, Ziffrin Truck Lines, 
Inc. Petition of Hayes Freight Lines, Inc., Decatur Cartage Co., Hall 
Freight Lines and Keeshin Motor Express Co., Inc., protestants, for 
issuance of subpena duces tecum against Ziffrin Truck Lines, Inc., ang 
Samuel Ziffrin denied. 

MC F-1911, System Freight Service, Inc., purchase, Yakima Valley 
Motor Freight. Petition of System Freight Service, Inc., requesting 
that application be amended to seek a certificate in event of approval 
of proposed transaction under section 5, authorizing certain operations 
over regular routes between certain points in California, Oregon and 
Washington, in addition to operations involved in transaction, denied, 

W-496, Mirene Co., applications. Effective date of certificate ang 
order issued August 5 postponed to December 1. 

W-603, Roamer Tug & Lighterage Co., common carrier application; 
and W-678, Columbia Tug Boat Co., contract carrier application. Effec- 
tive date of certificate and order issued August 10 postponed to Novem- 
ber 21. 

MC F-1649, Hoover Motor Express Co., Inc., purchase, Roy Dicker- 
son and C. C. Russell. Time within which authority granted in report 
and order of March 7 may be exercised extended to November 7, 


PETITIONS FOR REHEARING, ETC. 


No. 28572, Rickert Rice Mills, Inc., et al. vs. Abilene & Southern 
et al. Railroad Commission of State of California asks leave to inter- 
vene and reconsideration. 

MC F-1967, Decatur Cartage Co., Inc., of Indiana, lease with option 
to purchase operating rights of McNaughton Transportation Service, 
Decatur Cartage Co., Inc., of Indiana asks temporary authority to 
operate over routes of Homer L. McNaughton dba McNaughton Trans- 
portation Service, pending approval of an application for authority to 
lease with option to purchase such operating rights as now possessed 
by said Homer L. McNaughton. 

MC C-219, Commerce Association of Aberdeen et al. vs. G. & P. 
Transportation Co., Inc. et al. R-B Freight Lines, Inc., asks reopen- 
ing, reconsideration and acceptance of petition as brief of exceptions 
by this defendant to the report of Examiner Frank Hand. 

MC F-1896, Paul R. Newsom, purchase, Arthur Givens. Paul R. 
Newsom, dba Newsom Trucking Co., asks authority to temporarily 
operate and take over operating rights of Arthur Givens, dba Givens 
Truck Co. 

W-496, Mirene Co., application for exemption or for permit or cer- 
tificate. Mirene Co. asks rehearing or reconsideration of application 
and evidence adduced and issuance to applicant of a permit as con- 
tract carrier instead of certificate as common carrier. 

MC F-1684, David C. Hall, purchase, Magee Truck Lines, Inc., and 
MC F-1792, Loyd Bond, purchase, Magee Truck Lines, Inc. Gordons 
Transports, Inc., and Cook Truck Lines, Inc., ask reconsideration by 
division 4 or in alternative for reconsideration by whole Commission. 

MC F-1755, Pyramid Motor Freight Corporation, issuance of securi- 
ties. Pyramid Motor Freight Corporation asks modification of order of 
May 22 so as to now authorize issuance of (a) first bond and mortgage 
in face amount of $180,000 to secure payment of $90,000 and (b) second 
bond and mortgage in face amount of $40,000 given to secure repay- 
ment of sum of $20,000. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask relief under finding 27 to permit publication 
of certain rates on soda ash, from Baton Rouge, North Baton Rouge, 
Lake Charles, La., and Corpus Christi, Tex., to points in Arkansas, 
Louisiana, Oklahoma and Texas. 

No. 28688, J. G. Rogers vs. C. N. O. & T. P. et al. Complainant 
asks Commission when deciding case, to rule on question of the legally 
published, applicable rate, on shipments at the time, in addition to 
alleged violation of section 1 of the act. 


MOTOR FINANCE CASES 

MC F-1908, Murphy Motor Freight Lines, Inc., lease—National 
Freight Lines, Inc. Application for authority under section 210a(b) 
of Murphy Freight Lines, Inc., of St. Paul, Minn., for temporary 
operation of a portion of motor-carrier rights of National Freight 
Lines, Inc., of Chicago, Ill., granted September 10, 1942, subject to 
conditions. 

MC F-1944, P. B. Mutrie Motor Transportation, Inc., purchase— 
Lupus Truck Lines, Inc. (C. Keefe Hurley, Receiver). Application 
for authority under section 210a(b) of P. B. Mutrie Motor Transpor- 
tation, Inc., of Dorchester, Mass., for temporary operation of motor- 
carrier rights of Lupus Truck Lines, Inc. (C. Keefe Hurley, Receiver), 
of Boston, Mass., granted September 10, 1942, subject to conditions. 

MC F-1946, Houston and North Texas Motor Freight Lines, Inc., 
purchase—Keystone Freight Lines. Application for authority under 
section 210a(b) of Houston and North Texas Motor Freight Lines, 
Inc., of Dallas, Tex., for temporary operation of a portion of the 
motor-carrier right of Keystone Freight Lines of Tulsa, Okla., granted 
September 10, 1942, subject to conditions. 

MC F-1786, The C. & D. Motor Delivery Company, purchase— 
Hubert C. Elliott. 1. Purchase by The C. & D. Motor Delivery Com- 
pany, of Cincinnati, Ohio., of operating rights and property of Hubert 
C. Elliott, of Connersville, Ind., approved and authorized, subject t0 
conditions. 2. Issuance of certificate to The C. & D. Motor Delivery 
Company approved upon compliance with certain conditions. 

MC F-1947, Columbia Terminals Company, control—Dyer & O'Hare 
Hauling Company. Application for authority under section 210a(b) 
of Columbia Terminals Company of St. Louis, Mo., for temporary 
operation through control and management of motor-carrier rights 
and properties of Dyer & O’Hare Hauling Company, also of St. Louis 
granted September 16, 1942, subject to conditions. 
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Proposed Reports 


Railroad, Water, and Motor Transport 





in I. C. C. Cases 





New England All-Commodity Rates 


It was impossible to see why rail rates that did not permit 
the motor carriers to have a virtual monopoly of the traffic 
were unlawful, said a brief of the respondent railroads, the 
Bostcn & Maine and the Maine Central, setting forth exceptions 
to the proposed report by Examiner Morris H. Konigsberg on 
further hearing in I. and S. No. 4690, All Commodities, Less 
Than Carloads, Between Maine, Massachusetts and New Hamp- 
shire (see Traffic World, August 29, p. 478). 

The railroads’ brief took issue with the examiner’s conclu- 
sions with respect to a cost study covering the rail service in 
connection with the all-commodity rates here considered. They 
cited requirements of the Office of Defense Transportation’s 
general order No. 1, for increased loading of merchandise 
freight, and added that it was “obvious” that in spite of the 
increase in wages of rail employes, the costs were ‘‘undoubt- 
edly” lower than those determined by the study, while the 
freight rates had been increased. They added that it should 
be noted that the rates here in issue were substantially lower 
than the rates on paper and groceries in less-carloads between 
some of the same points, approved in Groceries from Boston to 
New England Points, 234 I. C. C. 657. 


“It is well known,” said the respondents, “that in order to 
regain traffic lost to motor trucks the rates published by rail 
carriers must be lower than trucking rates in order to over- 
come certain inherent attractions of trucking service. The 
evidence here shows that the respondents have not reduced 
their rates any lower than was necessary to meet the competi- 
tion they faced, but the examiner finds that these reductions 
have attracted so little additional traffic that they are unlaw- 
ful. This reasoning would seem to lead to the conclusion that 
in order for the rates to be made lawful, they should be ad- 
vanced to a basis on which little traffic would move, or be 
further reduced. The examiner’s recommendation would re- 
quire that the former. alternative be adopted. . A more 
realistic view was taken by division 2 in its original report and 
the record on rehearing does not show that it was in error. 
The cost study supervised by Dr. Edwards indicates that under 
present conditions the rates are not unlawful and they should 
not be held to be unlawful merely because they have not been 
reduced to a point where more traffic could be recovered from 
competing motor trucks.” 


Petroleum Hauling, Truck vs. Rail 


There was no showing in this proceeding that the rail serv- 
ice was inadequate in any respect in normal times, and the 
record indicated that applicant’s own shipper witnesses would 
not have appeared in support of the application if it had not 
been for fear that there might later be a shortage of tank cars 
in the considered territory because of the present war emer- 
gency, said Examiner C. J. Peterson as he recommended, in a 
proposed report in MC 103248, Sub. No. 1, Petroleum Trans- 
port, Inc., Madison, Wis., Extension—Wisconsin, denial of the 
common carrier authority sought for transportation of petro- 
leum products, in bulk, in tank trucks, and lubricating oil and 
petroleum grease in containers, and empty containers and re- 
jected shipments in the reverse direction over irregular routes 
between designated points in Illinois, including those in the 


Chicago commercial zone, and specified points in Minnesota 
and Wisconsin. 


“It is well known,” said the examiner, “that since the 
hearing herein many tank cars have been diverted from this 
territory for shipments of petroleum products to eastern points 
because of the present war emergency, but manifestly this 
does not afford a basis for granting applicant permanent au- 
thority to perform any of the proposed service. Prior to the 
present war emergency there was a surplus of tank cars in this 
territory, due to a decrease in the rail carriers’ portions of 
hauls resulting from the construction of pipelines and making 
the channels of rivers available for navigation. .. .” 


The examiner cited data showing heavy losses of petroleum 
traffic by midwestern and western railroads in the years 1931 
to 1939, inclusive, and showing, also, that such losses had con- 
tributed to the necessity of abandonment of many branch lines 
by the railroads. He said a witness for the Chicago & North 


Western testified that that line had some stations where 95 
per cent of the traffic handled consisted of petroleum products. 

Applicant, said the examiner, assailed the Wisconsin laws 
governing the transportation of petroleum products on the 
highways. Under provisions of those laws, the examiner noted, 
there was a tank truck capacity limit of 2,000 gallons of gaso- 
line, and gasoline might not be transported to either bulk 
or retail stations and unloaded between sundown and sunrise 
unless permits were obtained in emergencies from the state 
treasurer or the oil inspection department. He observed that 
the Wisconsin state highway commission had issued an order 
keeping trucks off the Wisconsin highways on holidays and 
from Saturday noon to “a certain time” the following Mon- 
day morning, in the summer months. Applicant had received 
temporary authority, until December 28, 1942, in MC 103248 
(Sub. No. 2 TA), to transport petroleum products in bulk be- 
tween designated points and areas in Wisconsin, Minnesota, 
= and Indiana, the examiner pointed out. Continuing, he 
said: 


Applicant introduced data purporting to show that transportation 
of petroleum products by truck is more economical and that one tank 
truck can move more petroleum products within a given period than 
a tank car. This data was not based on actual operations, but on 
truckloads of 4,000 gallons of petroleum products, including gasoline 
which the State of Wisconsin prohibits the transportation of in ex- 
cess of 2,000 gallons per truck, and on two trips per day, which could 
not be made to most of the Wisconsin points. However, the record 
does warrant the conclusion that service by tank truck is generally 
more expeditious than by tank car, but this in itself does not afford 
a basis for granting the application. . . . Applicant produced no re- 
tailer or jobber who was not served by rail or who was shown to re- 
ceive inadequate service by rail or tank wagon. 


In discussion of the testimony at the hearing, the examiner 
said the Wisconsin Petroleum Association, comprising ‘“approxi- 
mately 420 wholesalers or jobbers throughout Wisconsin,” 
opposed granting of the application, because, he said, it believed 
that if applicant should be authorized to perform the proposed 
service, it would result in retailers being made jobbers and 
eventually would put many of the present bulk plants out of 
operation, as shipments would then be trucked direct from the 
sources of supply. He said a witness testified that in Michigan 
many jobbers of petroleum products had ceased business be- 
cause of truck operations. 





Motor for Rail Service 


In a report in MC 2815, Sub. No. 6, The Willett Co. of Indiana, 
Inc., Extension—Fort Wayne, Ind., Macinaw City, Mich., Ex- 
aminer Walter W. Bryan has recommended that the Commis- 
sion issue a certificate authorizing the applicant to extend its 
motor vehicle operations between Fort Wayne and Macinaw 
City, serving intermediate and off-route points that are sta- 
tions on the rail line of the Pennsylvania Railroad Co., in the 
hauling of general commodities. The authorization is subject 
to conditions imposed in Kansas City Southern Transport 
Co., Inc., Common Carrier Application, 10 M. C. C. 221. One 
condition is that the service to be performed by applicant 
shall be limited to that which is auxiliary to, or supplemental 
of, rail service of the Pennsylvania. 


According to the report, applicant proposed to transport 
less-carload freight originating on the lines of the railroad 
or its connections between Fort Wayne and Macinaw City. 
The traffic, it said, would be transported by rail between key 
or break-bulk stations and thence by truck to the intermediate 
or way stations. Operations would be conducted daily except 
Sunday under regular schedules coordinated with those of the 
railroad. In part, the report said: 


In the instant case the railroad proposes to establish two key 
points, namely, Fort Wayne and Grand Rapids, as points of distribu- 
tion of its less-than-carload freight. The rail service between and 
into these two points is frequent and the amount of tonnage is heavy, 
whereas the points intermediate thereto receive less tonnage and less 
frequent service. This is likewise true to the points north of Grand 
Rapids, with the exception of Cadillac, Traverse City, and Petoskey. 
All of the points north of Grand Rapids are small towns ranging from 
populations of 200 to 1,500. The present rail service into these points 
is very infrequent. To some points it is an every-other-day service and 
to other points it is a tri-weekly service. It is the purpose of the 
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proposed operation to render a more frequent and faster service to 
the above points by motor vehicle. 

The railroad will continue its rail service to all of these points in 
transporting carload freight but will discontinue the operation of the 
‘“‘peddlar car’’ on the local freight trains. By eliminating the ‘‘peddlar 
cars’’ it will enable the railroad to release a number of rail cars to be 
used in through-train service; will also enable the railroad to reduce its 
transit time to the various ways stations from 24 to 48 hours; will 
eliminate over 61,000 car miles per month; will increase the efficiency 
of the railroad by eliminating the expense of switching the ‘‘peddlar 
ears’’ to and from the freight platform; and will result in heavier load- 
ing of cars by the consolidation of less-than-carload shipments into 
one car for each key point. The above efficiency in operation will be 
accomplished without adversely affecting the employes of the railroad. 


Claimed Truck Rights Collateral 


Having had under consideration several applications of 
Cleo Ramsey, dba Ramsey Transportation Service, of Burling- 
ton, Ia., for motor operating rights and an application of an 
insurance adjuster for substitution as applicant in one of Ram- 
sey’s applications, Examiner R. H. Roberts has recommended 
denial of the authority sought in three of Ramsey’s applica- 
tions, affirmation (on further hearing) of the Commission’s 
findings in a prior report in which a certificate was granted 
to Ramsey, issuance of a certificate to Ramsey in still another 
application (also on further hearings), and denial of the in- 
surance adjuster’s application, involving enforcement of a 
judgment on a note as to which certain claimed operating rights 
of Ramsey had been assigned as collateral. 

The proposed report was served in MC 73202, Cleo Ram- 
sey Contract Carrier Application, embracing Sub. No. 1, Same, 
Common Carrier Application, as succeassor in interest to L. A. 
Benne; Sub. No. 2, Same, as successor to D. V. Lynn; MC 
101186, Same, Common Carrier Application, and Sub. No. 1, 
Same, as successor in interest to W. F. Hoffman, and MC 
FC 14621, Boyer B. Godfroy, application for substitution in 
lieu of Cleo Ramsey in MC 73202. 

The examiner said that in MC 73202 Ramsey sought a 
permit under the “grandfather” clause for continuance of op- 
eration as to general commodities between points in Illinois, 
Minnesota, Missouri, Wisconsin and Iowa, over irregular 
routes. In Sub. No. 1, he said, Ramsey sought a certificate 
for continuance of operation as to general commodities be- 
tween points in Iowa, Illinois and Missouri as successor in 
interest to L. A. Benne, applicant in MC 48104. Substitution 
of Ramsey as applicant had been approved in MC FC 3585, 
he noted. In Sub. No. 2, he continued, Ramsey sought a cer- 
tificate as to general commodities between points in Iowa, 
Illinois, Missouri and Wisconsin, as successor in interest to 
D. V. Lynn, applicant in MC 27070. He added that substitu- 
tion of Ramsey as applicant in that proceeding had been ap- 
proved in MC FC 3585. He said that in MC 101186, a cer- 
tificate had been issued to Ramsey, authorizing transportation 
of specified commodities between designated points in Wiscon- 
sin and Iowa, and that in Hoffman Common Carrier Applica- 
tion, 24 M. C. C. 376, a certificate had been authorized, but 
not issued, to Ramsey as successor in interest to W. F. Hoff- 
man for continuance of operation as to specified commodities 
between designated points in Wisconsin, Missouri, Illinois, 
Minnesota and Indiana. The rights granted to Ramsey in that 
proceeding had been redocketed in MC 101186, Sub. No. 1, the 
examiner said. He explained that the further hearing in MC 
101186 and Sub. No. 1 included the question as to whether 
the present certificate in MC 191186 should be revoked in 
whole or in part. 

Since applicant had, through purchase, acquired a part of 
Hoffman’s operating rights, he no longer was interested in 
the application in MC 73202 and offered no evidence in support 
of it; neither was any evidence offered relative to the appli- 
cations in MC 73202, Sub. Nos. 1 and 2, said the examiner. 
He proposed, therefore, denial of those applications. 

He recommended a finding that the certificate in MC 
101186 remain in full force and effect, no evidence having been 
submitted to disturb the findings in the prior report, 23 M. C. 
C. 870. He also proposed that the applicant be authorized to 
continue the operations involved in MC 101186, Sub. No. 1, 
subject to the condition that the certificate not duplicate any 
authority included in the certificate in MC 101186. 

The examiner said Godfroy, an insurance claims adjuster, 
had assumed responsibility for claims growing out of an ac- 
cident in which Ramsey had been involved; that Ramsey had 
entered into an agreement with Godfroy, signing a promissory 
note and assigning to Godfroy as collateral his claimed rights 
in MC 73202; that, after default in payment of the note, God- 
f-oy obtained a judgment against Ramsey and that the judg- 
—_ ——* a lien on the operating rights involved in 


“The right of Godfroy to enforce his lien by acquisition of 
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operating authority granted Ramsey pursuant to some other 
application is not an issue in this proceeding,” said the ex- 
aminer. “In view of the findings herein in No. 73202, the ex. 
aminer finds that there are not transferable rights in that 
proceeding, and that the instant application for substitution 
should be denied.” 


Consolidating L. T. L. Shipments 


_Provisions of tariffs of Ross Motor Lines, Inc., of Gas- 
tonia, N. C., and New South Express Lines, Inc., of Columbia, 
S. C., setting forth rates on all freight, with certain exceptions, 
from New York City and adjacent points in New Jersey and 
New York to many destinations in Georgia, North Carolina and 
South Carolina resulted in rates that were unjustly discrimina- 
tory in that they were unduly preferential of shippers of less- 
than-truckload shipments transported at truckload rates and 
were unduly prejudicial of shippers of other less-than-truckload 
shipments transported under similar conditions and circum- 
stances, Examiner W. T. Cantrell concluded in a _ proposed 
report in MC C-162, Southern Motor Carriers Rate Conference 
vs. Ross Motor Lines, Inc., et al. 

The examiner recommended a further finding that the tariff 
provisions in question resulted in rates that were unreasonably 
low when applied to shipments accorded multiple deliveries 
and that such provisions were not stated with the definiteness 
required by the Commission’s regulations promulgated under 
section 217 of the act. He said the assailed provisions should be 
canceled without prejudice to the establishment of rates and 
tariff provisions conforming to the views he expressed in the 
proposed report. 

Examiner Cantrell noted that the assailed rates applied 
to all freight, with a few exceptions, in mixed shipments of 
three or more differently rated articles, aggregating 10,000 
pounds or more. He observed that the tariff provisions at 
issue included one that the rates applied only when the ship- 
ments were received at C. A. Ross, Agent, Inc., terminals in 
the New York district for shipment in one day to one con- 
signee at not more than 20 destinations, for not more than two 
deliveries at any one destination; and another provision that 
“in the event that the aggregate weight of the truckload is not 
sufficient to make up the 10,000-pound minimum, any deficit 
will be charged for on the basis of the rate applicable to the 
lowest rated destination to which any part of the truckload 
is consigned.” The assailed rates, he said, ranged from about 
63 per cent to 67 per cent of the defendants’ first class rates 
between the same points and included, in their application, 
articles rated first class or higher. 

The examiner said the defendants’ tariffs should specify 
a charge for the service of stopping in transit at a point inter- 
mediate to the final destination to unload a part of a ship- 
ment transported on truckload rates, and charge for multiple 
or “split” delivery of a shipment after it had reached an 
intermediate or final destination. The record did not contain 
sufficient evidence on which to prescribe reasonable charges 
for the future, he said. 

“It is possible,” he said, “that, in order to insure adequate 
earnings on shipments consisting largely of consignments to 
the nearer, lower-rated destinations, but containing a small 
amount to a more distant point, some minimum charge based 
on average earnings to all destinations represented in a ship- 
ment could be devised, but such a provision, in addition to 
requiring rather complex calculations, might work an undue 
hardship by penalizing small shipments. It seems the carrier 
could meet this difficulty by transporting the residue to the 
more distant point or points in a vehicle containing other freight 
for such points.” 

There was nothing inherently wrong in multiple deliveries 
to suit the needs and convenience of the shippers, said the 
examiner, adding that the objection was sometimes advanced 
that making multiple deliveries transformed the service from 
a truckload to a less-truckload ‘movement, but that there was 
clearly a difference between an entire truckload tendered the 
carrier at one time and placed on one bill of lading and many 
shipments tendered as less-truckload shipments to be accounted 
for separately and kept distinct from each other. 


Under the tariff in question, the defendants’ truckload rates 
could be applied on many less-truckload shipments transported 
on different dates—a practice the Commission had disapproved, 
said the examiner. He criticized the defendants’ tariff rules in 
several other respects, including the following: 


There is no limitation in the assailed rule as to the amount of 
highly-rated articles included in a shipment except that there must be 
articles subject to at least three different rates. The comparable pro 
visions maintained on mixed truckloads in complainant’s tariff limit 
the application of the rates to shipments containing articles rated not 
higher than first class but, as previously stated, the assailed rates are 
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subject to no such limitation. A mixed truckload could consist of 
high-grade, highly-rated traffic provided articles subject to three dif- 
ferent rates are included, and such articles could all be subject to 
rates higher than first class. For example, a shipment might include 
commodities subject to ratings of one and one-half, two, and two and 
one-half times first class or could include an article weighing one 
pound rated second class, another article of one pound rated first class, 
and the remainder of the truckload might be rated three times first 
class. The articles moving on the mixed truckload rates apparently 
consist in general of chain store merchandise, much of which would 
constitute high-grade traffic. It is reasonable to assume that shippers 
of such freight, who generally maintain well-informed traffic organiza- 
tions, would ship the lower-rated articles separately while obtaining 
the truckload rates for the high-grade traffic. The great mass of indi- 
vidual shippers, who are not so well informed and who do not ship 
in sufficient quantities to permit careful selection of the articles com- 
prising their shipments, would be at a decided disadvantage in this 
respect. If the carriers’ experience indicates that mixed truckload 
shipments subject to all-commodity rates should be composed of dif- 
ferently-rated articles, rules properly drawn to insure that a rea- 
sonable amount of each of the differently-rated articles be included 
should be provided. . . . It appears requisite . . . that routing by de- 
fined highways be specified or that some other method of providing 
definite routing be adopted... 


Proposed Reports 


Poultry Cases 


I. and S. M-2013, Poultry Cases, Baltimore and Washing- 
ton to Orange, Va. By Examiner L. A. Jackson. Any-quantity 
commodity rates on empty poultry cases of 5 and 6 cents an 
empty case from Washington, D. C., and Baltimore, Md., re- 
spectively, to Orange, proposed by Colvin’s Garage & Transfer, 
a motor common carrier, not shown to be just and reasonable. 
Schedules filed to become effective May 18 and suspended 
until December 18 on protest of carriers in trunk line associa- 
tion territory and members of Middle Atlantic States Motor 
Carrier Conference, Inc., proposed to be ordered canceled and 
the proceeding discontinued. The report said the present rates 
were any-quantity rates of 25 and 17 cents from Baltimore 
and Washington, respectively. 


Canned Goods, Etc. 


I. and S. M-1998, Canned Goods, Etc., Eastern Points to 
Salisbury, Md. By Examiner Carmine Garofalo. New com- 
modity rates on canned goods, fertilizer and fertilizer ma- 
terials, petroleum and petroleum products, and sugar from 
points in Delaware, New Jersey, New York, and Pennsyl- 
vania, to Salisbury, Md., proposed by Annie M. Godfrey Motor 
Freight Service, a motor common carrier, unjust and unreason- 
able. Schedules filed to become effective April 15 and suspended 
until November 15 on protest of Middle Atlantic States Motor 
Carrier Conference, Inc., and Trunk Line Association rail 
carriers, proposed to be ordered canceled and the proceeding 
discontinued. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


New Jersey (Clifton)—-MC 58915, Sub. 8, Lincoln Transit 
Co.,, Inc., extension. Certificate proposed. Passengers, bag- 
gage, express and newspapers between points in Middlesex 
county, N. J. 

California (San Francisco)—-MC 78786, Sub. 102, Pacific 
Motor Trucking Co., extension. Certificate proposed, subject to 
conditions. General commodities, from Chico to Durham, 


3 Calif., over U. S. highway 99E, serving Yuba City, Calif., as an 


intermediate point in connection with applicant’s present route. 
he condition imposed is that the service be limited to that 


' which is auxiliary to, or supplemental of rail service of the 


Southern Pacific Co. 

Florida (Tampa)—MC 36473, Sub. 29, Central Truck Lines, 
Inc., extension. Certificate recommended. General commodi- 
ties, with exceptions, between specified points in Florida. 

Florida (Tampa)—MC 36473, Sub. 28, Central Truck Lines, 
Inc., extension. Certificate recommended. General commodi- 
ties, with exceptions, between specified points in Florida. 

lowa (George)—-MC 10353, Sub. 1, Harm Stubbe, extension. 
Certificate proposed. Live stock, George and points in Ia., 

in 15 miles thereof, to Albert Lea and Austin, Minn. 
North Carolina (Lenoir)—-MC 7804, Sub. 14, Smith’s Trans- 


fer Corporation, extension. Certificate proposed. General com- 


| ™odities, with exceptions, over N. C. highway 16 between junc- 
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tion N. C. highways 16 and 150, near Denver, N. C., and New- 
ton, N. C., with no service at intermediate points, for operating 
convenience only. 

Texas (Fort Worth)—MC 1510, Sub. 28, Southwestern 
Greyhound Lines, Inc., extension. Certificate proposed. Pas- 
sengers, baggage, express, mail and newspapers between speci- 
fied points in Tex. 

New York (New York)—MC 66562, Sub. 394, Railway Ex- 
press Agency, Inc., extension, embracing Sub. 395, Same, ex- 
tension. Certificate proposed, subject to conditions. Express 
matter between Cresson and Arcadia, Pa., and between Cresson 
and Colver, Pa., over specified routes. The service to be per- 
formed is proposed to be limited to that which is auxiliary to, 
or supplemental of, railway express service. 

South Dakota (Carthage)—-MC 103846, Roy D. Shoemaker. 
Certificate proposed. Live stock and agricultural commodities, 
between specified points in S. D., on the one hand, and specified 
points in Ia., Minn., Neb., and N. D., on the other, over irreg- 
ular routes. 

California (Randsburg)—MC 103790, Hardee Witt. Certifi- 
cate proposed. General commodities, with exceptions, between 
Searles, Calif., and Atolia, Calif., with service to specified in- 
termediate and off-route points. 

Washington (Seattle)—-MC 103726, A. C. Benson and John 
F. De Noma. Certificate proposed. General commodities, with 
exceptions, between Seattle and Sand Point, Wash., over Wash- 
ington highway 1-J. 

Washington (Olympia)—-MC 103714, L. E. Rucker. Cer- 
tificate proposed. Specified commodities between points in 
Thurston, King, Pierce and Grays Harbor counties, Wash., and 
points in Shoshone, Latah, Kootenai, Idaho, Nez Perce, Bound- 
ary, Bonner, Benewah, Clearwater and Lewis counties, Ia., and 
in Ore., and Wash., over irregular routes. 

INinois (Salem)—MC 102657, W. E. Cleveland, LeRoy 
Cleveland and Fred Cleveland. Denial of certificate proposed. 
Specified commodities between points in Ill., Ark., Ind., Ia., 
Kan., Ky., La., Miss., Mo., Neb., Okla., S. D., Tenn., and Tex., 
over irregular routes. 

Michigan (Benton Harbor)—-MC 102406, Alonzo Hipshire. 
Certificate proposed. General commodities, between Benton 
Harbor and St. Joseph, Mich., over irregular routes, subject to 
conditions, including one that applicant’s service be limited 


to service auxiliary to or supplemental of rail service of the 
New York Central. 


Pennsylvania (Philadelphia)—-MC 63714, Sub. No. 1, Louis 
Goldberg. Certificate proposed. Live poultry from Mount 
Holly, N. J., and points within ten miles thereof, to Philadelphia, 
and empty live poultry coops from Philadelphia to Mount Holly 
and points within ten miles thereof, over irregular routes. 

Wisconsin (Janesville)—-MC 57776, Sub. No. 3, Swenson 
Coach Lines, Inc. Certificate proposed. Passengers, baggage, 
express, newspapers and mail between junction of Wisconsin 
highways 11 and 80 and Cuba City, Wis., over specified route. 

California (Los Angeles)—-MC 55223, Sub. No. 6, Santa Fe 
Transportation Co. Certificate proposed. General commodities 
between San Bernardino, Calif., and specified points near that 
city, over irregular routes. 


Wyoming (Medicine Bow)—-MC 39639, Sub. No. 1, R. E. 
Cooper. Certificate proposed. General commodities, with ex- 
ceptions, between Medicine Bow, on the one hand, and points 
within 100 miles thereof, on the other, over irregular routes. 

New York (New York)—MC 33534, American Freight Dis- 
patch, Inc., embracing MC 35628, Sub. No. 19, Interstate Motor 
Freight System. Certificate proposed for continuance of opera- 
tion by Interstate Motor Freight System, as successor in in- 
terest, as to general commodities, with exceptions, over regular 
routes between specified points in Mass., R. I., Conn., N. Y., 
N. J., Del., Pa., Md., and D. C., and over irregular routes in 
off-route service from and to points in New York City com- 
mercial zone and those in Bergen, Essex, Hudson, Middlesex 
and Union counties, N. J., in connection with the regular route 
service. The examiner said MC 35628, Sub. No. 19, was the 
number assigned to the title application after purchase by 
Interstate Motor Freight System of the operating rights covered 
thereby pursuant to the Commission’s order in MC F-1062, 
Interstate Motor Freight System—Purchase—American Freight 
Dispatch, Inc., 37 M. C. C. 459. 

Colorado (Durango)—-MC 29578, Sub. No. 6, S. N. Drum, 
dba Colorado Pacific Lines. Certificate proposed. General 
commodities over specified route between Los Angeles and 
Beaumont, Calif., and fresh fruits and vegetables, in packages 
or in bulk, from Phoenix and Yuma, Ariz., Blythe, Brawley, 
El Centro, Chula Vista and Vista, Calif., including points within 
25 miles of each to Denver, Colo., over irregular routes. 

Pennsylvania (Philadelphia)—-MC 15003, Henry J. Fried- 
man. On further hearing, license proposed, for operation as 
broker at Philadelphia in arranging transportation by motor 
vehicle of general commodities, with exceptions, between Phila- 
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delphia and points within ten miles thereof, on the one hand, 
and points in Pa., N. J., N. Y., Conn., R. I., Mass., Del., Md., 
Va., and D. C., on the other. The examiner said that, due to 
applicant’s activities, the carriers he served had developed new 
business tending to balance their inbound and outbound ton- 
nage and to contribute to economical operation. 

Washington (Zillah)—-MC 11722, Sub. No. 5, Fred E. 
Brader. Certificate proposed. Fresh fruits from points in 
Yakima, Kittitas, and Benton counties, Wash., to Portland, 
Salem, Silverton, Hillsboro, Pendleton, La Grande and Baker, 
Ore., in the season extending from June to September, inclusive, 
of each years; live stock between points in Yakima county, on 
the one hand, and Portland, Salem, and Silverton, on the other, 
and brick and tile from points in Yakima county to Pendleton 
and Hermiston, Ore., over irregular routes, except that au- 
thority recommended be not construed as duplicating that now 
held by applicant. 

New York (Troy)—MC 2426, Sub. No. 2, Hudson Motor 
Freight Service, Inc. Certificate proposed. General commodi- 
ties, with exceptions, between Albany, N. Y., and points within 
15 miles thereof, in radial operation, over irregular routes, 
subject to condition that the proposed certificate and that issued 
in MC 2426, to the extent they cover the same operations, 
confer only a single operating right. 

California (Los Angeles)—-MC 1849, Sub. No. 7, Northern 
Transportation Co. Certificate proposed. General commodities, 
with exceptions, between Barstow, Calif., and Los Angeles, 
Calif., over regular routes, for operating convenience only. 

California (San Francisco)—MC 1651, Sub. No. 11, Rail- 
way Express Agency, Inc., of California. Certificate proposed. 
Baggage and corpses in coordinated motor-rail service between 
Santa Cruz, Calif., and Watsonville Junction, Calif., with service 
to specified intermediate and off-route points, subject to con- 
ditions, including one that anpplicant’s service be limited to 
service auxiliary to or supplemental of rail service of the 
Southern Pacific. 

Oklahoma (Tulsa)—-MC 43, Sub. No. 1, S. H. McCright. 
Certificate proposed. Oilfield equipment and household goods 
in connection with the movement of such commodities, between 
points in Ark., Colo., and Tex., and between points in those 
states and points in Okla., and Kan., and heavy machinery re- 
quiring special handling or equipment, because of size or weight, 
between points in Ark., Kan., Mo., Okla., and Tex., over 
irregular routes. 

California (Los Angeles)—MC 5429, Sub. 2, Lyon Van 
Lines, Inc., extension. Certificate proposed. Household goods 
between specified points in Calif. 

California (Fresno)—MC 103550, Frank Kimbler and J. W. 
Deaton, common carrier. Certificate proposed. Edible and 
inedible tallow, in bulk, in tank trucks, from Phoenix and 
Tucson, Ariz., and points within 25 miles thereof, to long Beach 
and Los Angeles, Calif. 


Missouri (St. Louis)—-MC 61616, Sub. 24, Missouri Pacific 
Transportation Co., extension. Certificate recommended. Pas- 
sengers and their baggage, serving Fort Leavenworth, Kan., in 
off-route service via Kansas highway 92 in connection with ap- 
plicant’s present .regular route operations over U. S. high- 
way 73. 

Oregon (La Grande)—MC 55735, Sub. 1, Frank Cleav- 
inger, extension. Certificate proposed. Household goods be- 
tween points in Union and Wallowa counties, Ore., on the one 
hand, and points in Ida., on the other. 


Georgia (Atlanta)—-MC 7971, Sub. 1, Russell C. House 
Transfer & Storage, Inc., extension. Recommends grant of 
temporary authority, until December 31, 1944, as a common 
carrier of household goods for the U. S. Government, and moving 
on government bills of lading, between points in Ga., Fla., Ala., 
Tenn., N. C. and S. C., on the one hand, and all points in Miss., 
La., Tex., Va., D. C., Md. and N. Y., on the other. The report 
said there was an immediate and urgent need for the service. 
It found that permanent authority was not required. Tem- 
porary authority was recommended under section 210 (a) of 
the act, as amended by the second war powers act of 1942. 

Maryland (Oakland)—-MC 30631, Sub. 1, Francis W. San- 
ders, extension. Certificate proposed on further proceedings 
as to coal, bituminous, from points in Garrett county, Md., 
within 6% miles of Gorman, Md., to Gorman, and telephone poles 
from railroad sidings on the Baltimore and Ohio Railroad be- 
tween Cumberland, Md., and Parkersburg, W. Va., to points 
in specified counties in Md. and W. Va. 

California (Inglewood)—-MC 19334, Sub. 1, Thomas E. 
Trulove and O. L. Trulove, common carrier. Certificate pro- 
posed, on conditions. General commodities between Inglewood 
and Los Angeles, Calif. One of the conditions is that the serv- 
ice to be performed by applicant shall be limited to that which 
is auxiliary to, or supplemental of, rail service of the Atchison, 
Topeka & Santa Fe Railway Co. 

New York (New York)—MC 10934, John A. Patterson 
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Trucking Corporation, contract carrier. Dismissal proposed 
on finding applicant’s operation in leasing motor vehicles to 
firms and individuals not subject to the provisions of the jn- 
terstate commerce act. Applicant sought authority to operate 
as a contract carrier of general commodities, between railroad 
stations and piers, steamship piers and docks, warehouses, jn- 
dustrial establishments, and other places of business within 
the metropolitan area of New York City. 

New Jersey (Newark)—-MC 3647, Sub. 2, Public Service 
Interstate Transportation Co., extension. Denial of certificate 
proposed. Passengers, between Union City, N. J., and Man- 
hattan, New York, N. Y. 

Oregon (Portland)—MC 1287, Sub. 1, James B. Jones 
extension. Certificate proposed. Heavy machinery, structural 
steel, steel tanks and contractor’s equipment between points 
—— on the one hand, and points in Calif., and Ida., on the 
other. 

Virginia (Boydton)—MC 445, Sub. 1, T. W. Gregory, ex- 
tension. Dismissal of application for a certificate proposed 
at applicant’s request. Specified commodities between points 
in Va., Md., N. C. and D. C. 

West Virginia (Clarksburg)—MC 59155, Reynolds Trans- 
portation Co., common carrier, embracing MC 1003, Meyer 
Transit Co., Inc., common carrier. Certificate proposed in 
MC 59155 as to continuance of operations as a common carrier 
of passengers, baggage, express, mail and newspapers, be- 
tween Elkins, W. Va., and Parsons, W. Va., and application 
in MC 1003 for a like operation proposed to be denied under 
the “grandfather” clause. 

_ New York (West Haverstraw)—-MC 29783, Rockland Bus 
Lines, Inc., common carrier. On further hearing, applicant's 
operation found to be a regular route as distinguished from a 
special operation, and certificate proposed. Continuance of 
operation of passengers and their baggage, (a) in a regular 
route operation, on Saturdays, Sundays and holidays, between 
specified points in N. Y., and (b) in roundtrip and one-way 
special or charter operations, between specified points in N. Y,, 
N. J., and Conn.; also continuance of operation of passengers 
and their baggage, on Saturdays, Sundays and holidays, be- 
tween Grassy Point, and Stony Point, N. Y., over New York 
highway 90. 

Ohio (Dayton)—-MC 47466, Consolidated Express Lines, 
Inc., common carrier, embracing MC 15769, Same (successor 
in interest to Harlan R. Hecht), common carrier. Certificate 
proposed in MC 15769 as to continuance of operations, general 
commodities, with exceptions, between Columbus, O., and Indi- 
anapolis, Ind., Dayton, O., and Indianapolis, and Dayton and 
Cincinnati, O., and intermediate points. Applicant in MC 47466 
found to have failed to establish the right to a certificate as 
a common carrier of general commodities, with exceptions, 
between points in Ind. and Ohio, under the “grandfather” 
clause, and application proposed to be denied. 

Arkansas (Jonesboro)—MC 76118, Sub. 4, Harry R. Cook, 
extension. Permit proposed. Rice and rice products, in truck- 
load lots, from Amick Rice Mill, in Craighead county, Ark., 
approximately 12 miles south of Jonesboro, to Louisville, Ky., 
and points in IIl., Ind., Ia., Mich., Mo., and O. 


California (Los Angeles)—MC 75735, Sub. 2, McClain 
Truck Co., extension. Denial of certificate proposed. Fresh 
= meats and packinghouse products between points in 

alif. 

Idaho (Twin Falls)—-MC 68776, Sub. 2, Clarence William 
Ford, extension. Certificate proposed. Household goods be- 
tween Twin Falls, Ida., and points in Ida., within 50 miles of 


Twin Falls, on the one hand, and points in Calif., and Ore., 
on the other. 


Kansas (Gardner)—MC 33090, Sub. 1, John Donham, ex- 
tension. Denial of application for a certificate proposed for 
want of prosecution. Specified commodities to and from points 
in the Kansas City, Mo.-Kan., commercial zone, in connection 
with applicant’s presently authorized irregular route operation. 

Kansas (Alta Vista)—-MC 960, Sub. 1, Bert Sisson, ex- 
tension. Certificate proposed. General and specified com- 
modities, serving North Kansas City, Mo., as an off-route point 
in connection with applicant’s presently authorized operations. 

Kansas (Bennington)—-MC 957, Sub. 3, Don Ross, ex- 
tension. Certificate proposed. General and specified com- 
modities, serving North Kansas Ciiy, Mo., as an off-route point 
in connection with applicant presently authorized operations, 
also oils and greases, in containers, from Kansas City, Kan., to 
points in applicant’s presently authorized territory. 

Kansas (Blue Mound)—MC 751, Sub. 2, J. J. Baker, &x- 
tension. Certificate proposed. General and specified com- 
modities, serving North Kansas City, Mo., as an off-route point 
in connection with applicant’s presently authorized operations. 
also oils and greases, in containers, from Kansas City, Kan., 
to points in applicant’s presently authorized territory. 

INMinois (Hampshire)—-MC 103789 Ex Donald Howe, 4P- 
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plication for exemption. Dismissal proposed at applicant’s re- 
quest. General commodities, except those of unusual weight 
or size, between Hampshire, Ill., and points in Ill., within 60 
miles thereof. 

Michigan (Mt. Clemens)—-MC 101295, Sub. 2, Trailer Con- 
voy, extension. Permanent certificate proposed as to com- 
mercial trailers, house trailers, cabin trailers, bungalow trailers, 
and trailers containing special equipment, restricted to initial 
movements, in truckaway service, from Elkhart, Ind., and points 
in Mich., to points in the U. S., and of the same commodities 
restricted to secondary movements in truckaway service, be- 
tween points in the U. S.; and wheels, tires, axles, springs, racks, 
undercarriages, and all other support which has been used or 
is to be used in connection with the transportation of trailers, 
in secondary movements, on return. Temporary authority 
recommended under section 210(a) of the interstate commerce 
act, as amended by the second war powers act of 1942, as to 
operation as a common carrier, until December 31, 1944, of 
prefabricated portable houses, assembled or unassembled, and 
prefabricated portable housing sections or units, with or without 
wheels, undercarriages, tires, racks, or other support, from 
Elkhart, Ind., and points in Mich., to points in the U. S., with 
return of wheels, undercarriages, tires, racks, or other support 
to Elkhart and points in Mich. 

Idaho (Grangeville)—-MC 101827, Carlton B. Holt, com- 
mon carrier. Denial proposed for want of prosecution. Gen- 
eral commodities, except petroleum products, in bulk, between 
points in Lewis, Idaho, Lemhi, Valley, and Adams counties, Ida. 

Virginia (Onancock)—-MC 65981, Wood Trucking Co., Inc., 
contract carrier, embracing MC 10284, Sub. 2, Dick Turner’s 
Motor Express, Inc., contract carrier, which is the number and 
name assigned to the title application after the purchase, sub- 
sequent to hearing, by Dick Turner’s Motor Express, Inc., of 
operating rights covered thereby pursuant to MC FC-14650. 
On finding operations of applicant and its successor in interest 
to have been those of a common carrier by motor vehicle, 
certificate proposed in MC 102484, Sub. 2, as successor in 
interest to applicant in MC 65981, as to continuance of opera- 
tion, general commodities, with exceptions, between specified 
points in Md., and Va., through Del., and between Onancock, 
Va., on the one hand, and points in Accomac and Northampton 
counties, Va., on the other. 

Kansas (Junction City)—-MC 65619, Sub. No. 1, Leonard 
Engstrom and Clarence Engstrom. Certificate proposed. Gen- 
eral and specified commodities over applicant’s presently au- 
thorized routes, serving North Kansas City, Mo., as off-route 
point. 

Kansas (Blue Mound)—MC 65334, Sub. No. 1, Fay Mc- 
Donald. Certificate proposed. General and specified commodi- 
ties over applicant’s presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

Kansas (Princeton)—-MC 63959, Sub. No. 3, Dale F. Bones. 
Certificate proposed. General and specified commodities over 
applicant’s presently authorized routes, serving North Kansas 
City, Mo., as off-route point. 

_ Kansas (Spring Hill)—-MC 62882, Sub. No. 3, H. L. Cun- 
ningham. Certificate proposed. General and specified com- 
modities over applicant’s presently authorized routes, serving 
North Kansas City, Mo., as off-route point, and oils and greases 
from Kansas City, Kan., to points in applicant’s presently au- 
thorized territory. 


__ Kansas (Beloit)—-MC 59882, Sub. No. 2, Fred Sellers. Cer- 
tificate proposed. Specified commodities over applicant’s pres- 
ently authorized routes, serving North Kansas City, Mo., as 
off-route point. 

Kansas (Geneseo)—MC 58992, Sub. No. 2, Dale E. Alex- 
ander. Certificate proposed. General and specified commodi- 
ties over applicant’s presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

Kansas (Fostoria)—-MC 50517, Sub. No. 1, Raymond Ned- 
wed. Certificate proposed. Specified commodities over appli- 
cant’s presently authorized routes, serving North Kansas City, 
Mo., as off-route point. 

Kansas (Strong City)—-MC 44750, Sub. No. 2, Edmond 
Kutz and R. L. Kutz. Certificate proposed. General and speci- 
fied commodities over applicant’s presently authorized routes, 
Serving Kansas City, Kan., as intermediate point and North 
Kansas City, Mo., as off-route point. 

Kansas (Jewell)—MC 37395, Sub. No. 4, Harold W. 
Bowles. Denial of certificate proposed. Specified commodities 
to and from points in Kansas City, Mo.-Kan., commercial zone. 
Kansas (Roxbury)—MC 36442, Sub. No. 1, Lloyd Morri- 

Certificate proposed. General and specified commodities 
ver applicant’s presently authorized routes, serving North 
ansas City, Mo., as off-route point, and oils and greases, in 
Containers, from Kansas City, Kan., to points in applicant’s 
presently authorized territory. 


Kansas (Clay Center)—-MC 32331, Sub. No. 1, D. F. Oke- 


son, 
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son. Certificate proposed. General and specified commodities 
over applicant’s presently authorized routes, serving Kansas 
City, Kan., as intermediate point, and Kansas City, Mo., as 
off-route point. 

Kansas (Burlington)—-MC 29606, Sub. No. 1, G. H. Mont- 
gomery. Certificate proposed. General and specified commodi- 
ties over applicant’s presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

Kansas (Delphos)—-MC 11551, Sub. No. 1, Russell Tasker. 
Certificate proposed. Specified commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Kansas (Burr Oak)—-MC 11257, Sub. No. 4, Meredith P. 
Miller. Denial of certificate proposed. Specified commodities 
to and from points in Kansas City, Mo.-Kan., commercial zone. 

Kansas (Leonardville)—-MC 10072, Sub. No. 2, Glenn Gur- 
den Gardner. Certificate proposed. General and specified com- 
modities over applicant’s presently authorized routes, serving 
North Kansas City, Mo., as off-route point. 

Kansas (Chanute)—-MC 4915, Sub. No. 3, Pete Rausch. 
Certificate proposed. General and specified commodities over 
applicant’s presently authorized routes, serving North Kansas 
City, Mo., as off-route point, and serving Kansas City, Kan., as 
intermediate point in transportation of live stock. 

Kansas (Ness City)—MC 3710, Sub. No. 2, Percy L. Cook. 
Certificate proposed. General and specified commodities over 
applicant’s presently authorized routes, serving North Kansas 
City, Mo., as off-route point. 

Kansas (Richmond)—MC 1942, Sub. No. 1, Carl Joseph 
Anderson. Certificate proposed. General and specified com- 
modities over applicant’s presently authorized routes, serving 
North Kansas City, Mo., as off-route point. 

Kansas (Council Grove)—-MC 1806, Sub. No. 2, Joe Ham- 
mer. Certificate proposed. General and specified commodities 
over applicant’s presently authorized routes, serving North 
Kansas City, Mo., as off-route point. 

Kansas (Ness City)—-MC 1292, Sub. No. 1, Elroy E. Stum. 
Denial of certificate proposed. General and specified commodi- 
ties to and from points in Kansas City, Mo.-Kan., commercial 
zone. 

Kansas (Blue Mound)—-MC 975, Sub. No. 2, E. H. Col- 
lins. Certificate proposed. “Specified commodities over appli- 
cant’s presently authorized routes, serving North Kansas City, 
Mo., as off-route point. 

Kansas (Palmer)—MC 60260, Sub. No. 1, H. F. Pfeiffer. 
Certificate proposed. General commodities over applicant’s 
presently authorized routes, serving North Kansas City, Mo., 
as off-route point. 

Pennsylvania (Philadelphia)—-MC 60580, Highway Express 
Lines, Inc. Certificate proposed, for continuance of operation 
as to general commodities, with exceptions, between desig- 
nated points in Va., W. Va., Md., Pa. and D. C. over specified 
routes, with service to all intermediate points and to specified 
off-route points, and as to films, theater accessories, magazines 
and newspapers between New York, N. Y., and Philadelphia, 
Pa., on the one hand, and, on the other, points in Del., those 
on the eastern shore of Md., and those in designated part of 
Pa. over irregular routes. 





Commission Water Action 


The Commission, by division 4, has issued an amended 
certificate in W-438, Green Line Steamers, Inc., Common Car- 
rier Application, authorizing continuance of operation as a com- 
mon carrier by self-propelled vessels and by non-self-propelled 
vessels with the use of separate towing vessels in the transpor- 
tation of commodities generally between ports and points along 
the Ohio River from Huntington, W. Va., to Louisville, Ky., 
inclusive, and by self-propelled vessels in the transportation 
of passengers and their automobiles between ports and points 
on the Ohio and Kanawha Rivers between and _ including 
Charleston, W. Va., Louisville and Marietta, O., and between 
all ports on the Ohio, Kanawha, Mississippi south of and 
including St. Louis, Tennessee, Cumberland, Yazoo and Wolf 
Rivers, on special excursions beginning at, returning to, or 
stopping at Cincinnati, O. The Commission has vacated the 
prior certificate issued on August 1, 1942. The amended cer- 
tificate becomes effective from and after October 15. 

By an order, division 4 has dismissed W-610, Oswego River 
Towing Line, Inc., Contract Carrier Application, for a permit 
to continue operation as a contract carrier between New 
York, N. Y., and ports and points on Long Island Sound, the 
Hudson River, and the New York State Barge Canal system. 
It found that the operations were exempt or not subject to 
the provisions of part III of the act. 

The Commission, division 4, by an order in W-804, Atlantic 
Coast Steamship Co., Temporary Authority Application, has 
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authorized operation as a common carrier by self-propelled 
vessels in the transportation of passengers and commodities 
generally between Point Judith and Block Island, R. I. The 
Commission found that there was an immediate and urgent 
need for the service and that there was no other carrier capa- 
ble of meeting such need. 

By orders, division 4 has dismissed the applications in 
W-679, Tug Thomas R. Coyne, Inc., Contract Carrier Applica- 
tion, and W-71, John G. White, Common Carrier Application, 
the first mentioned for a permit to continue operation as a 
contract carrier between New York, N. Y., and ports and points 
on the Hudson River, and the New York State Barge Canal 
system, and the latter for a certificate to continue operation 
as a common carrier. As to W-679, it was found that on and 
since January 1, 1940, applicant had performed towage for 
other water carriers engaged in transportation of commodi- 
ties in bulk, and that such towage in connection with such 
transportation was not subject to part III of the act by reason 
of the exemption provided in section 303(b) thereof. As to 
W-71, it was found that applicant was engaged in towage 
operations by towing vessels of not more than 100 indicated 
horsepower and that such transportation was not subject to 
part III by reason of the exemption provided in section 
303(g) (2) thereof. 


Cc. & B. WATER APPLICATION 


The Cleveland & Buffalo Transit Co. of Illinois, of Chicago, 
Tll., has filed an application with the Commission in W-300, on 
Form B. W. C. 3, for a certificate and permit to operate as a 
common and contract carrier of passengers by water in the 
season between June and September serving Chicago, IIl., and 
Benton Harbor, Mich. 


D. & R. G. W. Reorganization 


By a petition in Finance No. 11002, Denver & Rio Grande 
Western Railroad Co. Reorganization, Guy A. Thompson as 
trustee of the Missouri Pacific has asked the Commission to 
modify its second supplemental report in this proceeding (see 
Traffic World, Aug. 1, p. 247) so as to provide that only the 
common stock of the new or reorganized company shall have 
voting rights and that at least one-half of the common stock 
of the reorganized company shall be issued to the Missouri 
Pacific. He asks that the common stock be not distributed 
under any other provisions of the plan “until Missouri Pacific 
shall have failed to exercise such right within the time and 
under the coriditions prescribed by the Commission.” The Mis- 
souri Pacific now owns one-half of the common stock of the 
Denver & Rio Grande Western, the other half being owned by 
the Western Pacific. 


In the event that the Commission concludes that the pre- 
ferred stock of the reorganized company should have voting 
right, the Missouri Pacific asks that such rights of the holders 
of the preferred stock be limited to the selection of a minority 
of the board of directors of the new company, “so that, in any 
event, the control of the new company shall be in the common 
stock by reason of the right of the common stockholders to 
elect a majority of the board of directors of the new company,” 
according to the petition. Should the Commission find itself 
without authority to authorize the acquisition of at least one- 
half of the common stock of the new company by the Missouri 
Pacific, it continues, then the Missouri Pacific asks that it be 
afforded “a reasonable opportunity” to acquire such stock 
and that the plan be modified so as to accord a reasonable time 
in which to proceed before the Commission by means of an 
application under section 5 of the act to acquire at least one-half 
of the new company’s common stock. 


The insurance group committee and five other parties to 
the proceeding have filed a joint petition with the Commis- 
sion, seeking modification of the reorganization plan, stating 
that none of these parties believes that fair and adequate 
provision for it is made in the Commission’s plan, that they 
have consulted among themselves on the basis of the Commis- 
sion’s plan to determine whether it supplies any possibility 
of compromise, and that the modifications they propose will, 
if approved by the Commission, provide a basis for compromise. 

Joining with the insurance group committee as petitioners 
are: United States Trust Co., of New York, Trustee; Guaranty 
Trust Co. of New York, Trustee; The Chase National Bank 
of the City of New York, Trustee; the Untermeyer family 
group, and the Central Hanover Bank & Trust Co., Trustee. 
The petition says that the issues involved in this proceeding 
are many and complicated, that they permit further litiga- 
tion and that it is in the public interest to abbreviate the 
reorganization process, and it infers that approval by the 
Commission of the modifications proposed will forestall liti- 
gation and further delay. 


TRAFFIC WORLD 


The petitioners propose, in general terms, cancellation of 
the provision of $2,250,000 of new first mortgage bonds for 
new money and allocation of such bonds under a plan set 
out in detail in the petition; an increase in the amount of jn- 
come bonds to $30,000,000 and allocation of the amount of the 
increase so as to increase the allotments to designated claim- 
ants; provision for submission of the plan to holders of the 
Salt Lake income bonds, for their acceptance or rejection 
“before it is submitted to the creditors of the Denver for ac. 
ceptance or rejection”; revision of the 60 per cent limit in 
the excess bond sinking fund provision for new first mortgage 
bonds to 65 per cent; removal of the new preferred stock 
from the escrow provisions and change of its power to vote for 
directors to a class privilege to elect two directors after de. 
fault of the equivalent of six quarterly dividends; addition 
of an explanation that the $535,088 of “fixed interest” for the 
Reconstruction Finance Corporation in event consolidation shall 
not occur is not an obligation of the reorganized company 
but collectible only out of the collateral, and substitution of 
a provision, as to the effective date of the plan, to give the 
reorganization managers discretionary power to deal with the 
problem of the time of actual delivery of the new securities, 
with the effective date not later than January 1, 1944. 

The Reconstruction Finance Corporation also has filed a 
petition for modification of the Commission’s plan, contending 
that that plan is unfair and inequitable in its treatment of 
R. F. C.’s claim. It contended that the Commission’s treat- 
ment of the R. F. C. claim, either on the assumption of consoli- 
dation of the debtor and the Salt Lake or on the assumption 
that those properties would not be consolidated, was unfair and 
inequitable. It applied similar criticism to the Commission's 
plan as to treatment of the R. F. C. claim for compensation 
for the use by the bankruptcy trustees of the Salt Lake West- 
ern properties. 


TOWAGE OF FLOATING OBJECTS 


“We can see no distinction between the towage of logs, 
except favorable to exemption or exclusion, and the towing of 
barges loaded with pulp or other commodities, or, for that 
matter, the transportation of commodities in bulk, even though 
such commodities are carried within the cargo space of a 
vessel,” said a brief of the Western Transportation Co., inter- 
venor in Ex Parte 147, Towage of Floating Objects, discussing 
the request of other tugboat firms that the Commission make 
permanent an order suspending the effect of the exemption order 
in Ex Parte 147 as to the towage of logs and piling in rafts 
(see Traffic World, August 29, p. 486). 

The intervenor said it believed that the application of the 
Commisson’s original order in this proceeding rightfully inter- 
preted and applied subsections (b) and (e) of section 303, 
part III of the act, as exempting from regulation contract car- 
riers and water carriers engaged in the towage of floating 
objects on navigable waters. 

“Petitioners,” it continued, “apparently do not advance the 
contention that the transportation of exempt property should 
be regulated, except as to logs. The basic theory advanced 
seems to be there is competition between water carriers on 
the Willamette and Columbia Rivers and competition between 
rail carriers, intrastate motor carriers and towboat companies 
engaged in transporting logs in Washington and Oregon. There 
is no evidence that such competition is detrimental to any ship- 
per or to the detriment of any carrier to such an extent that 
the public interests are being adversely affected.” 


RATES ON USED COTTON BAGS 

Examiner G. J. Hall held a hearing at Chicago, September 
15, in No. 28822, Western Burlap Bag Company, Chicago, VS. 
Chicago Junction Railway and Pennsylvania Railroad. L. M. 
Goodman, president of the bag company, testified that his 
company buys used cotton bags which it cleans and resells for 
use as poultry feed sacks. He said his company had, in 1940, 
1941, and the first six months of 1942, paid freight charges on 
41 carloads of second-hand cotton bags moving from Selbyville, 
Del., and Philadelphia to Chicago. The rate on the bags had 
been 87 cents prior to March 18, the effective date of the rate 
increase order by the Commission in Ex Parte 148, and 9 
cents thereafter. The charge was 50 per cent of first class. 
He said the rate was unreasonably high, and that a sixth class 
rate of 44 cents was a reasonable rate. He said the highest 
rate the company could afford was the fifth class rate of 69 
cents. : 

Horace Wilson, New York, secretary of the Official Clas- 
sification Committee, appearing in opposition to the complaint, 
said that reconditioned second-hand bags were advertised by 
the Western Burlap Bag Company and other such companies 
as being as good as new bags. Reconditioned bags compete 
with new bags, he said, adding that new bags moved at the 
third class rate, and that the fourth class rate was a reasonable 
rate for the shipments covered by the complaint. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain inany sched- 


ules not reproduced here. Details of such orders are published tn 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2101, the Commission has suspended from 
September 15 until April 15 the operation in part of schedule 
MF I. C. C. No. 4 of L. W. Hageman and Joe F. Jolley, dba 
Hageman & Jolley, Laurel, Mont. The suspended schedules 
propose to establish new contract carrier minimum charges on 
petroleum and petroleum products from _ Basin, Chatham, 
Grass Creek, Greybull, Thermopolis, and Worland, Wyo., to 
Billings, Mont. 

In I. and S. M-2102, the Commission has suspended from 
September 16 until April 16 the operation of certain schedules 
as published on 4th revised page No. 98 to tariff MF I. C. C. 
No. 4 of Rocky Mountain Motor Tariff Bureau, Inc., Agent, 
Denver, Colo. The suspended schedules propose to increase the 
rates on canned goods from points in Colorado to various desti- 
nations in Montana. The following will illustrate: 


From Denver to Havre, present rate, minimum 40,000 pounds, 82; 
proposed rate, minimum 20,000 pounds, 136. 


In I. and S. M-2096, the Commission has suspended from 
September 12 until April 12 the operation of certain schedules 
as published in supplement No. 20 to joint Rules and Exceptions 
Tariff MF I. C. C. No. 62 of Western Trunk Line Motor Com- 
mon Carriers Bureau, Agent, Kansas City, Mo. The suspended 
schedules propose to establish line-haul rates at points not more 
than two miles outside the limits of cities, towns and villages 
in western trunk line territory and to establish charges on sin- 
gle and multiple shipments picked up or delivered at such 
places. 

In I. and S. M-2098, the Commission has suspended from 
September 15 until April 15, the operation of certain schedules 
as published in supplement No. 3 to joint tariff MF I. C. C. No. 
5 of Middlewest Motor Freight Bureau, Inc., Agent, Kansas 
City, Mo. In lieu of the classification rating of 85 per cent of 
first class rate, the suspended schedules propose to establish a 
classification exceptions rating of 70 per cent of first class rates, 
on less truckload shipments of iron or steel sprocket wheels 
moving interterritorially between points in central states and 
points in midwestern states. 

In I. and S. M-2100, the Commission has susupended from 
September 11 until April 11 the operation of certain schedules 
as published in tariff MF I. C. C. No. 5 of Doe Motor Lines, 
Inc., Elizabeth, N. J. The suspended schedules propose to 
establish new commodity rates on paper, paper articles and 
roofing pitch from or to points in Maryland, New Jersey, New 
York, Pennsylvania and Virginia. 

The Commission, division 2, by an order in I. an S. No. 5149, 
Exhibits for Expositions and Fairs in South, suspended from 
September 12, 1942, until November 1, 1942, the operation of 
schedules published in supplement 4 to Agent R. H. Hoke’s 
tariff I. C. C. No. 458, proposing cancelation of rules governing 
the handling of exhibits for expositions and fairs within southern 
territory. The schedules were opposed by the International 
Association of Fairs and Expositions, the Agricultural Market- 
" — and many others (see Traffic World, September 

» DP. ; 

In I. and S. M-2103, the Commission has suspended from 
September 18 until April 18, the operation of all schedules 
published in tariff MF ICC No. 1 of Dana Trucking Co., Inc., 
New York, N. Y. The suspended schedules propose to estab- 
lish new commodity rates on bichromate of soda subject to 
a minimum weight of 36,000 pounds from Jersey City, N. J., to 
points in Massachusetts. 


MOTOR RATES ON ASBESTOS 


The Southern Motor Carriers Rate Conference has asked 
the Commission to suspend proposed rates on asbestos cloth 
or fabric, ete., any quantity, and asbestos yarn, etc., any quan- 
tity, between southern and eastern points, as shown in item 
No. 110-A, supplement No. 7 to Agent J. P. Phillips’ tariff 
No. 4, MF I. C. C. No. 4, filed to become effective September 
19. The petition of the S. M. C. R. C. said the apparent pur- 
pose of the proposed rates was to remove the 6 per cent increase 
made effective by “practically all” the motor carriers operat- 
Ing In southern territory as a result of the Commission’s per- 
mission following its decision in Ex Parte 148. 

Agent Phillips, said the conference, increased his rates by 
the 6 per cent authorized on the same date that the conference 
carriers increased their rates, when Agent R. S. Cooper also 
Increased his rates. 

“Thus it would seem,” continued the petition, “that all of 
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the carriers were in agreement as to the necessity of taking 
the 6 per cent increase on these commodities on March 18, 
1942, and now the carriers participating in tariffs published by 
Agent Phillips are intent on removing the increase authorized.” 

Elimination of the 6 per cent increase on the asbestos items 
here involved would change the transportation burden and 
would burden other articles of commerce that were not treated 
in the same manner, said the petitioner. It added that the 
proposed reduction was not made necessary by any known com- 
petitive condition, and that it had been the experience of the 
carrier members of the conference that there had been no de- 
crease in the cost of transportation since March 18, but that, 
on the contrary, there had been a decided increase in the motor 
carriers’ operating expense. 


Class Rate Investigation 


Answering a letter addressed to him by Nuel D. Belnap, 
of Chicago, Chairman Aitchison has stated, in a letter made 
public at the Commission, that evidence relating to the law- 
fulness of joint barge-and-rail rates and differentials will not 
be received at the hearing in Indianapolis, Ind., beginning 
September 22, in No. 28300, Class Rate Investigation, 1939, and 
No. 28310, Consolidated Freight Classification. 

Mr. Belnap, in his letter, observed that Chairman Aitchison 
had advised, on February 10, 1941, that division 4 had voted to 
state in the hearing notice, when issued, that “evidence re- 
specting the lawfulness of joint barge-and-rail rates and dif- 
ferentials will not be received at the initial hearings, and that 
if such evidence is later considered necessary due notice will 
be given.” Mr. Belnap pointed out that no such limitation 
was contained in the Commission’s notice of June 5, 1942, which 
assigned the case for hearing on September 22. 

The Commission, preliminary to the hearing, has made public 
copies of studies prepared by members of its staff on inter- 
territorial interest of Class I steam railways; relative territorial 
costs 1939 and 1941, analyses of switching costs, and other data; 
territorial rail costs based on a separation of out-of-pocket and 
constant expenses 1939, territorial unit costs for railroad freight 
service 1939 and territorial movement of carload freight. The 
studies will be introduced in evidenced at the hearing. 

The study on interterritorial interest of Class I railways, 
according to a summary in it, shows that in New England only 
9.77 per cent of the expense relates to lines represented in other 
territories—the expense being total freight operating expenses, 
rents and taxes. This is accounted for by the Boston & Albany, 
a part of the New York Central system. At the other extreme, 
said the summary, was the western trunk line territory, for 
which 84.61 per cent of the total expense was incurred by lines 
serving other territories also. The southwestern and mountain 
Pacific territories had corresponding percentages in excess of 50. 
The average for all territories was 33.66 per cent. 


In the study on relative territorial costs for 1939 and 1941 
it was stated that the unit costs a revenue ton-mile had de- 
creased in all territories principally as a result of a heavier 
loading of cars and a decrease in the return empty movement. 
The decrease was smaller in the east than in other territories. 
Another conclusion stated was that freight expenses a revenue 
ton-mile for all Class I carriers had decreased 8.32 per cent 
between 1939 and 1941. The decrease had been greater in the 
southern and western territories than in the eastern and 
Pocahontas territories, thus leaving unchanged the position of 
the territories when arranged in the order of their relative 
costs, it was stated. 


Freight Rate Increases 


Railroads, principal petitioners in Ex Parte 148, Increased 
Railway Rates, Fares and Charges, 1942, have asked the Com- 
mission to deny petitions of the California Walnut Growers 
Association, North Pacific Nut Growers Cooperative, Oregon 
Nut Growers, Inc., Eugene Fruit Growers Association, and 
the Secretary of Agriculture requesting the Commission to 
reopen the proceeding for reconsideration and to modify its 
decision and order by eliminating the words “almonds,” “nuts, 
edible n. o. i. b. n.,” and “walnuts” from the exceptions to 
commodity description No. 164— ‘Products of Agriculture, 
N. O. S.” of section 2 of appendix 2, and enter such further 
order or orders in the premises as to it may seem reasonable, 
proper and just (see Traffic World, August 29, p. 484). The 
request for denial is in answer to those petitions. 

The railroads said that the petitions in essence presented a 
contention that the Commission in granting a 6 per cent in- 
crease in the rates on walnuts, almonds, and other edible nuts, 
while at the same time granting an increase of only 3 per cent 
in the rates on certain other commodities, erred as a matter 
of judgment; and further that “the exception of walnuts, al- 
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monds and edible nuts, n. o. i. b. n., was inconsistent with the 
findings and conclusions expressed in the report of the Com- 
mission and was contrary to the clearly expressed intent of 
the decision to limit to 3 per cent the increase on products of 
agriculture not materially changed in form or manufactured 
before shipment.” 

In the proceeding the railroads said they sought increases 
in their rates, fares and charges to offset certain unavoidable 
and continuing increases in their operating costs and thereby 
guard against impairment of their financial resources and of 
their ability to continue to render adequate and efficient rail 
transportation service. The railroads cited quotations which 
they said “clearly show that in reaching its conclusions the 
Commission gave full consideration to arguments with reference 
to the ability of growers to pass increased transportation 
charges to their buyers or consumers, the trend of prices, the 
situation with reference to the export market and unfavorable 
economic conditions, all of which are urged in the petitions now 
under consideration.” 

It would be wholly inconsistent for the Commission now to 
reduce from 6 to 3 per cent the increase previously authorized 
on walnuts, almonds, and filberts and other edible nuts, while 
at the same time continuing an increase of 6 per cent on other 
commodities, said the railroads. They submitted that ‘‘no error 
of judgment was committed in authorizing a 6 per cent increase 
on these commodities.” 


N. Y. Commutation Fares 


Conditions had changed to such an extent since the period 
used by the Commission as a basis for its decision in Ex Parte 
148 as to make its findings in Ex Parte 148 wholly inappropri- 
ate for use now, said a memorandum brief of the Public Service 
Commission of New York, in No. 28815, Commutation Fares in 
New York State. The investigation of the New York intra- 
state commutation fares was instituted by the Commission on 
its own motion (see Traffic World, April 25, p. 1114). 

“This change in conditions,” the brief said, “is shown in part 
by the record so far made in the present proceeding. Taking 
the three railroads which carry practically all of the New York 
intrastate commutation traffic for purposes of illustrating the 
change (viz., the New York Central, the New York, New Haven 
& Hartford, and the Long Island), we find: 

“An increase in their combined operating revenues in the 
first five months of 1942 as compared with 1941 of $64,419,022, 
or an increase of 29.1 per cent. . . . An increase in railway 
operating expenses of only $42,956,608. . . . At least $56,000,000 
of the total increase in revenues during the first five months of 
1942 was due to the increased volume of traffic handled while 
only approximately $8,500 was due to the collection of increased 
rates authorized by the Commission in Ex Parte 148... .” 

The brief said none of the rail respondents had offered evi- 
dence in this proceeding to show the cost of handling (a) New 
York intrastate commutation traffic, (b) interstate commutation 
traffic, or (c) commutation traffic on its lines as a whole, and 
that, in the absence of such proof, there could be no finding 
that New York intrastate commutation traffic was not now con- 
tributing its fair share to the earnings of the respondents. It 
added that the most that respondents could be said to have 
shown with respect to commutation traffic was that there 
was “some disparity” now between their New York intrastate 
commutation fares and their interstate fares. The record 
showed, it added, that the Long Island handled no interstate 
traffic; that the difference in commutation fares on the New 
York Central as between intrastate and interstate was only 
about 5 per cent, and that the disparity on the New Haven 
was not more than 10 per cent. 


The brief observed that the Commission, in 1920, refused 
to grant a section 13 order applicable to New York intrastate 
commutation rates “at a time when the disparity between inter- 
state rates and intrastate rates was twice as great as it is 
today on the New York Central and the New Haven railroads.” 
The Public Service Commission asked for discontinuance of the 
proceeding and added that, if the Commission did not grant 
the relief requested, it should grant the application by Price 
Administrator Henderson for postponement of hearings in the 
proceeding until after the war. 

Gay H. Brown, counsel to the Public Service Commission 
of the State of New York, George H. Stover, counsel for the 
Transit Commission of the State of New York, and legal repre- 
sentatives of 12 local government units and a commuters’ asso- 
ciation in that state have filed a petition in No. 28815, asking 
for discontinuance of the proceeding “on the ground that re- 
spondents have wholly failed to establish facts sufficient to entitle 
them to any relief provided for by the interstate commerce 
act; or, in event of denial of that request, that the Commission 
investigate the capital, expense and revenue accounts of the 


TRAFFIC WORLD 


respondent railroads and postpone further hearings until com- 
pletion of such investigation. In event of denial of both of 
those requests by the Commission, the movants ask that 
further hearings in the proceeding be postponed until after fhe 
war. 

Parties to the motion, in addition to those previously indi- 
cated, are: the City of New York, the counties of Nassau and 
Westchester, N. Y., the cities of Mount Vernon, Yonkers, White 
Plains, and New Rochelle; the town of Eastchester; the villages 
of Brownsville, North Pelham, Tuckahoe, and Scarsdale, and 
the Association of Long Island Commuters. 

Answering the argument that logical necessity required 
intrastate commutation fares to be raised 10 per cent when 
other passenger rates had been so increased, the City of New 
York, in a memorandum brief in support of the New York 
Public Service Commission’s motion for discontinuance or post- 
ponement of the proceeding, said that commutation rates gen- 
erally had never been tied to standard passenger rates, and 
that commutation services for equal distances on different lines, 
interstate or intrastate, were in not even a single instance 
offered at the same rates and never had been in recent times. 
Such rates ranged as high as 250 per cent of the lowest charged 
for the same distance, the brief said. 

“Whereas the basic passenger fare today is 2.2 cents per 
mile as compared with 3.6 cents per mile in 1920,” the brief 
declared, “commutation fares in this region have not declined 
at all, having in several instances been increased.” 

So long as the Commission relied on cartvier-initiative in 
the presentation of data, it would continue to be without 
adequate basis for a finding on evidence that the carriers were 
entitled to the relief they sought, the City of New York con- 
tended, adding: 

While we do not expect this Commission by its own enter- 
prise to relieve the carriers of the burden of proof which would 
be upon them in any case in which they sought a change in 
rate, we strongly urge that an examination into the pertinent 
accounts of these carriers would conclusively vindicate the 
position which we here take, and would result in a dismissal of 
the carriers’ claims, upon the merits. 


Equipment of Locomotive Stokers 


For such time as it is prevented by priority or other gov- 
ernment orders from obtaining new locomotives equipped with 
a suitable type of mechanical stoker to replace its hand-fired, 
coal-burning steam locomotives weighing on driving wheels 
175,000 pounds or more and now used in fast or heavy freight 
service, the Detroit, Toledo & Ironton Railroad Co. has asked 
the Commission to postpone its order of March 18, 1939, in 
No. 24049, A. Johnston, Grand Chief Engineers of Brotherhood 
of Locomotive Engineers, et al. vs. Atchison, Topeka & Santa 
Fe et al. That order required the D. T. & I. to equip a suitable 
type of mechanical stoker on such locomotives before April 
15, 1944. The carrier said that as of April 15, 1939, it reported 
to the Commission that it had 20 locomotives to be equipped 
with the stoker, but that since that date it had applied stokers 
to two of them and retired 10 from service. In order to comply 
with the order, unless postponed, it said it must either apply 
stokers to or retire from service 4 of the locomotives by April 
15, 1943, and the remaining 4 by April 15, 1944. 


The D. T. & I. said it had done everything that was feasible 
to comply with the Commission’s order, but because of the 
exigencies of the war it would be impossible so to do other- 
wise than by removing these eight locomotives from such serv- 
ice without replacement. It said if it were required to retire 
from fast or heavy freight service, without replacement, 4 of 
its hand-fired steam locomotives by April 15, 1943, and an addi- 
tional 4 of such locomotives from such service by April 15, 1944, 
it would then have been required to retire without replacement 
one-third of its locomotives in such service and because of 
such retirements, “it will be unable properly and efficiently to 
perform its transportation service.” The carrier said it be- 
lieved that these locomotives should be kept in temporary 
service in the interest of the war program until materials could 
be obtained to construct locomotives to replace them. 





PETROLEUM RATE CHANGES 

Fourth section authority enabling railroads to continue 
for another year from October 31, 1942, emergency rates on 
gasoline and to make changes in petroleum rates as sought in 
fourth section application No. 19994, Emergency Petroleum 
and Petroleum Products Rates, filed by W. J. Kelly, of the 
Association of American Railroads, was given by seventh sup- 
plemental fourth section order No. 14373 (see Traffic World. 
Sept. 12). Tariffs embodying the changes are to be filed to 
become effective November 1, according to Mr. Kelly. 
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Iron and Steel Export Rates 


An attempt by transcontinental railroads to increase their 
rates on iron and steel articles, moving to the Pacific coast for 
export, was the subject of a hearing before Examiner George 
J. Hall at Chicago, September 11 and 12, in I. and S. 5136, 
iron and steel articles to Pacific coast for export. Representa- 
tives of shippers, Hawaiian consignees, the Department of 
Interior, and the federal price administrator appeared in oppo- 
sition to the proposed increases. 

Railroad representatives testified that for many years their 
lines had published depressed rates on the traffic in order to 
meet competition of water carriers transporting iron and steel 
from Atlantic and Gulf ports via the Panama Canal to foreign 
destinations. With the elimination in the war period of that 
competition, the railroads no longer should be required to 
charge the depressed rates, they said, adding that the railroads 
proposed new higher rates more in line with rates covering 
domestic traffic. Most of their testimony was directed to the 
rates on cast-iron pipe and tin plate, which they indicated 
comprised almost all present commercial movements of export 
iron and steel articles. Glenn F. Vivian, manager, statistical 
division, Western Trunk Line Committee, said that approxi- 
mately 13,000 tons of the pipe and tin plate were transported 
to the Pacific ports on export rates in 1941, and that probably 
less tonnage was involved for 1942. 

The railroad witnesses said the present and proposed ex- 
port rates on tin plate from Chicago, were, respectively, 44 
and 77 cents; from Birmingham, Ala., 50 and 77 cents, and from 
Pittsburgh, 63 and 77 cents, all rates subject to minimum ship- 
ments of 80,000 pounds. They said the present rates on cast 
iron pipe were based on 80,000-pound minimums as follows: 
From Chicago, 44 cents; Birmingham, 50 cents, and Pittsburgh, 
63 cents. The proposed rates, they said, were as follows: based 
on 60,000-pound minimums: Chicago, 80 cents; Birmingham, 
86 cents, and Pittsburgh, 97 cents. Similar increases on other 
iron and steel articles were discussed. They said the pronosed 
rates would not bring the rates on export articles up to the 
rates on domestic movements of the same commodities, except- 
ing tin plate, on which the proposed export rates would equal 
the domestic rates. 

Warren Price, Jr., attorney for the federal price admin- 
istrator, sought to show that Hawaiian pineapple shipners 
would be unjustly harmed by the increase of rates on tin plate, 
used in the manufacture of tin cans in which the pineapple 
moved. In the past, he said, those shippers paid total charges 
of 85 cents in transportation costs when the traffic moved by 
all-water routes from Atlantic ports. The present rail rates, 
plus other charges for shipment from Pacific coast ports to 
Honolulu, marine insurance, and the like, amounted to $1.36. 
The pineapple shippers could scarcely afford to pay the differ- 
ence between those rates, and should not be required to meet 
additional rate increases as proposed, he said. R. R. Healy, 
division of territories, Department of the Interior, and repre- 
sentatives of Hawaiian pineapple growers, testified similarlv. 
Shippers of tin plate, iron pipe, and steel plate said the rail- 
roads’ would obtain unduly high revenues if the suspension were 
lifted. The transcontinental carriers had in recent years earned 
sufficiently high revenues at the present so-called depressed 
rates, they said. 

Examiner Hall set October 20 as the date for filing briefs 
by the parties. 


PACKAGE RATES ON CITRUS FRUITS 


The Commission, by Commissioner Lee to whom the matter 
as assigned for action thereon, by an order in I. & S. No. 4783, 
Package Rates on Citrus Fruits, and related cases, has modified 
the order in those cases that was to become effective on or 
before October 15 on not less than 30 days’ notice so as to 
become effective on October 15 on not less than 20 days’ notice 
(see Traffic World, June 27, p. 1648). 


WOOL AND MOHAIR RATES 


Commissioner Patterson and Examiners G. H. Mattingly 
and E. J. Hoy held a brief prehearing conference at Chicago, 
September 11, in No. 28863, wool and mohair rates (see Traffic 
World, Aug. 15, p. 375). 

The matter involves an attempt by wool and mohair ship- 
pers and marketers to obtain a reduction of present through 
rates on those commodities. In recent years the traffic has 
moved almost entirely by rail from western producing states 
to the Pacific coast and the Gulf, and thence by water to the 
east coast, principally Boston. The shippers contend that the 
rail movement has been so small in the past that they have 
not had sufficient cause to protest against the rail rates and 
that they now need to make such protests. The Department 
of Agriculture has taken a position in support of the shippers, 
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Ralph A. Koebel, attorney for the department, took part in 
the conference. Charles E. Blaine, Phoenix, Ariz.; C. A. 
Stewart, Fort Worth, Tex., and Lee J. Quasey, Chicago, ap- 
peared as chief counsel for the shippers. Counsel for the 
Union Pacific and Southern Pacific headed the carriers’ repre- 
sentation at the conference. 

It was tentatively agreed that the first hearing would be 
held December 1 at Chicago. Additional hearings will be held 
throughout the country after that date. It was agreed that 
cross examination would not be deferred until all direct testi- 
mony was received, because some witnesses would not be 
able to attend a later hearing for crossexamination. At the 
suggestion of Commissioner Patterson, shipper and railroad 
representatives agreed to hold a conference to determine to 
what extent stipulations of evidence could be prepared in ad- 
vance of the hearings and to avoid duplication of evidence. 
They agreed to report to the commissioner within 10 days on 
the outcome of their conferences. 





Freight Forwarder Applications 


Seeking authority to continue its present operation as a 
consolidator of export freight moving by rail from New York 
City to designated ports on the Gulf and the Pacific coast, 
Mohegan International Corporation, of New York City, has filed 
an application with the Commission, under part IV of the act, 
for a _ as a freight forwarder. The application is docketed 
as FF-3. 

The applicant says it serves exporters, manufacturers of 
exports, export commission houses and purchasing agents for 
large sugar, rubber and sisal plantations, etc., in foreign coun- 
tries. It says that it began its service “when the United States 
government decided that, due to the war, New York would no 
longer be used as a commercial port but would be confined 
to a great extent to the war effort’ and that other ports would 
be used. Applicant’s first consolidated carload left New York 
April 11, according to the application. It states that Albert 
Seymour and Howard G. Seymour are president and secre- 


tary-treasurer, respectively, of applicant, and that they own 
all its stock. 


“We load cars solidly for one ship sailing out of one port,” 
says the applicant, “we arrange booking with the steamship 
companies, see that the freight has the proper export license, 
arrange for delivery to the pier where we assemble, see that 
the car is shipped to the right port for the steamer and see 
that all of the freight is loaded on board the steamer. This 
is a very worthwhile service as it enables the shippers to 
move freight promptly to steamers when steamers are avail- 
able. It helps the steamship companies get freight for the 
steamers promptly and also all in one car. This saves a great 
deal of handling on merchandise and complies 100 per cent 
with the present governmental wishes on export freight and 
that is, that freight only be moved to an embarkation port 
when steamers are ready and move freight promptly so that 
they connect with the steamer. . .” 


Applicant says it does not issue a railroad bill of lading 
to each supplier or shipper, but issues a receipt on delivery 
to the pier, and, it adds, “when the shipment is loaded on 
board the steamer a regular export ocean bill of lading is ob- 
tained from the steamship company.” 


Complaints on Freight Divisions 


That the complainant had been employed by the Nickel 
Plate for several years prior to November 16, 1939, as a head 
clerk in an office in its accounting department at Cleveland, 
O., that since that time he had frequently demanded access to 
“many types and varieties” of the Nickel Plate’s records, but 
that his demands had been refused for the reason, among 
others, that compliance therewith would have made available 
to him records showing the traffic and business of the Nickel 
Plate’s shippers and receivers, in violation of section 15 (11) 
and 15(12) of part I of the act, were declarations made in 
answers by The New York, Chicago & St. Louis Railroad Co. 
(the Nickel Plate) to two complaints, Nos. 28869 and 28870, 
sy by Thomas L. Little (see Traffic World, August 29, p. 

With respect to the allegation, in No. 28869, that the 
Nickel Plate had granted preferential rates to the National 
Carloading Corporation and Kelleher Motor Freight Lines, Inc., 
the Nickel Plate said that before those allegations were re- 
garded seriously by the Commission, the complainant should 
be directed by it to show such matters as origins and des- 
tinations of the traffic, how the alleged preferential rates re- 
sulted and the persons or places affected by them, reference 
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to tariffs, and details as to how the complainant arrived at the 
amounts of the alleged undercharges. 

As to the allegation in No. 28870, that the Nickel Plate 
was entitled to more revenue than it had received, on freight 
consigned to or from Euclid, O., the Nickel Plate said the com- 
plainant was misinformed as to the rates and divisions on 
traffic to and from Euclid. It said that all its facilities for 
receipt and delivery of freight at Euclid were included within 
the switching limits of Cleveland, and that such delivery and 
receiving points were subject to rates applying to and from 
Cleveland. 


Each of the railroad’s answers said that, on November 16, 
1939, the complainant was demoted to a subordinate clerical 
position “because his work had proved unsatisfactory” and that 
he did not report to the new position, “but instead, he made 
several requests during the latter part of 1939 and early 1940 
that his absence be excused on the ground that he had an 
injured foot, or was ill, or was suffering from a nervous dis- 
order.” The Nickel Plate asserted, further, that in that period 
the Nickel Plate’s assistant chief surgeon, Dr. J. Frank Din- 
nen, examined the complainant and advised the railroad’s 
accounting officers that the complainant was in no condition to 
work, and that, after two examinations, in May and June, 
1940, Dr. Dinnen advised the complainant that he “should 
consult with and be examined by a psychiatrist.” 

The railroad said that the complainant became the owner, 
of record, of five shares of the Nickel Plate’s common stock 
on April 26, 1940. 


“As to the complainant’s allegation that as a stockholder 
he has been injured by the actions of this defendant,” the rail- 
road averred, “the said complainant ... . under rule 23(b) 
of the federal rules of civil procedure ....may not claim to 
have been injured as a result of transactions which occurred 
prior to his acquisition of defendant’s stock.” 


Coal to New England via Ohio 


A proposal by railroads parties to Curlett fourth section 
applications I. C. C. Nos. 19995 and 19996, to open routes on 
West Virginia coal to New England via routes through Colum- 
bus and Marion, O., through Wilkes-Barre, Pa., has brought 
protests from the Eastern Coal Traffic Association and Western 
Pennsylvania Coal Traffic Bureau on the ground that such 
routes would result in the wasteful use of cars and locomotives 
and thereby endanger transportation on which they have to 
depend. They point out, in protests to the Commission, that 
such routes would result in waste hauling ranging from 200 
to 400 miles. 

Referring to application No. 19995, the 
mentioned say the petition contains no sound reason why the 
proposed routes through the Wilkes-Barre gateway should be 
established either because of war necessity or because of the 
desire of certain destination lines (the Boston & Maine and 
Boston & Albany) to enjoy a greater participation in the busi- 
ness. To whatever extent a possible future, as distinguished 
from a present, transportation emergency might require the 
utilization of the Wilkes-Barre gateway for the movement of 
this southern coal to New England, such movement, say the 
protests, can be arranged by the Commission by the exercise 
of its emergency powers, by the issuance of service orders, 
in the interest of transportation efficiency and economy. So 
far as the petition seeks this relief to permit a greater partici- 
pation in the traffic, the statute would seem to contemplate 
that such desire constitutes no reason why the fourth section 
relief should be granted, say the protests. 

In arguing against the opening of routes via Ohio junctions 
the protesting organizations point out that there is complete 
freedom of movement of traffic via the existing routes as 
shown by the utterance of the Office of Solid Fuels Coordinator 
for War, in a press release on August 29, that “railroads con- 
tinue to have facilities available for the transportation of addi- 
tional coal, for storage, to New England.” 

The protestants said they admitted, as declared in the 
petition, that the proposal “has been the subject of conference 
and correspondence,” between the representatives of the car- 
riers involved and the Office of Defense Transportation “and 
meets with their approval.” But the protestants pointed out 
that the petition made no allegation that the director of the 
O. D. T. was “directed by the President in his executive or- 
der of December 18, 1941, to perform the functions and exer- 
cise the authority vested in the President by section 1(15) 
and 6(8) of the interstate commerce act, has approved the 
proposal.” 

“In this connection,” say the protests, “it is pertinent that 
both before and after such conference and correspondence, 
the Director of the Office of Defense Transportation in his 
orders, in official statements, and in addresses to the general 
public, has emphasized that railway transportation is in the 


organizations: 
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condition generally recognized as ‘tight,’ that there should be 
no waste of transportation facilities, and that shippers and 
carriers must cooperate to this end; furthermore, insistence 
to this effect has gone beyond pleas for voluntary cooperation, 
and the shipping public is today cooperating under the com- 
pulsion of I. C. C. and O. D. T. orders. Generally similar 
statements that all transportation waste must be avoided have 
been repeatedly made by the member of the Interstate Com- 
merce Commission in charge of its Bureau of Service, and 
by members of the official staff of O. D. T.” 

The protests made reference to three speeches by Director 
Eastman, Commissioner Johnson’s letter to Messrs. Day and 
Vogtle of the N. I. T. L. and National Association of Shipper 
Advisory Boards and an address by Jack G. Scott, general 
counsel of the O. D. T. The protestants said the sum and 
substance of the fourth section petition was an attempt under 
the guise of war necessity to circumvent the provisions of 
section 15 prescribing orderly administrative process for the 
establishment of through routes and joint rates. 


Coal, Ky. and Ill. to Chicago 


The Commonwealth of Kentucky, the Railroad Commis- 
sion of Kentucky, complainants, and the Kentucky Coal Agency, 
Inc., supporting intervener, in No. 28629, Commonwealth of 
Kentucky et al. vs. Illinois Central et al., have filed with the 
Commission a reply to a motion of the defendant lines and 
interveners supporting them to strike from the record in this 
case the brief of C. A. Reis, dba Green River Mine, dated 
January 5, 1942, and filed with the Commission February 13. 

In their motion, the defendant lines, joined by the Illinois 
Coal Traffic Bureau, the Central Illinois Coal Traffic Bureau, 
the Fifth and Ninth Districts Coal Traffic Bureau, the Northern 
Illinois Coal Trade Association and Middle States Fuels, Inc., 
asked the Commission to strike the Reis brief because, they 
contended, a substantial part of it contained “purported state- 
ments of fact” not shown by the record in the proceeding, 
because it made no references to pages of the record and thus 
failed to comply with rule XIV of the Commission’s rules of 
procedure, and because four “graphic charts’ attached to and 
made a part of the brief were not served on all parties to the 
proceedings. 

The complainants in the proceeding allege that bituminous 
coal rates between western Kentucky and southern Illinois 
origins and Chicago and intermediate destinations are unduly 
prejudicial to the western Kentucky coal fields and unduly 
preferential of the southern Illinois coal. 

The reply brief of the Kentucky interest said that the 
examiner, on or about May 5, 1942, submitted his proposed 
report “which was generally favorable to the west Kentucky 
interests.” 

‘During the interim of approximately four months be- 
tween the filing of the brief herein attacked and the service 
of the proposed report of the examiner,” they continued, “the 
defendants gave no intimation whatsoever to the Commission 
or to the parties of record that this brief was objectionable 
to them. Apparently they preferred to await the outcome of 
the proposed report and in the event said report was not satis- 
factory to use the defects of the brief, if any, as grounds for 
attacking the report of the examiner, and ultimately the report 
of the Commission, if it should also be objectionable to them. 
Such tactics, we submit, are unfair and should not be con- 
doned by the Commission. . . .” 


WEIGHING AND REWEIGHING RULES 

A. F. Cleveland, vice-president, traffic department, Asso- 
ciation of American Railroads, has notified railroad officials 
that under special permission granted by the Commission 
tariffs effective October 1 are to be filed covering changes 
in the rules governing the weighing and reweighing of carload 
freight. He said the changes had the tentative approval of 
the Commission, division 2, to the same extent that the Com- 
mission had endorsed the original rules in 1914. The tentative 
approval, said he, was on stipulation of facts submitted jointly 
by Murray N. Billings, chairman of the weighing committee of 
the National Industrial Traffic League, and J. H. Howard, 
chairman of the weighing committee of the Association of 
American Railroads. The changes embody clarifications, and 
involve the tolerance rule. 


REPARATION ORDERS 


Reparation orders have been issued in No. 25419, Fair- 
banks-Morse & Co. et al. vs. Alton & Southern et al.; No. 
25419 Sub. No. 1, Springfield Illinois Coal Traffic Bureau VS. 
Alton & Southern et al.; No. 28069, Blue Bird Coal Co. et 
al. vs. C. & N. W. et al.; No. 28134, Truax-Traer Coal Co. 
vs. C. & N. W. et al.; No. 28416, Archer-Daniels-Midland Co. 
et al. vs. Alton et al. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Kentucky.) In action for loss of mer- 
chandise during interstate transportation in defendant common 
carrier’s truck, petition should allege facts showing basis for 
recovery under Interstate Commerce Act, including fact that 
plaintiff is lawful holder of bill of lading. Interstate Commerce 
Act, Secs. 20 (11), 201 et seq., 219, 49 U. S. C. A. Secs. 20 (11), 
301 et seq., 319. 

In action for loss of cigarettes during interstate transpor- 
tation in defendant common carrier’s truck, petition alleging 
that defendant delivered to plaintiff bills of lading, copies of 
which were filed with and made part of petition, and that 
defendant paid or caused to be paid to plaintiff a stated sum 
on account of loss, but failed to pay balance thereof, sufficiently 
showed that plaintitf owned cigarettes and was party entitled 
to recover for loss thereof under Interstate Commerce Act. 
Interstate Commerce Act, Secs. 20 (11), 201 et seq., 219, 49 
U.S. C. A. Secs. 20 (11), 301 et seq., 319. 

In action for loss of cigarettes during interstate transpor- 
tation in defendant common carrier’s truck, defect, if any, in 
petition because of failure to allege specifically that plaintiff 
owned cigarettes and was lawful holder of bills of lading, as 
required to recover under Interstate Commerce Act, was cured 
by substituted answer conceding plaintiff’s right to recover, but 
pleading full payment of loss as defense. Interstate Commerce 
Act, Sec. 20 (11), 201 et seq., 219, 49 U. S. C. A. Sec. 20 (11), 
301 et seq., 319. 

A motor vehicle common carrier’s interstate transportation 
contract, limiting carrier’s liability for loss of goods shipped, 
without having secured authority for such limitation from Inter- 
state Commerce Commission or filed therewith a tariff schedule 
of rates varying with declared or agreed values, is void. Inter- 
state Commerce Act, Secs. 20 (11), 201 et seq., 219, 49 U. S. 
C. A., Sees. 20 (11), 301 et seq., 319. 


In action for loss of cigarettes during interstate transpor- 
tation in defendant. common carrier’s truck, allegations of 
substituted answer that plaintiff agreed in claim filed with 
defendant’s fire insurer to accept amount of policy in full pay- 
ment of all claims for loss and accepted insurer’s check for such 
amount in full settlement of all such claims did not sustain 
conclusion stated in such answer that plaintiff accepted check 
in full settlement of claim for larger amount sued for, but 
showed that check was accepted in settlement of claim against 
insurer only. Interstate Commerce Act, Secs. 20 (11), 201 et 
seq., 219, 49 U. S. C. A. Secs. 20 (11), 301 et seq., 319. (Ameri- 
can Tokacco Co. vs. Whitney, 163 S. W. Rep. 2d 817.) 


DELAY IN TRANSPORTATION OR DELIVERY 


_ (Supreme Court, Appellate Term, First Department.) Ac- 
tion against railroad for delay in delivering merchandise which 
was not commenced within three years after cause of action 
accrued was barred under three-year period of limitations pro- 
vided by amendment to Interstate Commerce Act. Carmack 
Amendment to the Interstate Commerce Act, as amended 
March 4, 1927, 49 U. S. C. A. Sec. 20 (11, 12). 


_ An action against railroad for delay in delivering merchan- 
dise which was not commenced within two years and one day 
after claim against railroad had been rejected as required by 


bill of lading could not be maintained. (Garfunkel vs. Southern 
Pac. Co., 36 N. Y. S. 2d 270.) 


LIMITING MOTOR CARRIER RIGHTS 


The Commission’s Bureau of Law has received a copy of 
a complaint filed in the federal court for the northern Okla- 
homa district by Red Ball, Inc., of Sapulpa, Okla., against 
the United States of America, docketed in that court as civil 
action No. 884. The complainant, contends that the Commis- 
sion, in an order of October 25, 1940, granting certain “grand- 
father” rights as a motor common carrier to the complainant’s 
predecessor, R. R. Wallace, dba Red Ball Transfer & Storage, 
acted arbitrarily and in excess of its statutory rights by re- 
Stricting the applicant to “certain commodities in one direc- 
tion and between designated points solely because that partic- 
ular commodity had been transported only between those points 
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on, prior to, and after June 1, 1935.” 
was issued in MC 4920 and Sub. No. 1. 

“For example,” says the complainant, “the Commission 
permitted the applicant to transport canned goods from New 
Orleans, La., to Oklahoma City only, and should have per- 
mitted the transportation of canned goods generally from any 
point in the area to any other point in the area.” 

The complaint noted that the complainant’s predecessor 
had filed a petition for reconsideration of the order by division 
5 and that on November 3, 1941, the Commission entered an 
order dismissing the petition. The Commission issued a cer- 
tificate to the complainant, as successor in interest, on May 
6, 1942, conforming to its order of October 25, 1940, as to the 
grandfather rights, but including certain rights under the ex- 
tension application in MC 4920, Sub. No. 1, according to the 
complaint. 

The complainant asks the court to issue a temporary 
restraining order against the United States and the Commis- 
sion, and an order setting aside the Commission’s order. 


The Commission’s order 





e J * 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) A common carrier of 
property is a “public utility” within provisions of Public Utility 
Law requiring public utilities to obtain certificates of public 
convenience from the Public Utility Commission, but a contract 
carrier is not. 66 P. S. Secs. 1102 (17) (c), 1121 (b), 1122 (c). 

In determining whether persons who purchased coal at 
mine and transported it directly to their customers in their own 
trucks were common carriers who were required to obtain cer- 
tificates of public convenience, provisions of Public Utility Law 
excepting transportation of property by owner to purchasers 
directly from him in his own vehicles was to be read in connec- 
tion with provision that term “public utility” should not include 
persons furnishing service only to themselves. 66 P. S. Secs. 
1102 (6) (b), 17 (g) (a). 

A person transporting property to himself is not a “contract 
carrier” required by law to obtain permit from the Public 
Utility Commission, since the law does not contemplate one’s 
making a contract with himself. 66 P. S. Sec. 1102 (7). 

Persons who maintained coal yards, but who also purchased 
coal at mines and transported it directly to customers in their 
own trucks, selling it for more than they paid for it, who never 
hauled coal for others, or contracted with any one to haul coal, 
were neither “common carriers by motor vehicle” nor ‘‘contract 
earriers by motor vehicle” within intendment of Public Utility 
Law requiring common carriers to obtain certificates of public 
convenience and contract carriers to obtain permits. 66 P. S. 
Secs. 1102 (6) (b), (7, (17) (ce) (g) (a), 1121 (b), 1122 (ce), 
1304. (Allaman vs. Pennsylvania Public Utility Commission, 
27 A. 2d 516). : 





(Superior Court of Pennsylvania.) The number of com- 
peting intrastate motor freight carriers to be permitted in a 
given territory is primarily a matter for discretion of the 
Public Utility Commission. ; 

Evidence supported Public Utility Commission’s finding that 
the granting of an amendment to an intrastate motor freight 
carrier’s certificate of public convenience authorizing carrier to 
extend its services so as to compete with another similar carrier 
over certain routes was necessary or proper for the service, 
accommodation, or safety of the public. 66 P. S. Sec. 1123. 

In proceedings for an amendment to an intrastate motor 
freight carrier’s certificate of public convenience authorizing 
carrier to extend its service so as to compete with another 
similar carrier over certain routes, argument of latter carrier, 
by way of excusing poor quality of its service, that it had been 
adjudged bankrupt, and that its present owners were making 
necessary improvements as rapidly as possible, amounted to a 
“plea of confession and avoidance.” 66 P. S. Sec. 1123. 

The legislature has intrusted to the Public Utility Commis- 
sion the duty of determining who and how many intrastate 
motor freight carriers shall serve a given area, and proof of an 
unusual situation is necessary before the Superior Court is war- 
ranted in interfering with duties so intrusted to commission. 
66 P. S. Sec. 1123. 

Refusal of the Public Utility Commission to consider im- 
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provements made iran intrastate motor freight carrier’s service 
over certain routes after another carrier had filed an applica- 
tion for an amendment to its certificate of public convenience 
authorizing it to extend its services so as to compete with 
former carrier over the routes was not an abuse of discretion. 
66 P. S. Sec. 1123. 

Where an intrastate motor freight carrier filed an appli- 
cation with the Public Utility Commission for an amendment to 
carrier’s certificate of public convenience authorizing carrier to 
extend its services so as to compete with another similar car- 
rier over certain’ routes, commission was not bound to order 
latter carrier to increase or improve its service rather than 
permit former carrier to enter the field. 66 P. S. Sec. 1123. 
(Hall’s Motor Transit Co. vs. Pennsylvania Pub. U. Com’n, 27 
A. 2d 428.) 

(District Court of the United States for the District of 
Columbia.) Under “specialization test’ to determine whether 
carrier is entitled to a contract carrier permit under so-called 
“grandfather clause” of Motor Carrier Act, a carrier must per- 
form special and individual service which is required by peculiar 
needs of a particular shipper. Interstate Commerce Act, Secs. 
201, 203 (a) (15), 206 (a), 209 (a), 49 U. S. C. A. Sees. 301, 
303 (a) (15), 306 (a), 309 (a). 

One of the purposes that motivated Congress in passage of 
Motor Carrier Act was to do away with unfair and destructive 
competitive practices which would prevail if a contract carrier 
was permitted to operate in area served by common carrier. 
Transportation Act of 1940, Sec. 1, 49 U. S. C. A. preceding 
section 301. 

The legal effect of a finding of Interstate Commerce Com- 
mission, not made by unanimous Commission, on application 
for contract carrier permit, is same as if supported by all mem- 
bers of Commission. Interstate Commerce Act, Sec. 203 (a) 
(15), 49 U. S. C. A. See. 303 (a) (15). 

In action to set aside an order of Interstate Commerce 
Commission denying plaintiff’s application for a contract carrier 
permit under so-called “grandfather clauses” of Motor Carrier 
Act, rulings of Commission were entitled to great we:ght, and 
function of District Court was to construe language of the act 
so as to give effect to intent of Congress. Interstate Commerce 
Act, Secs. 201, 203 (a) (15), 206 (a), 209 (a), 49 U.S. CA. 
Secs. 301, 303 (a) (15), 306 (a), 309 (a). 

The provisions of Motor Carrier Act requiring proof of 
public convenience and necessity upon which necessary certifi- 
cate or permit is issued for operators otherwise inhibited are 
“remedial,” to which the so-called “grandfather clauses” of act 
established exceptions, and such clauses must be read in har- 
many with purpose of the act itself and extend to those carriers 
plainly within its terms. Interstate Commerce Act, Secs. 206 
(a), 209 (a), 49 U. S. C. A. Secs. 306 (a), 309 (a). 

Where Interstate Commerce Commission, after full hear- 
ing on application for contract carrier permit under so-called 
“orandfather clauses” of Motor Carrier Act, set forth basic 
finding which led to its conclusion that applican’t operations 
were those of a common carrier and not of a contract carrier, 
and test applied by Commission represented no departure from 
fundamental concept involved, and it appeared that Commis- 
sion’s finding had basis in substantial evidence, Commission’s 
finding denying application for contract carrier permit did not 
deprive applicant of its propertyewithout ‘‘due process of law.” 
Interstate Commerce Act, Secs. 201, 203 (a) (14, 15), 206 (a), 
209 (a), 210, 49 U. S. C. A. Secs. 301, 303 (a) (14, 15), 306 
(a), 309 (a), 310. 

Evidence that applicant for a contract carrier permit under 
so-called, ‘‘grandfather clauses” of Motor Carrier Act devoted 
three of its 13 vehicles exclusively to a particular shipper’s 
transportation needs, while applicant held itself out tc public 
to transport general commodities as a common carrier between 
same points and over same route for which authority was re- 
quested to operate as a contract carrier, and that trucks fur- 
nished for such shipper were not especially adapted to shipper’s 
needs, supported finding that applicant’s operations were those 
of a “common carrier” and not of a “contract carrier,” and, 
hence, authorized order -denying application for contract carrier 
permit. Interstate Commerce Act, Secs. 201, 203 (a) (14, 15), 
206 (a), 209 (a), 210, 49 U. S. C. A. Sees. 301, 303 (a) (14, 15), 
306 (a), 309 (a), 310. 

The Fifth Amendment and Fourteenth Amendment condi- 
tion exercise of governmental regulation for public welfare by 
seeing that the end accomplished shall be achieved by methods 
consistent with “due process of law,’ which demands only that 
the law shall not be unreasonable, arbitrary or capricious, and 
that means chosen shall have a real and substantial relation to 
the object sought to be attained, the seasonableness of each 
regulation depending upon the pertinent facts. U. S. C. A. 
Const. Amends. 5, 14. 
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In action to set aside order of Interstate Commerce Com- 
mission denying application for a contract carrier permit under 
“grandfather clauses’ of Motor Carrier Act, only mattei be. 
fore District Court was validity of the order under review, 
Interstate Commerce Act, Secs. 201, 203 (a) (15), 206 (a), 
209 (a), 49 U. S. C. A. Secs. 301, 303 (a) (15), 306 (a), 309 (a). 
(Doyle Transfer Co. vs. United States, 43 Fed. Supp. 691.) 


i. C. C. Inspections Constitutional 


Judge Thomas A. Murphree, of the federal court for the 
northern Alabama district, in denying a demurrer and motions 
for a bill of particulars and to suppress evidence, filed by the 
defendant in the case of the United States of America vs, 
Alabama Highway Express, Ine., held that section 220 (d) of 
the interstate commerce act, authorizing the Commission’s 
special agents to inspect and copy motor carriers’ accounts, 
books, records and other documents was not unconstitutional, 

According to information received by Secretary Bartel, of 
the Commission, the demurrer and motions by Alabama High- 
way Express, Inc., were made with respect to a criminal infor- 
mation charging that carrier with violating the interstate com- 
merce act. The demurrer alleged that the facts set forth in 
each count of the information were insufficient to show a vio- 
lation of the act. The motion for a bill of particulars called 
for more specific allegations of facts. In the motion to sup- 
press evidence the defendant asserted that the provisions of 
section 220 (d) of the act were unconstitutional under the 
Fourth and Fifth Amendments to the Federal Constitution and 
that the Commission’s special agents, acting by virtue of that 
section, had unlawfully inspected and copied the defendant's 
records. 

Secretary Bartel was advised that the court, in a written 
opinion, held that section 220 (d) was not unconstitutional and 
that there was nothing illegal or unconstitutional in the pro- 
cedure of discovery pursued by the Commission as complained 
of in the motion to suppress. The court stated that its con- 
clusion was necessarily and properly influenced by the fact 
that motor carriers operating under the franchises provided for 
in the federal statutes were public utilities. 


The court added that such carriers were subject to the 
highest degree of accountability to the public, the public be- 
ing represented by the administrative agency charged with 
the supervision of their business. The court said the account- 
ability naturally allowed the motor carrier less protection and 
privacy than the ordinary citizen enjoyed in his private busi- 
ness and that to accord a public utility the same constitutional 
guarantees of privacy would frustrate the public welfare and 
tend to minimize the public’s interest in the utility. The court 
also observed that, far from being condemned as unconstitu- 
tional, complete inspection by duly authorized agents of the 
Commission must be expected by motor carriers as part of the 
price of functioning in the utility field. 


State Law Violation Cases 


“The bold support by these applicants and the I. C. C. of 
the principle that the public requires the continuation of serv- 
ices rendered in violation of the federal motor carrier act, and 
in defiance of state laws disregards the lawful processes em- 
ployed by the legislative, judicial, and executive departments 
of government. These applicants have defied those processes 
for years and by this order the Interstate Commerce 
Commission has condoned that conduct. Especially is the fore- 
going true when, as here, there was no evidence offered, and 
no contention made, that any shipper or receiver would be 
without adequate common carrier service unless the applica- 
tions are granted.” 


The foregoing declarations were made by railroad prot- 
estants, the Railway Express Agency, Inc., and motor common 
carriers that operate rail-truck coordinated services, in a joint 
petition filed with the Commission asking it to reconsider its 
order of July 13, 1942, in MC 2960, Sub. 1, D. A. Beard Truck 
Lines Co., Common Carrier Application—New Operation; MC 
15324, Sub. 1, W. B. Keele, Common Carrier Application— New 
Operation; MC 80415, Sub. 2, A. E. McDonald Motor Freight 
Lines, Common Carrier Application—New Operation; and MC 
80415, Sub. 1, A. E. McDonald, Extension of Operations—Okla- 
homa City and Tulsa. In its report in these cases (see Traffic 
World, Aug. 15, p. 370, and Aug. 22, p. 423), the Commission 
reversed prior findings denying applicants certificates, hold- 
ing that evidence as to operations in the period of alleged 
operation in defiance or disregard of a state law to show con- 
venience and necessity for operations in the future could be 
considered. 

The petitioners asked that the Commission’s order 0 
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decision be set aside and an order entered denying the appli- 
cations. They said they believed the Commission had acted 
peyond its statutory power and without any substantial evi- 
dence. 

“The Commission having found that these applicants’ past 
operations were not bona fide presents a strong reason that 
it cannot be presumed that the public needs the continuance 
of these services or it would not have used it,” says the peti- 
tion. “To give effect to the presumption which the Commission 
erects in behalf of these applicants would be to reward those 
who have in the past conducted such unlawful operations which 
had been condemned as not being bona fide and would destroy 
the force and effect Congress intended to be ascribed to the 
words ‘bona fide’ as used in section 206(a) of the act. It was 
the intent of Congress for the Commission to confirm in those 
who were in bona fide operations the right to continue those 
operations which they were conducting on and continuously 
since June 1, 1935, without requiring them to discharge any 
further burden to prove by facts that the public requires such 
operations.” = 

The petitioners said it would be well for the Commission 
to remember that these operations were ordered discontinued 
before the hearings were concluded and were discontinued 
before the brief date; and that the applicants made no effort 
by their own witnesses or by the shipper witnesses to show 
that any shipper or industry would be inconvenienced or would 
suffer from the lack of adequate common carrier services. 


RED CAP WAGES 


Leon DesPres, attorney for the plaintiffs in Civil No. 1097, 
Willard S. Townsend et al. vs. New York Central et al., filed 
an appeal in the federal circuit court of appeals at Chicago, 
September 18, asking for a reversal of the district court’s or- 
der entered last June denying the plaintiffs’ petition for a judg- 
ment of $827,003.82 in back pay, and a like sum as indemnity. 
The plaintiffs, more than a thousand in number, are red caps 
employed in railroad stations in Official Territory and Illinois 
Territory (see Traffic World, July 4, p. 20). 


PRACTICE BEFORE Il. C. C. 


The Commission, by division 1, has issued the following 
order with respect to applications for admission to practice 
before it: 

It appearing, From an inspection of the correspondence files of 
the Commission that many persons seeking admission to practice be- 
fore the Commission have filed applications for such privilege which 
are defective in form, and although advised by the Commission of 
the defects have failed to correct their applications; or that such 
persons have failed to furnish the Commission with supplemental 
information called for by it as provided in the Rules of Practice. 

Ordered, That each application for admission to practice before 
the Commission returned by the Secretary to the applicant for com- 
pletion or correction more than forty-five days prior hereto, which 
has not in the meantime been refiled in complete and correct form; 
and each such application as to which supplemental information has 
been called for by the Commission more than forty-five days prior 
hereto, which supplemental information has not in the meantime been 
furnished by the applicant, be, and they are hereby dismissed with- 
out prejudice. 

It is further ordered, That a copy of this order be transmitted 
by mail to each such applicant. 


TEXAS INTRASTATE GRAIN RATES 


The Amarillo Grain Exchange, the El Paso Freight Bu- 
reau, the Fort Worth Grain and Cotton Exchange and the 
Texas Industrial Traffic League have joined in a motion in 
No. 28770, Intrastate Rates on Grain and Grain Products in 
Texas, and the cases joined with it (see Traffic World, Sep- 
tember 12, p. 594), asking the Commission to strike a portion 
of the brief of the Kansas-Missouri River Mills and the Board 
of Trade of Kansas City, Mo., in which reference is made to 
a publication designated in the brief as “Fetter, Southwestern 
Freight Rates.” 

The movants said that no witness by the name of “Fetter” 
testified in these proceedings, that no book or pamphlet en- 
titled “Southwestern Freight Rates” was offered in evidence 
or referred to at the hearing in these proceedings, and that 
many of the statements contained in pages of the brief citing 


that publication were “colored by prejudice” and reflected 
extreme bias.” 


JOINT BARGE-TRUCK RATES 

In an exceptions brief in I. and S. M-1822, Water-Motor 
Rates Between New Orleans and Houston, the Houston Port 
and Traffic Bureau, a protestant in the case, said it agreed 
with the findings and conclusions recommended by Examiner 
Allan F, Borroughs (see Traffic World, September 5, p. 530) 
with one exception. It took exception to the proposed finding 
to the effect that although it seemed apparent that some ton- 
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nage would be diverted through the Port of Beaumont, Tex., 
under the proposed rates, it did not necessarily follow that 
undue preference or unjust discrimination would be present. 

It would appear, said the Houston bureau, that any diver- 
sion of tonnage from the all-water carriers to the proposed joint 
water-motor route and the consequent diversion of tonnage 
from Houston’s port facilities to Beaumont’s port facilities 
would create undue preference of Beaumont to the undue prej- 
udice of Houston and would inflict a positive injury on the com- 
peting carriers. 

“The Commission should find,” continued the brief, “that 
the unreasonably low rates proposed by the respondents would 
result in the diversion of tonnage from existing carriers to the 
proposed joint water-motor route, and would also divert from 
Houston’s port facilities to Beaumont’s port facilities tonnage 
having origin or destination in Houston proper that now moves 
over the all-water routes; and that the effect would be to 
create undue preference of the port of Beaumont to the injury 
of the port of Houston.” 





NEED FOR AIR SERVICE 


The Civil Aeronautics Board has instituted a proceeding to 
determine whether the public interest requires immediate in- 
auguration of temporary air transportation by United States or 
foreign air carriers between Miami, Fla., Central America, the 
Canal Zone, the north coast of South America, and the islands 
of the Caribbean Sea. 

‘Due to the war a serious shortage of air transportation 
appears to exist in the Caribbean area,” the board said, adding 
that such condition might adversely affect the national defense 
and relations between the United States and the Latin American 
countries. 

The board stated that anyone with suitable equipment, 
facilities, and personnel available to enable him to inaugurate 
temporary air transportation service immediatelv might file 
with the board within 15 days an application for a temporary 
certificate of public convenience and necessity or temporary 
foreign air carrier permit authorizing it to engage in such trans- 
portation. Applicants should specify the equipment available, 
the board said, in addition to stating the approximate length 
of time required after the board’s decision in this proceeding to 
inaugurate service. 





PAN AMERICAN-GRACE AIR SERVICE 


The Civil Aeronautics Board has instituted a proceeding 
to determine whether the certificate of public convenience and 
necessity issued to Pan American-Grace Airways, Inc., should 
be amended to include a terminal point within the United 
States at Miami or Tampa, Fla., New Orleans, La., Browns- 
ville or El Paso, Tex.; Los Angeles, Calif., or two or more of 
these points. 

The Panagra company, whose ownership is equally divided 
between W. R. Grace Co. an Pan American Airways, Inc., 
operates an air transportation service between Balboa, Canal 
Zone and Buenos Aires, Argentina, via the west coast of 
South America. 

According to recitals in the board’s order, the Grace own- 
ership claims that Panagra, because of the opposition of its 50 
per cent stockholder, Pan American Airways, is not authorized 
by its directors to make application to the board for amend- 
_— of its certificate to provide for a terminal in the United 

tates. 

The board reported that Grace interests also claimed that 
at present Panagra was dependent on Pan American Airways 
for connecting services between the Canal Zone and the United 
States, and that such connecting service had been unsatisfac- 
tory. Stating that Pan American was the only air carrier 
authorized at the present time to engage in air transportation 
between the United States and South America, W. R. Grace 
Co. expressed the opinion that additional service such as 
proposed would provide the competition necessary to the sound 
development of an air transportation system. 





Complaint Against Airline 


Dismissal of the complaint has been recommended by Ex- 
aminer Berdon M. Bell, of the Civil Aeronautics Board, in a 
proposed report in No. 717, Jack Adler Complaint Case (see 
Traffic World, July 4, p. 27). The examiner recommended 
a finding that the respondent, Chicago & Southern Air Lines, 
had not, by its cancellation of its flight No. 5 on January 28, 
1941, or by any other act or practice disclosed by the record 
in this proceeding, failed to comply with any provisions of the 
civil aeronautics act of 1938, as amended, and particularly with 
the provisions of section 404 of the act, prescribing the duties 
and responsibilities of air carriers. 

The examiner said the complainant originally filed suit in 
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the circuit court at St. Louis, Mo., against the Chicago & South- 
ern Air Lines, seeking damages of $26,000 allegedly resulting 
from the cancellation of the respondent’s flight No. 5 from 
Chicago, Ill., to St. Louis, on January 28, 1941; that the re- 
spondent removed the action to the federal court for the 
eastern Missouri district and moved for dismissal of the com- 
plaint on the ground that the complainant had not exhausted 
all his remedies before the Civil Aeronautics Board; that the 
court granted the motion, and that the complainant subse- 
quently filed a complaint with the board, alleging that the can- 
cellation of the flight was unreasonable, improper and without 
justification, and asked the board to make an investigation and 
grant him whatever relief it was authorized to grant. 

After extensive discussion of the circumstances that led to 
cancellation of the flight in question, the examiner said the re- 
spondent’s conduct in loading the passengers in the plane, then 
at the ramp, at 4:45 p. m. and allowing them to remain aboard 
until about 5:30 p. m., could not be considered unreasonable, 
in view of the fact that it was not until about 5:30 that re- 
spondent definitely decided to postpone flight No. 5 and that 
immediately thereafter it informed the passengers of the post- 
ponement and assisted them in arranging for other transporta- 
tion. The examiner said the evidence was convincing that the 
interior of the plane was properly heated and reasonably com- 
fortable for the entire period that the passengers remained 
aboard. 

Evidence in support of the complainant’s allegations that 
flight No. 5 as well as other past flights of the respondents, 
were canceled because of an insufficient number of passengers 
to justify operating the flights, was not substantial and failed to 
establish the allegation, the examiner concluded. He said the 
testimony of complainant in support of that contention was 
“altogether hearsay and without any probative value.” 


Motor Freight Wage Increases 
The Traffic World Washington Bureau 


The National War Labor Board has granted a wage in- 
crease of 6.4 per cent to 1,800 employes of 114 motor freight 
companies in the Pittsburgh, Pa., area, so as to bring their 
increases since January 1, 1941, up to “the fifteen per cent 
increase in the cost of living between that date and May, 
1942.” The increases, the board said, would range from four 
and one-half cents an hour for helpers who were now making 
seventy-seven one-half cents an hour, to ten cents an hour 
for drivers of double bottomed trucks now making $1.57% an 
hour. The International Brotherhood of Teamsters repre- 
sented the employes. The employers involved were members 
of Western Pennsylvania Motor Carriers Association. 


The board eliminated from the existing contract between 
the operators and their employes, “for the duration of the 
war” a proviso permitting employes ‘to refuse to work, 
or haul to or from any place, where there is any labor trou- 
ble.” The board said this action was in line with a recent 
statement by Daniel J. Tobin, president of the teamsters union. 
in which he advocated that the members cross any picket 
line unless they had received orders to the contrary from the 
union. 


Railroad Adjustment Board Case 


Counsel for the five members of the first division of the 
National Railroad Adjustment Board representing the railroad 
brotherhoods, is preparing a petition to be filed with the United 
States Supreme Court this month, seeking a review of federal 
district and appellate courts decisions at Chicago in the case of 
the Delaware and Hudson Railroad against the division in the 
matter of 170 disputes heard, but not decided, by the division. 
The railroad seeks a mandatory injunction requiring the division 
to enter a judgment concerning the disputes. The division per- 
mitted the brotherhoods to withdraw the disputes before a 
decision was entered. The district court dismissed the suit, but 
the appellate court last June reversed the district court’s 
decision in a finding that the district court had jurisdiction to 
order the division to act (see Traffic World, June 27, p. 1676). 

The circuit court has given the defendants until October 7 
to ask the high court for a writ of certiorari. Leo J. Hassen- 
auer, attorney for the five members representing the brother- 
hoods, has indicated he will file the petition this month, how- 
ever. 

The case involves the question of whether or not the 
brotherhoods had the right to withdraw the 170 grievance cases 
after the division had held hearings, and to resubmit the griev- 
ances for rehearing and reconsideration. A memorandum de- 
cision in 73 of the cases by Judge Royal A. Stone, of the 
Minnesota supreme court, who sat with the division as referee, 
had been sent to division members shortly before the brother- 
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hoods withdrew the grievances. The circuit court held that the 
disputes “once submitted and heard, may not be withdrawn to 
be resubmitted for another try.” 


N. Y. TRUCK LABOR ARBITRATION 


Three locals of the International Brotherhood of Teamsters, 
an A. F. of L. affiliate, and truck operators’ organizations in 
New York have agreed to arbitrate differences over wages 
and hours of service. About 15,000 workers are involved. The 
contract of the operators with the unions expired August 31, 
and the agreement to arbitrate calls for making the terms of 
the arbitration finding retroactive to September 1. Demands 
of the men for wage increases, which operators say would 
increase operating costs by 40 per cent, and for a reduction 
in hours from 44 to 40 a week, caused disagreement which, 
for a time, indicated that there would be a strike. Operators 
and union leaders have selected Hugh E. Sheridan, chairman 
of the’ New York Trucking Industry, as arbitrator and have 
agreed to abide by his findings. Mr. Sheridan operates a large 
fleet of trucks but was, at one time, a truck driver. 


W. L. B. ACTION ON O. D. T. ORDER 


The National War Labor Board has announced that, 
by unanimous vote, it has set up “for the duration of the 
emergency” a Metropolitan Milk Distributors Commission with 
power to issue whatever orders relating to labor relations are 
necessary to carry out the conservation orders of the Office 
of Defense Transportation applying to private carriers. 

The board said it made this decision in order to settle the 
dispute between the New York and New Jersey Metropolitan 
Milk Distributors Conservation Committee and Milk Wagon 
Drivers Union of the International Brotherhood of Teamsters, 
A. F. L., over distribution changes made necessary by Office 
of Defense Transportation orders. 

The Commission, according to the announcement, will be 
composed of three members to be appointed by the board 
a chairman, one representative of the employers’ committee 
and one representative of the union. If the commission is 
unable to reach a unanimous decision on any question, that 
question will be decided by the chairman. The board an- 
nounced it would appoint the members of the commission Sep- 
tember 22 and asked the parties to submit nominations. The 
commission will have the power to set aside any part of the 
collective bargaining agreement between the parties, if the 
board determines such action to be necessary, says the an- 
nouncement, adding: 


The board’s decision affects over 100 milk dealers in New York 
City and parts of New Jersey and Connecticut, and approximately 
15,000 members of the union. The dispute originally arose over the 
effect of an order of the Office of Defense Transportation providing that 
milk carriers should reduce the total mileage of their rubber tired ve- 
hicles by 25 per cent. The parties were unable to agree on distribution 
changes made necessary by this order, and the board’s decision followed 


a public hearing . . . at which both parties outlined alternative dis- 
tribution changes. “ 





CONTAINER STANDARDIZATION 

The War Production Board, by two new schedules to 
limitation order L-103, had added wines, jellies and preserves 
to the list of products for which the use of standardized bottles 
is required. Previously, it said, standard bottles had been 
established for distilled spirits and malt beverages, and sched- 
ules were now in preparation governing food products, medi- 
cines and other commodities packed in glass containers. 

Standardization of containers, it said, saved considerable 
amounts of soda ash and other glass-making materials, and 
permitted the manufacture of more glass containers, needed 
because of the shortage of tin cans and other metal containers. 
The “covering” L-103 order, permitting issuance of simplifica- 
tion schedules, said the board, was amended in several respects. 
One change permits the manufacture of non-standard bottles 
for export to U. S. possessions. The original order provided a 
similar exemption in the case of bottles for export to foreign 
countries. The schedule on jellies and preserves set standards 
for containers of jams, jellies, preserves and fruit butter, 
effective September 12. Home canning jars are not affected. 
The wine schedule requires that bottles of only eight specific 
capacities can be used to bottle wine after October 1. 


W. P. B. TRANSPORTATION COMMITTEE 


The War Production Board has announced that, for rea- 
sons of health, Edgar B. Stern has asked for and obtained an 
indefinite leave of absence as chairman of its transportation 
committee. A. F. Shafter, who has been acting chairman of 
the committee, has been appointed chairman. Mr. Stern was 
formerly president of the New Orleans Cotton Exchange. Mr. 


Shafter is secretary-treasurer of the United States Manufac- 
turing Co. of Decatur, IIl. 
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September 19, 1942 


Short Line Labor Dispute Report 


An increase of 10 cents an hour in the minimum wages 
of 36 cents for trunk lines and of 33 cents for short lines in 
effect prior to August 31 when the minimum of 40 cents an 
hour on all railroads became effective by order of the federal 
wage and hour administrator, and granting of vacations with 
pay in cases where that request was made, were the recom- 
mendations of the emergency fact-finding board set up to 
investigate and report on the disputes between a number of 
carriers, principally short lines, and their employes (see Traffic 
World, Sept. 12, p. 605). 

In addition to recommending the increase in minimum 
wages, the board recommended an increase of 10 cents an hour 
in the basic wage that was in effect May 31, 1941. 

This recommendation, if made effective, it was pointed out, 
would bring the wages of some of the employes affected above 
the minimums recommended. Short line officials said few em- 
ployes involved would get more than the increases in the 
minimum wages. In view of the fact that a minimum wage 
of 40 cents was established on all railroads August 31, the 
increases recommended for most of the employes, it was said, 
would amount to 3 cents for the short lines and 6 cents for 
the trunk lines. 

The vacations with pay recommended would be based on 
the vacation plan established by the Chicago agreement of 
December 17, 1941. The board said the employes involved were 
principally maintenance of way and shopcraft employes. 

The board recommended that the increase of 10 cents an 
hour be made effective as of December 1, 1941, and that in 
the computation of back pay the carriers should be credited 
with any adjustments in wages made subsequent to June 1, 
1941, the approximate date, said the board, on which the repre- 
sentatives of the employes first made a demand on the car- 
riers for increases in rates of pay. 

The report was carried to the White House the morning 
of September 14 by members of the board: Chairman Walter 
P. Stacy, chief justice of the Supreme Court of North Caro- 
lina; W. H. Spencer, dean of the School of Business of the 
University of Chicago, and E. E. Witte, professor of economics 
in the University of Wisconsin. The board had expected to 
see the President when it submitted the report but did not 
do so. The report was made public by the White House with- 
out comment late the day it was submitted. 

The board was the first drawn from the National Railway 
Labor Panel established by the President May 22, 1942, in 
response to recommendations of organized railroad labor. Rail- 
road labor leaders said the system established would make un- 
necessary the taking of a strike vote to obtain the appointment 
of an emergency board under the railway labor act. On appeal 
of labor the chairman of the panel may appoint a board from 
the panel of nine to investigate and report on a dispute to the 
President. The board was selected by Chairman Leiserson, 
of the panel, July 21. 


Origin of Disputes 


The disputes, said the board, grew out of the wage and 
vacation demands that the committee of the fourteen cooperat- 
ing labor organizations had made on all the carriers by rail 
in 1940 and 1941. It referred to the wage increases and vaca- 
tions with pay made effective on the majority of the railroads 
as a result of the appointment of the emergency board of 1941 
and the mediation agreements that followed. 

“While some of the carriers involved in the present con- 
troversy have granted vacations with pay, and some have made 
partial or complete adjustments in wages, all of them have 
failed in some respect to meet the demands of the employes 
involved,” said the board in a summary of its report. 

_ “The carriers, in the proceedings before the board, are a 
miscellaneous group consisting of Class I carriers, Class II 
carriers, electric railways, switching and terminal companies, 
so-called short line carriers, and fruit refrigerator companies. 
The financial position of most of them is weak, although all 
but two or three of them have, during the past year or 18 
months, enjoyed a substantial increase in business arising out 
of war activities. All have had the benefit of an increase in 
traffic rates granted by the Interstate Commerce Commission 
in March, 1942, to assist the railroads in meeting the increased 
operating costs of wage adjustments and vacations with pay.” 

The board pointed out that the Chicago wage agreement of 
December 15, 1941, provided for an increase in the basic hourly 
rates above those in effect on June 10, 1941, of 9 cents an 
hour for the three months of September, October and Novem- 
ber, 1941, and of 10 cents an hour beginning on December 1, 
1941, and that it also provided for a basic minimum wage of 
-' — an hour for all railroad employes effective December 


The board said the Chicago vacation agreement of Decem- 
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ber 17, 1941, provided for an annual vacation of six consec- 
utive work days, beginning with the year 1942, to the majority 
of the non-operating employes who had rendered compensated 
services of not less than 160 days in the preceding calendar 
year, and for annual vacations of nine and twelve consecutive 
work days for specified classes of non-operating employes. 


Jurisdiction Discussed 


The board said it entertained no doubt as to its authority 
to investigate and report on the disputes before it in accord 
with the proclamation of July 21, 1942. It said none of the 
labor organizations and only three of the carriers involved 
in the present cases had raised any questions as to the juris- 
diction of the board. In the case of the Des Moines & Cen- 
tral Iowa Railroad, where there was some question regarding 
compliance with all the requirements of the railway labor 
act, said the board, the parties jointly stipulated that they 
waived all required notices, to remove any doubt as to the 
regularity of the proceedings prior to the inclusion of this car- 
rier in the proclamation of July 21, 1942, creating the emer- 
gency board. 

The board said the question of jurisdiction raised by the 
Addison Miller Co. arose out of pending litigation. It said 
this company was a contractor performing, among other opera- 
tions, certain services for the Northern Pacific and Soo Lines 
which on other railroads were performed by the railroads them- 
selves, and in these situations were regarded as part of the 
railroad operations. In the litigation referred to, the ques- 
tion is whether this company is subject to the railway labor 
act. The board decided that the company was subject to the 
act as to the employes involved in the dispute before it and 
therefore included it in the recommendations made to the 
President. 


The Mississippi Central Railroad Co., said the board, de- 
nied the jurisdiction of the board on the- claim that all the 
steps described in the railway labor act before a case might 
properly be certified to an emergency board had not been 
complied with. The board said that in taking the position that 
it did, the Mississippi Central “‘challenges the war powers of 
the President, although, perhaps, unintentionally,” and that 
this challenge could not be sustained. The board said it rested 
its conclusion that it had jurisdiction in this case primarily on 
the fact that the country was at war and that the President 
had undoubted authority to establish a method for the ad- 
justment of railway labor disputes in war time which as stated 
in executive order 9172, adjusted “the policies and procedures 
under the railway labor act to the war emergency.” The 
board said it felt certain that the carrier did not wish to put 
itself in the position where it might fairly be charged with 
trying to block the program of the Commander in Chief for 
the adjustment of railway labor disputes in the war without 
strikes or strike votes. 

The Wichita Falls & Southern Railroad Co. made sub- 
stantially the same claim in denying the jurisdiction of the 
board as the Mississippi Central, said the board. The board 
said that everything that had been said as to the validity 
of the jurisdictional claim of the Mississippi Central applied 
alike to the Wichita Falls & Southern. It said the contentions of 
the road were without merit. 


Wage Requests 


The board said it was interesting and significant to note 
that the labor organizations, in developing the present wage 
controversy, did not revive their demands of July 10, 1941; 
that they did not request specific increases in rates of pay, 
based on economic changes that had occurred in the last eight 
or ten months; but that they asked for the same adjustments in 
wages for the employes of the carriers here involved as were 
agreed on in mediation proceedings for the carriers who had 
signed the Chicago wage agreement of December 15, 1941. 
It said this, of course, was the equivalent of a request of 9 
cents an hour from September 1, 1941, through November 30, 
1941, and an increase of 10 cents an hour from December 1, 
1941. The board said it appeared to it that the organizations 
were here requesting such adjustments of the wages of the 
employes as would substantially preserve the basic wage struc- 
ture of the railroad industry that existed on June 10, 1941, 
when the national wage notice was served on the carriers of 
the nation. The employes were asking that the differentials 
in wages enjoyed by most of the carriers involved in the dis- 
putes before the board as contrasted with the wages of most 
Class I railways should not be widened as a result of the 
Chicago wage agreement of December 15, 1941, said the board. 
The board said it accepted that as a reasonable interpretation 
of the wage demands before it. 

The board said it was not appraising the wage structure 
cf a whole industry; that it was.merely considering the 
wage situation in a very small segment of a large industry, 
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and unfortunately a segment of the industry containing many 
weak and unpromising carriers. 

“It is not for this board to pass any judgment on the wisdom 
or unwisdom of the increases in pay which resulted from the 
proceedings of the emergency board of 1941,” said the board. 
“This board, however, cannot close its eyes to the fact that as 
a result of the proceedings of the 1941 board the wage struc- 
ture of practically the whole railroad industry has been sub- 
stantially revised upward. Failure of this board to take this 
important fact into consideration would be unjustified and 
irrational. Failure to recommend the increase requested will 
create a substantial distortion of the wage structure of the 
railroad industry as a whole.” : 

Referring to testimony as to the adverse conditions con- 
fronted by the carriers involved, particularly the short line 
carriers, as contrasted with larger carriers, the board said some 
differences undoubtedly did exist, but it was not convinced that 
they were as great or as significant as the carriers would 
have it believe. To grant the increases under consideration, 
it said, would merely preserve the basic wage structure of 
the railroad industry as it existed prior to the Chicago wage 
agreement of December, 1941, and would not place these car- 
riers under substantially greater handicaps than those under 
which they formerly worked. 

Concluding a discussion of contentions by certain carriers 
that they simply were not financially able to meet the wage 
increases asked, the board said the financial statements of 
the carriers involved clearly indicated that the carriers con- 
cerned, with a few exceptions, could meet the wage increases 
requested without serious embarrassment. 

On the other hand, it said, the financial position of many, 
if not most, of these carriers was such that they would be 
seriously embarrassed if required immediately to meet the 
back pay due to the employes under the terms of the Chicago 
agreements. 

“Aside from the question of the financial ability of the car- 
riers to meet the increases in wages requested,” said the board, 
“the board cannot ignore the fact that the cost of living has 
increased substantially during 1941 and 1942 and is likely to 
increase still further unless firm and immediate steps are taken 
against inflationary trends as recommended by the President. 
In this connection, it needs to be remembered that a great 
majority of the employes involved in the disputes before this 
board are low paid employes upon whom the increased cost of 
living falls with most depressing effects. 


“In recommending increases in the wage rates of the em- 
ployes here involved, the board does not contribute to the 
inflationary trend concerning which it has expressed apprehen- 
sion. But a national wage policy for the emergency is not 
rational which does not provide for the adjustment of wages 
to the rising cost of living. These employes have not had 
their wages adjusted to the increases in cost of living which 
have already occurred. Certainly before wages are frozen or 
stabilized in an effort to check inflation, these employes are 
entitled to have their wages adjusted to substantially the same 
extent to which other employes of the same class or classes in 
the railroad industry have already had theirs adjusted. How- 
ever, it must be remembered that the cost of granting the wage 
increases and the vacations with pay have already been met in 
part by the increased traffic rates which the Interstate Com- 
merce Commission authorized in March, 1942, and which 
these carriers are now enjoying.” 


Vacations with Pay 


The board said substantially the whole of the railroad 
industry had accepted the Chicago vacation agreement and that, 
while this was not conclusive, it was strong evidence that the 
agreement was fair, equitable and workable and should be 
adopted by all the carriers of all classes in the industry for 
the employes in this dispute. 

Representatives of at least five of the carriers challenged 
the validity of the principle of vacations in the present emer- 
gency, and the representatives of three of these five carriers 
argued that the granting of vacations in the emergency was 
wasteful of manpower and would seriously interfere with na- 
tional war activities, said the board. 

“The time is past when anyone can seriously challenge 
the fact that properly conceived and properly administered 
vacations substantially improve the morale and_ personal 
efficiency of the individual worker,” said the board. ‘The 
board is of the opinion that this principle and practice is of 
peculiar significance in a period of emergency when the tempo 
of all industry has been substantially accelerated, resulting 
in additional strain on the individual worker. Moreover, the 
board takes notice of the fact that the practice of granting 
vacations with pay is increasingly being adopted in industry 
generally.” 
It was apparent, said the board, that the granting of vaca- 
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tions in accord with the Chicago agreement would add some- 
thing to the operating costs of the carriers. Just what these 
costs would be could not be determined with accuracy in ad- 
vance of experience, it said. In any event, the board concluded 
that most of the carriers in these proceedings could meet the 
costs involved in granting vacations with pay in accord with 
the terms of the Chicago agreement. The agreement, in its 
original form, appeared to the board to provide a fair, equitable 
and workable vacation plan for the employes involved. While it 
might contain some ambiguous language, the board said, it 
could not discover in it any language a fair interpretation of 
which would jeopardize the interests of this group of carriers, 
Moreover, said the board, the carriers could present their views 
to Wayne L. Morse, acting as referee with respect to disagree- 
ments over the vacation agreement. It recommended that the 
carriers accept the agreement and procedures therein set up 
for the adjustment of disputes arising under it. 


The board ruled against requests by the Canton Railroad 
Co., the Maryland & Pennsylvania Railway Co., the Bangor 
& Aroostook Railways Co., and the Columbus & Greenville 
Railway Co. that wage or vacation adjustments recommended 
by the board to be put into operation by them be conditioned 
by special permissions not insisted on by any of the other 
carriers. 


As to the Burlington Refrigerator Co., the Fruit Growers 
Express Co. and the Western Fruit Express Co., the board 
said that these companies should comply with the same recom- 
mendations the board made as to Class I railroads. The board’s 
conclusions, findings and recommendations follow: 


Summary and Conclusions 


The board, as a basis of its present findings and recommendations. 
has carefully examined the comprehensive evidence introduced both 
by the carriers and by the labor organizations, and has thoroughly 
considered the arguments made by the parties. It appreciates the 
fact that the financial condition of all of the carriers involved in these 
proceedings is weak, and that the financial condition of several is 
precarious, indeed. There are, however, other considerations which, 
in the opinion of the board, are more important. All of the carriers 
here involved have enjoyed the benefit of the increase in traffic rates 
granted by the Interstate Commerce Commission in March, 1942. Due 
to war activities, the operating revenues of most of these carriers 
have substantially increased during the past 18 months and are likely 
to increase further as the emergency continues. Again, it must be 
remembered that the carriers here are only a small segment of a large 
industry, the predominant portion of which has already made the 
adjustments in wages and vacations which are requested of these car- 
riers. Moreover, these carriers have enjoyed a differential in wages 
as contrasted with the wages of most Class I carriers. The effect of 
the board’s present recommendations, both as to wages and vacations 
with pay, is merely to preserve the differentials which have existed 
in the past. Failure of the board to make its present recommenda- 
tions would create a distortion in the basic wage structure of the rail- 
road industry. But most important of all is the fact that the costs 
of living of these employes have increased approximately 18 per cent 
during the past 18 months. In fairness and justice to the employes 
involved in these proceedings, most of whom are the lowest paid em- 
ployes in the railroad industry, the wage and vacation adjustments 
herein recommended by the board should be made. 


Findings and Recommendations 


On the evidence of record the board makes these findings of fact: 

1. That the Executive Order 9172, issued in a period of great 
emergency, confers upon this Board jurisdiction over all the parties 
and disputes set forth in the Proclamation issued by the chairman of 
the National Railway Labor Panel on July 21, 1942, except as to dis- 
putes which have been settled or withdrawn since the Proclamation 
of July 21, 1942, and prior to the rendition of this report. 


2. That subject to section 10 of the railway labor act, under 
Executive Order 9172, the board has ‘‘exclusive and final’’ jurisdiction 
of all disputes submitted to it in the Proclamation of -July 21, 1942. 

3. That a differential in wages between most of the carriers in- 
volved in these proceedings and the wages of the larger and more 
prosperous carriers had existed prior to the Chicago wage agreement 
of December 15, 1941, and that the increases in rates of pay herein 
recommended are necessary to preserve these differentials. 


4. That the substantial increases in the cost of living of the em- 
ployes here involved which have occurred in the past 18 months justify 
the increases here recommended. 

5. That a basic minimum rate of pay of 46 cents per hour for all 
Class I carriers and for the Addison Miller Company, the Burlington 
Refrigerator Company, the Fruit Growers Express Company, and the 
Western Fruit Express Company, and a basic minimum rate of 4 
cents per hour for the employes of other carriers involved in these 
proceedings are justified. 


6. That the Canton Railroad Company, the Maryland and Pennsy!- 
vania Railroad Company, the Bangor and Aroostook Railroad Com- 
pany, and the Columbus and Greenville Railway are not entitled, as 
a quid pro quo for granting the request made upon them, to insist 
upon special concessions with respect to vacations with pay, with 
respect to the duration of increases in the wage rates, or with respect 
to limiting proposals for changes in rules. 

7. That the refrigerator companies, to wit, the Burlington Re 
frigerator Company, the Fruit Growers Express Company, and thé 
Western Fruit Express Company, as to the employes involved in this 
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controversy, must be treated on the same basis as the employes of the 
other employers involved in these proceedings. 

8. That in the interest of personal efficiency and morale in a 
period of emergency a vacation plan for the employes involved is justi- 
fied; and that the terms and conditions of the Chicago vacation agree- 
ment of December 17, 1941, are fair, equitable, and workable, and do 
not deprive the parties of any of their rights guaranteed by the various 
sections of the railway labor act as amended in 1934. 

9. That the present financial position of many of the carriers is 
such that they will be seriously embarrassed if required immediately 
to meet all back pay due under the recommendations herein made. 

10. That due to the increases in traffic rates granted by the Inter- 
state Commerce Commission to all of the carriers here involved, ex- 
cept to the Addison Miller Company, the Burlington Refrigerator Com- 
pany, the Fruit Growers Express Company, and the Western Fruit 
Express Company, and that due to the substantial increase in business 
arising out of war activities during the past 18 months, most of the 
carriers here involved can without serious embarrassment meet the 
wage and vacation adjustments here recommended. 


On the basis of these findings of fact the Board makes these recom- 
mendations: 


1. That the carriers here involved shall increase basic rates of 
pay of the employes in accordance with the provisions of the Chicago 
wage agreement of December 15, 1941, except as hereinafter provided. 

2. That the effective date of the wage increases herein recom- 
mended shall be December 1, 1941. 


3. That these increases in rates of pay shall be added to the rates 
of pay in existence on May 31, 1941. 

4. That the basic minimum rate of pay of all Class I carriers in- 
volved and of the Addison Miller Company, the Burlington Refrigerator 
Company, the Fruit Growers Express Company, and the Western Fruit 
Express Company shall be 46 cents per hour effective December 1, 1941, 
and that the basic minimum rate of pay of all other carriers included 
in these proceedings shall be 43 cents per hour effective December 1, 
1941. 


5. That in the computation of back pay subsequent to December 
1, 1941, carriers which have made adjustments or paid bonuses subse- 
quent to June 1, 1941, shall be entitled to credits and offsets for such 
increases Or bonuses, provided that this recommendation shall not be 
construed to reduce the rate of pay of any employe. 

6. That the carriers involved may, if they so elect, meet the back 
pay due under these recommendations in six installments, payable 
monthly, beginning with the pay day nearest November 1, 1942. 

7. That all of the carriers involved in these proceedings shall 
accept the terms and conditions of the Chicago vacation agreement of 
December 17, 1941, effective for the year 1942. 


The companies affected and the nature of the disputes 
were listed by the board as follows: 

Addison Miller Co., wages; Alabama, Tennessee & North- 
ern, wages and vacations; Atlanta, Birmingham & Coast, 
wages and vacations; Bangor & Aroostook, wages and vaca- 
tions; Burlington Refrigerator Co., wages and vacations; Blue 
Ridge Railway Co., vacations; Canton Railway Co., wages; 
Carolina & Northwestern, vacations; Columbus & Greenville, 
wages and vacations; Danville & Western, vacations; Des 
Moines & Central Iowa, wages; Detroit & Mackinac, wages 
and vacations; Fruit Growers Express Co., wages and vaca- 
tions; Georgia & Florida, wages and vacations; High Point, 
Randleman, Asheboro & Southern, vacations; Lackawanna & 
Wyoming Valley, wages and vacations; Louisiana & North 
West, wages and vacations; Maryland & Pennsylvania, wages 
and vacations; Meridian & Bigbee River, wages and vacations; 
Midland Continental, wages; Minnesota Western, wages; Mis- 
Sissippi Central, wages and vacations; Missouri & Arkansas, 
wages and vacations; New York Dock Railway Co., vacations; 
New Orleans Public Belt, wages and vacations; New York, 
Ontario & Western, wages; Quanah, Acme & Pacific, wages 
and vacations; Rapid City, Black Hills & Western, wages; 
Western Fruit Express Co., wages and vacations; Wichita Falls 
& Southern, wages, and Yadkin Railroad Co., vacations. 

_ Officials of the American Short Line Railroad Association 
Said they expected the board’s recommendations to be made 
effective by the railroads. 


C. A. Miller, vice-president and general counsel, American 
Short Line Railroad Association, who participated in the hear- 
ings held by the board, said, in answer to questions as to the 
number of employes involved in the disputes and the total 
Cost of the board’s recommendations, if made effective, he 
had no information on those subjects. He said, however, the 


number of employes was not large—that he doubted if there 
were more than 2,000. 


EXPORT FREIGHT PERMIT EXEMPTION 


The O. D. T. has suspended from the provisions of General 
Order O. D. T. No. 16, requiring unit permits on commercial 
freight for export, all property consigned to the Brititsh Avia- 
tion Supply Depot, Philadelphia, and to the procurement division 
of the Treasury Department of New York City. The suspension 
(exception order O. D, T. No. 16-2) became effective September 
1 and applies to all petroleum and petroleum products in bulk 
moving to port areas for offshore destinations. General Order 
0. D. T. No. 16, effective August 1, established the procedure for 
the movement of all government commercial freight for offshore 
destinations under a permit system. 
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Truck Use in Switching Areas 


Ideas as to possibilities for more extensive use of trucks 
for short-haul service within rail switching areas were being 
solicited by the Office of Defense Transportation’s division of 
railway transport in conferences of representatives of railroads 
and motor carriers and with the assistance of committees of 
commercial traffic men in many cities, said V. V. Boatner, 
O. D. T. director of railway transport, September 17. A con- 
ference of officials of rail and truck lines operating in various 
terminal areas in the eastern part of the United States was in 
progress September 16 and 17, in Washington. 

Mr. Boatner said he and his two associate directors—Charles 
B. Colpitts, in charge of rail equipment conservation activities 
of the O. D. T. for the eastern part of the country, and H. G. 
Brandt, directing that work for the western part—were dealing 
with the question draying should be done with rail equipment, 
“as was done in the last war.” Mr. Colpitts’ office is hearing 
room F at the Commission, in Washington, and Mr. Brandt’s 
office is room 1901 in the Civic Opera Building, Chicago. 

With respect to a report that Mr. Brandt had sent out 
questionnaires to more than 400 shippers in the Chicago area, 
asking for comments on suggestions for substitution of truck 
service for certain intra-terminal rail services, Mr. Boatner 
said this work seemingly had been undertaken on Mr. Brandt’s 
initiative, but that it was in line with the nationwide survey 
that the O. D. T. was conducting. The suggestions that had 
been submitted to the Chicago area shippers did not constitute 
a proposed order, and no proposed order had been drawn up, 
he said. He indicated that the study now under way embraced 
the possibility of limiting carload shipments within switching 
districts, as suggested at Chicago, to perishables, dangerous ex- 
plosives, bulk commodities not suited for truck transportation, 
commodities unsuited for such transportation because of their 
size or weight, commodities destined to or shipped from depots, 
warehouses or other facilities of the U. S. armed services, and 
shipments not practicable for truck transportation because of 
the location or type of construction of the loading or unloading 
facilities of the consignors or consignees. 

As to possible objections by shippers to substitution of 
truck service for rail switching area service, Mr. Boatner ob- 
served that objections were the usual result of increased trans- 
portation costs. However, he added, unless steps were taken to 
conserve freight car use wherever and whenever possible, the 
time might come when the railroads could not supply cars for 
shippers when ordered. 

In discussing the freight car conservation steps taken by 
the O. D. T., Mr. Boatner said that steel that had formerly 
moved by rail to shipyards on the Gulf was now moving by 
river carriers, thus avoiding the transportation waste involved 


in the empty return movement of freight cars from the ship- 
yards. 





Truck Leasing Interpretations 


Jack Garret Scott, general counsel of the Office of De- 
fense Transportation, has issued interpretations answering 
questions concerning leasing of trucks under general orders 


O. D. T. No. 3, revised, and No. 17. The questions and answers 
follow: 


Question 1: Private carrier ‘‘A’’ operates from X to Y with full 
loads and returns empty. Private carrier ‘‘B’’ operates in the reverse 
direction with full loads and returns empty. Can either of these car- 
riers lease equipment from the other so that the lessee carrier can 
operate with capacity loads in both directions? 

Answer: Yes. Section 501.69 (a) (2) of Order No. 17 requires, 
under the circumstances therein described, motor carriers (including 
private carriers) to ‘‘endeavor in good faith * * * to lease or rent 
such truck * * * to another person for the transportation of property.”’ 
The lease arrangement must be in good faith, and so the leased ve- 
hicle must, for the period of the lease, virtually become the property 
of the lessee and be operated by him as though it were his property. 
He must assume all of the responsibilities attendant upon its operation, 
including the direction and control of the vehicle and its operations. 

Question 2: Will a lease arrangement made between private car- 
riers change the status of the lessee carrier from a private to a con- 
tract carrier? 

Answer: No, if the lessee transports only his own freight in the 
leased vehicle. Lessee loses his status as a private carrier if he trans- 
ports lessor’s or any other freight for compensation. 

Question 3: When a vehicle is operated by lessee under a lease is 
lessor or lessee responsible for, or charged with the duty of, making 
the mileage reduction of 25 per cent required by Order No. 17, Sec- 
tion 501.67? 

Answer: The leasing of a vehicle by one carrier to another has no 
effect whatever upon the responsibility of each carrier to reduce the 
mileage in each of his own operationg units. Said section 501.67 re- 
quires: ‘‘Each motor carrier shall reduce the total mileage of motor 
trucks operated in each operating unit during any calendar month by 
not less than twenty-five (25) per cent of the total mileage of motor 
trucks operated by such carrier in the same operating unit during the 
corresponding calendar month of 1941 * * *.’’ It is apparent that the 
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requirement does not pertain to the operation of any specific motor 
vehicle, but to the over-all operations of vehicles in each unit. Con- 
sequently, there is no obligation to reduce the mileage of any specific 
truck so long as the required reduction is made in over-all operations 
in the unit. The introduction of another vehicle into the unit, whether 
by purchase, lease, or otherwise, does not change the permitted mile- 
age of that unit but the mileage incurred by the operation of such 
vehicle while in the unit must be charged against the permitted mileage 
bf that unit. Therefore it follows that the leasing of a vehicle has no 
effect other than that the mileage of the leased vehicle is to be charged 
against the lessee carrier. 

Question 4: Would the lease by a private carrier of space in his 
truck to carry lessee’s freight change lessor’s status as a private car- 
rier? 

Answer: Yes. The so-called lessor would become, in respect of 
the goods carried in such space, a carrier for compensation. The lease 
of property or space in or upon property imports possession, control 
or use by the lessee. In the case put, possession and control of space 
in the truck would run with the possession and control of the truck. 

Question 5: May a shipper who engages in no transportation op- 
erations lease a motor truck from a private, contract or common car- 
rier? If so, what is the status of the lessor? 

Answer: The questions stated are questions for decision by the 
Interstate Commerce Commission in respect of interstate commerce 
and by state regulatory bodies in respect of intrastate commerce. 
While our Orders Nos. 3 (Rev.) (in Sec. 501.6 (a) (2) and 17 (in Sec. 
501.69 (a) (2) ) require common, contract and private carriers to lease 
trucks to others, the orders do not require any unauthorized opera- 
tions or any change in the status of carriers. 





Refrigerated Warehousing 


Warning that a “pinch” impends in refrigerated storage 
space required to preserve stocks of perishable foods for the 
war effort, the Office of Defense Transportation has appealed 
to operators and users of refrigerated warehouses to utilize cold 
storage facilities as efficiently as possible. 

O. D. T. officials called attention to the fact that the war 
had produced the greatest demand for refrigerated space in 
the history of the industry, at a time when scarcity of critical 
materials prevented any considerable physical expansion. 

With the period of autumn peak demands approaching, 
the O. D. T. said, total current occupancy of refrigerated ware- 
houses was not materially greater than the percentage of 
occupancy a year ago, but anticipated demand for space showed 
a marked increase. The problem was to coordinate the use of 
storage and transportation facilities in such a way that re- 
frigerated storage space would be available to various sections 
of the country at the times it was needed. Shortages of space 
might develop in one area while warehouse space elsewhere 
was idle, it observed. 


Specifically, O. D. T. predicted, New England, the Hudson 
River Valley, and the Virginia-Maryiand areas might expect 
a shortage of cooler space—space maintained at a temperature 
of about 30 degrees—for storage of large fruit crops, especially 
apples; the Pacific coast and Mississippi Valley from Canada 
to Texas probably would see a shortage of freezer space— 
zero and below—to store meats and poultry; and the Boston 
area might be squeezed for freezer facilities needed to store 
fish. 


The vital role refrigerated warehousing must play in the 
war required that the entire cycle of production, transportation, 
processing and storage be highly coordinated and synchronized, 
the O. D. T. declared. The O. D. T. statement continued as 
follows: 


Storage points for various products must bear a direct relation to 
the end-use or ultimate destination. Products to be processed should 
be stored in warehouses best situated in respect to processing plants, 
and products already processed and packed for market distribution 
or export should be stored at storage-in-transit and terminal points. 

Apples and other fruit for domestic use should be largely stored 
at or near points of production and shipped into the large markets 
to meet current requirements. This will leave terminal warehouses 
and transit points on the main lines of transportation available for 
the storage and handling of a wide range of other products. 

Concentration of holdings should be avoided and a broad distri- 
bution planned. The result will be better protection, less congestion 
and unnecessary burden on transportation and storage facilities, pre- 
vention of deterioration, spoilage and waste of perishable foods, and 
more efficient and economical handling and distributing. 

The O. D. T. appealed for cooperation from shippers and carriers, 
urging that back-hauls, cross-hauls, and all unnecessary shipping or 
trucking be avoided and that storage business be placed most effec- 
tively in relation to the warehouse space and transportation involved. 

Citing war-born factors which have intensified cold storage prob- 
lems, the O. D. T. reported an increase in the production of perish- 
able foods to meet military, civilian and lend-lease requirements. 
Simultaneously the scarcity of tin has curtailed preservation by can- 
ning, and lack of building materials has made impossible the con- 
struction of additional warehouses. Peak holdings in excess of five 
billion pounds of food products are protected. 

Another factor listed by the O. D. T. is the tremendous expansion 
of the egg drying industry, with a resultant hike in demands on re- 
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frigerated storage space for eggs, both shell and frozen. Dried eggs, 
formerly stored without refrigeration, now for the most part are kept 
in coolers for better preservation of quality. . 

Government agencies now are the principal buyers and storers of 
both raw and processed food products, the O. D. T. pointed out. The 
uncertainty of the rate at which food can be shipped by the Uniteq 
States government to its fighting allies injects another complicating 
factor. 

To provide additional storage facilities in coastal areas for military 
uses, transcontinental railroads have broadened their storage-in-transit 
privileges to include frozen fruits and vegetables originating on the 
Pacific coast. This arrangement, permitting frozen fruits and vege- 
tables to be forwarded for storage at interior points in the western, 
southern and eastern territories, has helped prevent much of the con- 
gestion at coast points which otherwise would have resulted from 
military demands. 

The O. D. T. pointed out that war conditions have greatly accel- 
erated the trend of demand from cooler space to freezer space, 
Preservation by freezing has come into increasing use as the result 
of developments in freezing and storage methods. 

Officials described as disappointing the results of O. D. T.’s appeal 
some months ago for the conversion of 11,500,000 cubic feet of cooler 
space to freezer space in refrigerated warehouses. Only about 35 per 
cent of this requested conversion has been effected. It is expected that 
the necessary addition of insulation and coils to existing cooler facili- 
ties will continue to be made, but this further increase of freezer 
space will come too late to meet September-November peak demands, 

Disclosing that butter production and requirements for space for 
the storage of frozen pork had to date been considerably smaller than 
anticipated, the O. D. T. said the refrigerated storage situation is 
slightly more favorable than was expected. The office warned, how 
ever, that a squeeze would come shortly. 


TRUCK DELIVERY CURTAILMENT 


An interpretation making it clear that the public is equally 
responsible with carriers under the delivery curtailment pro- 
visions of General Order O. D. T. No. 17, governing operations 
of private and contract carriers by truck, has been issued by 
Jack Garrett Scott, general counsel of the Office of Defense 
Transportation. Text of the interpretation follows: 


Question: Do the provisions of General Order O. D. T. No. 17 pro- 
hibit a customer or any other person from causing to be made by 
motor truck any special delivery, any call-back, or more than one 
delivery from any one point of origin to any one point of destination 
during any calendar day? 

Decision: Yes. General Order O. D. T. No. 17, applicable to the 
operations of contract and private carriers, provides in section 501.68 
that ‘‘no person shall cause to be made by motor truck and no motor 
carrier when operating a motor truck shall make: (a) any special 
delivery except to hospitals; (b) any call-back; (c) more than one 
delivery from any one point of origin to any one point of destination 
during any calendar day * * *.’’ Any customer or other person who 
causes any of the prohibited deliveries or call-backs, unless the de- 
liveries fall within one of the exceptions, is in violation of section 
501.68 to the same extent as the motor carrier who actually performs 
the prohibited service. Any customer or other person will be deemed 
to have caused, or participated in causing, a delivery when he orders 
or contracts for goods to be delivered, or for the furnishing of services 
involving the delivery of goods knowing, or having reason to know, 
that the delivery involves the use of motor trucks. 


oO. D. T. ASST. GENERAL COUNSEL 


The O. D. T. has announced appointment of Francis A. 
Silver, of Butte, Mont., formerly associated with the Commis- 
sion, as assistant general counsel of the O. D. T. Mr. Silver 
was associated with the Commission for six years and at the 
time of his appointment to the O. D. T. was chief enforce- 
ment attorney of the Bureau of Motor Carriers. Prior to his 
association with the Commission, he was employed with the 
Federal Communications Commission and before that with the 
Board of Railroad Commissioners of the State of Montana. 


COORDINATION OF BUS SERVICES 


The Office of Defense Transportation September 15 issued 
four special orders coordinating bus services to assure maxl- 
mum utilization of equipment, including rubber. 

Special Order O. D. T. No. B-22 directed Dixie Greyhound 
Lines, Inc., and Mo-Ark Coach Lines, Inc., each to eliminate a 
daily schedule between Florence, Ala., and Corinth, Miss., and 
to stagger service between those points. The reduction In 
scheduled service is 6,960 miles monthly. The order is effec- 
tive September 21. 

Special Order O. D. T. No. B-23 directed West Ridge 
Transportation Co., Buffalo and Erie Coach Corp. and Central 
Greyhound Lines, Inc., to stagger schedules, interchange tickets 
and use terminals jointly on their routes between Kane, Pa. 
and Erie, Pa., and between Ashtabula, O., and Buffalo, N. Y: 
The order is effective September 21. ; 

Special Order O. D. T. No. B-24 ordered Boston & Maine 
Transportation Co. to suspend service between Springfield, 
Mass., and Brattleboro, Vt., and Vermont Transit Co., Inc. 
to divert two of its daily round trips between those cities ove! 
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the abandoned route. The saving in scheduled service will be 
2.880 miles a month. The order is effective October 5. 

Special Order O. D. T. No. B-25 directed Southeastern 
Greyhound Lines to withdraw its two daily round trips be- 
tween Huntington, West Virginia, and Ashland, Ky., leaving 
the route to be served by the 10 daily round trip schedules 
of the Atlantic Greyhound Corp. The saving in scheduled 
service will be 2,160 miles a month. The order is effective 
September 21. 


Oo. D. T. WATERWAY COMMITTEE 


Director Eastman has announced the addition of W. B. 
Alfriend, freight traffic manager of the Baltimore Steam Packet 
Co., Baltimore, to Baltimore coastwise and intercoastal car- 
riers’ advisory committee. The committee, appointed last May, 
acts in an advisory capacity to Ernest R. Holzborn, director 
of the O. D. T.’s division of coastwise and intercoastal trans- 
port, on port and shipping problems in the Baltimore area. 


oO. D. T. SCHOOL BUS SECTION 


Director Eastman, of the O. D. T., has announced the ap- 
pointment of C. D. Hutchins, of Columbus, O., as chief of the 
school bus section of the division of local transport. The an- 
nouncement said: 


Mr. Hutchins will have supervision over the 90,000 school buses 
in use throughout the United States, administering the O. D. T. 
policies for conserving equipment and tires. He will also assist in 
the allocation of new equipment to school bus operators. 

The school bus chief, whose section is newly created in the divi- 
sion of local transport, has since 1929 served as auditor for the Ohio 
State Department of Education, specializing in pupil transportation 
in Ohio, where the school bus program is the largest of any state. 
He is the author of many magazine articles on school transportation, 


and has taught special courses at Ohio State University and Miami 
University, Oxford, O. 





WOMEN IN TRANSPORTATION 


“A first-hand study of ways in which women are helping 
to meet personnel shortages in the transportation industry in 
England will be undertaken by the Office of Defense Trans- 
portation,” said the O. D. T., Septemebr 16. 

“The survey, expected to take two months, will be made by 
Miss Dorothy M. Sells, chief of the personnel supply section of 
O. D. T.’s division of transport personnel, who will go to Eng- 
land for the study. 

“In explaining her mission, Miss Sells said that while 
much was known in this country about what work women were 
doing in the transportation field in England there were many 
factors involved that made a first-hand study necessary. 

“Women are being used on a large scale to meet personnel 
shortages in England in jobs formerly filled by men, and this 
information should be very useful in mapping similar programs 
in the United States,” Miss Sells said. 

_ “It is inevitable that a great many women will be employed 
in transportation work in the United States, as more and more 
men are called into war industries and the armed services. This 
may necessitate certain adaptations in the industry, a phase 


of the problem in which considerable progress has been made 
in England.” 


Travel Curtailment 


“No special train or bus service, including charter bus 
Service, to football games or other sports events will be per- 
mitted. At the same time, I am directing that steps’ be taken 
by my office to prevent the overcrowding of regular trains 
serving areas in which such events are to be held.” 

Director Eastman, of the Office of Defense Transportation, 
made the foregoing statements in announcing that such travel 
must be drastically reduced in the months ahead in order to 
conserve vital transportation facilities for war purposes. In 
the fall and winter months, in peacetime, said he, hundreds of 
thousands of Americans traveled by train, bus and automobile 


to football games and other sports events including races. 
Continuing, he said: 


Passenger train and motor bus equipment must be conserved for 
the movement of troops, the movement of soldiers and sailors on leave, 
the movement of relatives and friends to and from camps, and the move- 
ment of those who must travel on essential business connected with the 
war. All of these types of travel must have precedence over mere 
pleasure trips. 

Passenger travel on public carriers in some sections of the country 
has increased 100 per cent over a year ago, and there is no section 
Where the increase is less than 33144 per cent. Weekend congestion on 
both trains and buses is a serious problem in all parts of the country. 

For these reasons the customary heavy train and bus travel to foot- 
ball games and similar events is out of the question this year. 

College football games, and even high school games in some states, 
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have attracted many thousands of people from long distances and have 
made heavy demands on public transportation facilities. This year these 
facilities cannot be made available for this purpose. 

I am not unmindful of the benefits derived from college football and 
other types of sports events, and I am well aware of the desirability 
of continuing these games. Through the cooperation of the public in 
refraining from travel, we hope to assure conditions which will make 
possible the continuance of sports events without depriving those who 
must travel of essential transportation facilities. 

It should be understood that local attendance at games is not ob- 
jectionable insofar as this travel can be accommodated by local trans- 
portation systems, especially those using steel rails rather than rubber 
tires. However, travel by private automobile from any distance should 
be avoided because of the need for saving rubber. 

We are counting on the cooperation of the colleges and high school 
authorities, and of those in charge of professional football, in discour- 
aging out-of-town attendance at sports events. We intend to solicit the 
help of the colleges and universities in making arrangements for the 
transfer of scheduled games to centers of population where as many peo- 
ple as possible will have an opportunity to attend the games without 
traveling. We intend also to ask the authorities to aid in preventing 
travel through their control over the distribution of tickets. 

Members of football teams may, of course, travel on regular trains 
and buses, but no special service will be available for this purpose. 


Free Transportation 


Editor the Traffic World: 

I have noted with interest your editorial of September 12 
intimating that railroad employes are not cooperating in the 
effort to curb the use of free transportation, especially for 
vacation purposes. 

Are you sure you have the facts? 
this office and I believe it is typical: 

There are sixteen of us, the majority having more than 
fifteen years of service and so entitled to generous mileage al- 
lowances under the standard pass rules adopted by the eastern 
carriers some years ago. 

In 1941, ten of us secured and used free transportation on 
foreign lines aggregating 20,000 miles. 

The 1942 vacation season is closed and it is unlikely that 
any more foreign transportation will be requested. So far 
this year only four employes have been furnished with foreign 
line passes. The total was for less than 4,500 miles, and 3,000 
miles of this represents a vacation trip taken early in the year 
before restrictions were placed on travel. 

Most of us have annual passes good over the N. & W. 
Railway System, but they have been gathering moss from dis- 
use since Pearl Harbor. 

I do not subscribe to your view that free transportation 
should be withdrawn arbitrarily, particularly if other groups 
of employes can show that they are cooperating as successfully 
as we have done here. My contact with employes of other car- 
riers leads me to believe that they are doing so. 

Dulcie R. Baird, 
Chief Rate Clerk, 
Norfolk and Western Ry. Co., 
Columbus, O., Sept. 14, 1942. Freight Traffic Dept. 


ere is the record in 





The argument here is that, because the pass privilege is not being 
used as much as it formerly was, it should not be withdrawn. We 
do not agree with respect to free transportation nor any other matter 
in which war effort is demanded. What is wanted is not a little 


or even much cooperation, but one hundred per cent effort.—Editor 
The Traffic World. 





Sleeping Car Reservations 


Editor the Traffic World: 

In the August 29 Traffic World, ‘‘Current Topics in Wash- 
ington,” there is a statement that the Pullman Company is still 
offering to sell tickets for single occupancy of sections as well 
as for certain types of rooms. 

Evidently your attention has not been called to the sup- 
plements to Pullman tariffs issued August 3 and which the 
Commission permitted us to put into effect on short notice 
August 15. Under these tariffs a section will not be sold by 
a ticket agent. In other words, one passenger cannot engage 
a section for his exclusive use in advance. There is a pro- 
vision that, if the upper is not occupied or needed for separate 
occupancy, the Pullman conductor will let the occupant of 
the lower have the section privilege on a strictly overnight 
basis. With the tariffs, as now effective, and the instructions 
given both ticket agents and our car service employes, there 
should be no instance of a passenger being unable to get a 
berth because someone else is using an entire section. 

Small rooms such as roomettes and duplex single-rooms 
are intended to be used by only one passenger. So far as bed- 
rooms are concerned, they were meant either for a passenger 
traveling alone or to be shared by some member of a family 
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or party. Putting strangers in these rooms would seem to be 
comparable to putting strangers together in a hotel room.* 
E. P. Burke, Passenger Traffic Manager, 
The Pullman Company. 
*Of course, our correspondent made no suggestion of that sort. 


The sale of bedrooms for single occupancy, however, could be reg- 
ulated.—Editor the Traffic World. 


TRUCK INFORMATION OFFICES 


In announcing establishment of a new joint information 
office at Louisville, Ky., the fourth of such offices to be organ- 
ized to aid motor carriers in complying with truck conservation 
regulations, the O. D. T. said that all such offices must display 
an O. D. T. certificate and that carriers were not required to 
register with any office in which such a certificate was not 
posted (see Traffic World, September 12). 

The Louisville office will collect and distribute to carr iers 
information about equipment available and goods awaiting 
shipment in their areas. The managers of the office is Lew 
Ullrich, and members of the board of governors are Charles 
A. Browne, William E. Crutcher, James P. Kelly, J. O. Killion, 
D. M. Miles, Joseph E. Murphy, Morgan J. Parlin, William C. 
Pickering, Herman F. Suffridge, James P. Willett, A. A. 
Byrne, A. N. Gossmann, M. M. Chandler, Emile F. Fleischer, 
Eugene S. Ludy, Carl H. Arnold, L. T. Skeffington, Rodman 
Maffet and George E. Gill. 





Revenue Freight Loading 


Loading of revenue freight the week ended September 12 
totaled 814,885 cars, according to the Association of American 
Railroads. This was 8.2 per cent below the preceding week, 
10.9 per cent below the corresponding week of 1941 and 1.3 
per cent above the corresponding week of 1940. The week 
September 12 included a holiday while the weeks with which 
comparisons were made did not. 


All districts reported decreases compared with the corre- 
sponding week in 1941, except the Southwestern, but all dis- 
tricts reported increases compared with the corresponding week 
of 1940, except the Eastern and Northwestern. 


1942 1941 1940 
Week of September 12 .............. 814,885 914,656 804,265 
PS | psbA 0 hip alvin wa alas somseraee ae 30,435,366 29,439,986 24,954,277 


Revenue freight loading by districts the week ended Sep- 
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tember 12 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 5,942 and 7,428; live 
stock, 1,134 and 996; coal, 29,950 and 34,567; coke, 3,795 and 3,529; for- 
est products, 1,906 and 2,188; ore, 6,398 and 6,401; merchandise, L. C. L., 
22,011 and 43,321; miscellaneous, 74,290 and 87,278; total, 1942, 145,426. 
1941, 185,708; 1940, 163,059. 

Allegheny district: Grain and grain products, 3,814 and 4,390; live 
stock, 1,157 and 1,022; coal, 39,130 and 47,324; coke, 5,998 and 5,910: 
forest products, 1,382 and 1,645; ore, 16,545 and 15,120; merchandise, 
L. C. L., 19,056 and 31,054; miscellaneous, 86,304 and 95,426; total, 
1942, 173,386; 1941, 201,891; 1940, 170,716. 

Pocahontas district: Grain and grain products, 228 and 255; live 
stock, 247 and 261; coal, 40,270 and 44,469; coke, 843 and 618; forest 
products, 866 and 786; ore, 542 and 500; merchandise, L. C. L., 2,731 
and 5,109; miscellaneous, 7,642 and 8,724; total, 1942, 53,369; 1941, 60,722: 
1940, 51,627. 

Southern district: Grain and grain products, 2,266 and 2,706; live 
stock, 1,203 and 1,006; coal, 22,114 and 22,372; coke, 554 and 440; forest 
products, 15,818 and 15,011; ore, 1,710 and 1,571; merchandise, L. C. L., 
13,022 and 25,362; miscellaneous, 56,437 and 56,380; total, 1942, 113,124; 
1941, 124,848; 1940, 107,583. 

Northwestern district: Grain and grain products, 18,928 and 15,550; 
live stock, 3,535 and 3,054; coal, 5,896 and 6,649; coke, 1,896 and 2,077; 
forest products, 12,255 and 12,308; ore, 52,014 and 45,559; merchandise, 
L. C. L., 7,430 and 18,966; miscellaneous, 39,588 and 43,484; total, 1942, 
141,542; 1941, 147,647; 1940, 141,572. 

Central Western district: Grain and grain products, 10,386 and 
11,226; live stock, 6,175 and 5,999; coal, 11,000 and 11,425; coke, 161 and 
246; forest products, 9,310 and 9,999; ore, 5,150 and 4,791; merchandise, 
L. C. L., 10,433 and 24,927; miscellaneous, 69,232 and 64,596; total, 1942, 
121,847; 1941, 133,209; 1940, 116,577. 

Southwestern district: Grain and grain products, 3,832 and 3,491; 
live stock, 1,885 and 2,114; coal, 5,130 and 4,986; coke, 182 and 126; 
forest products, 4,754 and 4,875; ore, 317 and 506; merchandise, L. C. L., 
4,595 and 10,173; miscellaneous, 45,496 and 34,360; total, 1942, 66,191; 
1941, 60,631; 1940, 53,131. 


Revenue freight loading the week ended September 5 
totaled 887,960 cars, according to the Association of American 
Railroads (see Traffic World, Sept. 12). 

All districts reported increases compared with the corre- 
sponding weeks in 1941 and 1940. 


1942 1941 1940 

5 ee 3,858,273 3,454,409 3,215,565 
4 WEEKS OF FPREDTUALY 2.6 cicciccccccccce 3,122,773 2,866,565 2,465,685 
aS aS. 3,171,439 3,066,011 2,489,280 
ee. a. | a rr 3,351,038 2,793,630 2,495,212 
Sh I le ND ono no sewn kod cvsne wins 4,170,713 4,160,060 3,351,840 
EE NE oak ele 0am. da beweors 3,385,769 3,510,057 2,896,953 
a a | 3,321,568 3,413,435 2,822,450 
S QPOGS OF APG. occ ccc d cc ssccieenuce 4,350,948 4,463,372 3, 717,933 
Week of September 5 ............... 887,960 797,791 695,094 

5 ee ri Pere are arr ate 29,620,481 28,525,330 24,150,012 


Revenue freight loading by districts the week ended Sep- 


Revenue Freight Car Loading—Week Ended Saturday, Sept. 12 





Grain and Live Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1942 45,396 15,336 153,490 13,429 46,291 82,676 79,278 378,989 814,885 
Total all roads Sept. 12......... 4 1941 45,046 14,452 171,792 12,946 46,812 74,448 158,912 390,248 914,656 
| 1940 42,494 17,379 140,121 11,148 40,438 73,702 156,442 322,541 804,265 
Preceding week September 5...... 1942 44,08 16,143 166,100 14,275 52,442 85,862 88,997 420,057 887,960 
Per cent increase over............. 1941 8 6.1 3.7 pe Pe 
Per cent decrease under........... 1941 10.7 23 50.1 2.9 10.9 
Per cent increase over............. 1940 6.8 9.5 20.5 14.5 12.2 17.5 1.3 
Per cent decrease under........... 1940 11.8 49.3 
(1942 1,490,556 . 446,668 5,921,334 517,663 1,793,668 2,175,163 4,250,395 13,839,919 30,435,366 
Cumulative 37 weeks to Sept. 12) 1941 1,439,041 401,305 5,221,689 479,371 1,543,442 1,915,713 5,729,245 12,710,180 29,439,986 
| 1940 1,315,578 427,138 4,756,697 367,760 1,216.934 1,474,525 5,398,066 9,997,579 24,954,277 
Per cent increase over............- 1941 3.6 11.3 13.4 8.0 16.2 13.5 8.9 3.4 
Per cent decrease under........... 1941 ‘ 25.8 
Per cent increase over............. 1940 13.3 4.6 24.5 40.8 47.4 47.5 38.4 22.0 
Per cent decrease under........... 1940 21.3 
Per cent to 15 year average, 97.7 per cent. 
Revenue Freight Car Loading—Week Ended Saturday, Sept. 5 
Grain and Live Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1942 44,084 16,143 166,100 14,275 52,442 85,862 88,997 420,057 887,960 
Total ali roads Sept. 5......... 4 1941 36.878 12,617 150,164 12,603 39,646 70,802 138,398 336,683 797,791 
| 1940 37,254 15,876 118,522 9,844 34,657 69,487 134,579 274,875 695,094 
Preceding week August 29......... 1942 47,463 16,392 167,981 13,885 54,686 88,529 91,157 419,326 899,419 
Per cent increase over............. 1941 19.5 27.9 10.6 13.3 32.3 21.3 24.8 11.3 
Per cent decrease under........... 1941 35.7 
Per cent increase over............. 1940 18.3 a4 40.1 45.0 51.3 23.6 52.8 27.7 
Per cent decrease under........... 1940 33.9 
{ 1942 1,445,160 431,332 5,767,844 504,234 1,747,377 2,092,487 4,171,117 13,460,930 29,620,481 
Cumulative 36 weeks to Sept. 5. 1 1941 1,393,995 386,853 5,049,897 466,425 1,496,630 1,841,265 5,570,333 12,319.932 28,525,330 
| 1940 1,273,084 409,759 4,616.576 365,612 1,176,496 1,400,823 5,241,624 9,675,038 24,150,01 
Per cent increase over............. 1941 3.7 11.5 14.2 8.1 16.8 13.6 9.3 3.8 
al cent cape se 1941 25.1 
Per cent increase over............. 1940 13.5 5.3 J ‘ at 
Per cent decrease under........... 1940 ~— _ _ — 20.4 - - 


Per cent to 15 year average, 122.3. 
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tember 5 and for the corresponding period last year was re- 
ported as follows: 


- Eastern district: Grain and grain products, 7,249 and 5,719; live 
stock, 1,264 and 1,001; coal, 32,876 and 31,778; coke, 4,040 and 3,412; 
forest products, 2,145 and 1,800; ore, 6,958 and 6,144; merchandise, L. 
C. L., 25,682 and 37,019; miscellaneous, 84,530 and 73,202; total, 1942, 
164,744; 1941, 160,075; 1940, 136,815. 

Allegheny district: Grain and grain products, 4,230 and 4,008; live 
stock, 1,085 and 889; coal, 42,661 and 41,194; coke, 6,433 and 5,855; for- 
est products, 1,343 and 1,526; ore, 16,859 and 14,005; merchandise, L. 
C. L., 20,925 and 26,655; miscellaneous, 95,559 and 83,571; total, 1942, 
189,095; 1941, 177,703; 1940, 145,439. 

Pocahontas district: Grain and grain products, 277 and 200; live 
stock, 272 and 244; coal, 42,393 and 38,877; coke, 863 and 652; forest 
products, 1,030 and 800; ore, 674 and 427; merchandise, L. C. L., 2,771 


and 4,714; miscellaneous, 8,053 and 7,300; total, 1942, 56,333; 1941, 


53,214; 1940, 45,670. 

Southern district: Grain and grain products, 2,483 and 2,060; live 
stock, 1,179 and 969; coal, 24,211 and 19,012; coke, 583 and 456; forest 
products, 17,634 and 14,286; ore, 1,817 and 1,450; merchandise, L. C. L., 


13,847 and 23,424; miscellaneous, 59,633 and 47,658; total, 1942, 121,387; 
1941, 109,315; 1940, 94,098. 


Northwestern district: Grain and grain products, 15,491 and 12,615; 
live stock, 3,691 and 2,800; coal, 6,567 and 5,419; coke, 1,919 and 1,894; 
forest products, 14,295 and 8,897; ore, 54,417 and 43,680; merchandise, 


L. C. L., 8,721 and 16,329; miscellaneous, 43,765 and 38,233; total, 1942, 
148,866; 1941, 129,867; 1940, 126,052. 


Central Western district: Grain and grain products, 10,440 and 
9,325; live stock, 6,197 and 5,128; coal, 11,785 and 9,878; coke, 299 and 
215; forest products, 10,387 and 7,684; ore, 4,716 and 4,505; merchandise, 


L. C. L., 11,741 and 21,248; miscellaneous, 78,736 and 57,091; total, 
1942, 134,301; 1941, 115,074; 1940, 102,036. 

Southwestern district: Grain and grain products, 3,914 and 2,951; 
live stock, 2,455 and 1,586; coal, 5,607 and 4,006; coke, 138 and 119; 
forest products, 5,608 and 4,653; ore, 421 and 591; merchandise, L. C. L., 


5,310 and 9,009; miscellaneous, 49,781 and 29,628; total, 1942, 73,234; 
1941, 52,542; 1940, 44,984. 


Freight Car Performance 


The Office of Defense Transportation was exploring the 
part the trucking industry could play in short-haul gnd intra- 
terminal freight service to relieve the pressure on railroad 
freight car equipment, said V. V. Boatner, director of railway 
transport of the O. D. T., in an address before the New Eng- 
land Shippers Advisory Board at Boston, September 15. 

“I do not think it is generally understood that one of the 
major reasons for the railroads being able to surpass all pre- 
vious records is the part that is being played by the trucking 
industry,” said he, after having stated he had two associate 
directors with staffs exploring the possibilities in the field of 
rail-truck coordination. 

General order O. D. T. No. 1, setting minimum weights for 
less-than-carload freight, owed considerable of its vitality to the 
truck, said he. The terminal and short-haul traffic carried by 
trucks had relieved the railroads of performing the equivalent 
of a drayage service in many communities. This character of 
movement had been greatly reduced because the trucking in- 
dustry had long since taken over a large part of it. There re- 
mained, however, a considerable amount of short-haul and in- 
tra-city traffic in the large cities that moved by rail. 

In the Chicago switching district, he said, this movement 
amounted to about 1,000 cars a day, and a considerable amount 
of this traffic was not adaptable to truck transport. At the 
same time, he said, the transport situation was so tight the 
0. D. T. was interested in every car. To enable its representa- 
tives to make a clear appraisal of the situation, he said he had 
appointed committees composed of outstanding commercial 
traffic men in the various cities throughout the country to 
counsel] and assist the O. D. T. in resolving this problem of 
rail-truck coordination to the greatest degree practicable. 

General order O. D. T. No. 1 had resulted in the equivalent 
of adding 65,000 additional cars to the supply, said he. In 
August, 1941, he said, the percentage of unserviceable cars was 
48 of the total, whereas in August, 1942, the percentage was 
3.2, equivalent to adding 21,000 additional cars to the supply. 
The heavier loading, more prompt loading and unloading, said 
he, had resulted in increased utilization equal to an addition 
of not less than 50,000 cars. Continuing, he said, in part: 


_ This greater utilization has been accomplished in 1942, whereas 
In 1941 it was generally claiméd that the railroads had done the most 
efficient job in their history. 

: There was loaded during the week ending August 29, 900,000 cars 
with a surplus of 58,500 reported, which is about the margin neces- 
Sary to permit distribution without shortages, for an even spread in 
the car supply cannot be had all over the country at the same time. 

This total loading for the week was about 12,000 cars less than 
for the same period in 1941 and 23,000 less than for the peak week in 
October, 1941, at which time the reported surplus, or distributional 
Margin, was a little in excess of 40,000 cars. 

The question arises as to what happened to prevent the surplus 
from being much greater if all these efforts had saved so many cars 
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that the equivalent was some 170,000 added to the supply. And the 
answer is that these additional equivalent cars were enabling the roads 
to produce just that much more transportation in the first eight months 
of 1942 than in the comparable period in 1941, for that is the amount 
of the increase in the net ton miles handled in 1942 over 1941. 

Had we loaded and unloaded cars, and handled the supply in the 
same manner for the first eight months of 1942 as was actually done 
in the same period of 1941, the actual loadings for the week ending 
August 29, instead of being about 900,000, would have been approxi- 
mately 1,070,000 cars. But last year we had only some 40,000 surplus 
ears after the peak week of 923,000, so if all the surplus had been 
utilized on the same basis this year, the loadings would have been 
about 960,000 cars with a shortage of 110,000 to meet the actual de- 
mands. 

The small surplus now existing, which I have said is little more 
than the distribution margin, is composed largely of closed car equip- 
ment and is induced by the light movement of grain because there is 
no place now to move it. This will soon change to some extent as 
consumption makes room in elevators at eastern milling points to 
accommodate movements. 

The railroads have performed an equally excellent job in the use 
of locomotives. Reduction of the number of unserviceable engines 
from 11.7 per cent of the total in August, 1941, to roundly 7 per cent 
in August, 1942, together with an increase of 7 per cent in the train- 
load, has made available about 3,500 more locomotives than were 
utilized in 1941. Thus, by the net addition of only 23,000, or 1.5 per 
cent, new freight cars to the supply and about 200, or .5 per cent, 
new road locomotives, the increased utilization made possible by the 
combined efforts of all of us has enabled the railroads to carry a 35 
per cent heavier traffic load in net ton miles than in 1941, the previous 
best ton-mile performance record. 

Have we exhausted the possibilities of increased utilization of 
facilities as far as the railroads are concerned? The answer is, I do 
not think we have yet scraped the bottom of the barrel. General 
Order O. D. T. No. 18, which becomes effective October 15, makes it 
mandatory, with certain modifications and exceptions, to load cars 
to capacity. This will add additional cars to the supply but not to the 
extent of some of the other steps taken. 


Gormley Predicts Ton-Mile Increase 


Much has been accomplished in getting greater use out 
of freight cars, but the cars “will have to be loaded and un- 
loaded more promptly and loaded more heavily” if the rail- 
road traffic load of the rest of 1942 and of 1943 is to be suc- 
cessfully handled. So said M. J. Gormley, executive assistant, 
Association of American Railroads, in an address at the fall 
meeting of the Great Lakes Regional Advisory Board, at To- 
ledo, O., September 16. 

He said he had always believed that more could be gained 
by cooperation than by compulsion and that he still believed so. 
In every line of endeavor, however, he continued. there were 
“always a few who do not cooperate to the fullest extent.” 
To this, he said, the field of transportation was no exception. 

“The great majority of shippers are cooperating splendidly 
with the railroads, but there is still more that some can do.” 
said he. “This is particularly true of heavier loading, which 
is more difficult to control than quick loading and unloading.” 

Because of this condition, the Office of Defense Transpor- 
tation had decided to issue its general order No. 18. he con- 
tinued, adding that “shippers, quite generally, were in agree- 
ment on this.” The object of the order, he said, was “to 
conserve the car supply at a time when freight cars are so 
important to the nation’s security.” Continuing, he said: 


The order will have little effect on the many shippers who have 
been accustomed to loading cars heavily, but it is Hkely to incon- 
venience some who have not been doing this. However, it should be 
remembered that these are not normal times. We are at war. All of 
us must make sacrifices, some more than others. It is not asking too 
much of a shipper to load his cars more heavily if by doing so, he 
helps to maintain the transportation service that is so vital to the war 
effort. 

The effectiveness of Order 18 will depend on cooperation more 
than is generally recognized because a large measure of the order’s 
control is in the hands of shippers by reasons of its exceptions. I 
urge shippers not to take advantage of these exceptions simply because 
they are available. Every car should be loaded to maximum capacity 
whenever possible. 

One of the reasons it is imperative that maximum use be gotten 
out of every freight car is that the railroads will have to do the job 
ahead with the car equipment they have, plus what little they can get. 
The railroads are trying to obtain more cars and locomotives to meet 
the rising tide of traffic. 


“So-called railroad experts’ sometimes asked “why the 
railroads did not buy more cars and locomotives during the 
several years before we entered the war,” said the speaker. 
The answer, he said, was that they “did add enough new equip- 
ment to keep pace with every transportation demand that was 
foreseen, and a good many demands that were not foreseen.” 

He analyzed his own prophecies, made two years ago be- 
fore the Great Lakes Board, as to the ability of the railroads 
to meet all demands. He said at that time “skeptical” friends 
said that he had “gone out on a limb and sawed the limb off,” 
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and “produced a lot of figures in support of their contention 
that M. J. G. was way off on his predictions as to the amount 
of traffic that could be handled by the railroads.” He could 
not foresee, at that time, he said, that war production would 
increase so rapidly, that the United States would enter the 
war, that our Army and Navy would increase to their present 
size, “or that lend-lease would complicate transportation con- 
ditions.” 

Had he known all those things two years ago, however, 
he asserted, he would not have changed his statements, but 
might have been ‘more emphatic” in his predictions that the 
railroads would do the job. He made those statements, he 
said, because he “had confidence in our railroads and in their 
capacity and in the ability of their vast number of trained 
employes,” and because he knew that the railroads “could count 
on the cooperative spirit of the shippers and receivers.” 

He spoke at length of the traffic increases and the reasons 
for them—such as the increasing shortage of other means of 
transportation and the enormous demands for freight space 
and passenger capacity by the armed forces. The real ques- 
tion now, however, he said, was as to whether the railroads 
would be “able to continue their fine record as the war pro- 
gresses.” On that point, he said: 


The answer to this question depends largely on what the demands 
will be, and how much equipment the railroads will have with which 
to meet them. It is expected that railroad freight traffic, as meas- 
ured by ton-miles, will be about 30 per cent more in 1942 than it was 
in 1941, and that railroad passenger business, as measured by pas- 
senger-miles, will be 50 per cent greater this year than it was in 1941. 

There is every indication that rail traffic will continue to rise next 
year, but that the monthly rate of increase will not be as great as 
in 1942. War production is certain to increase. Troop movements 
will increase as our Army and Navy are enlarged. Passenger business 
will go up as the use of rubber-tired and gasoline-driven vehicles de- 
creases. The railroads will continue to handle such unaccustomed 
loads as the oil movement to the east and the all-rail movement of 
coal into New England. On the other hand, civilian production will 
probably fall to minimum levels in 1943. 

Considering all these factors, the increase in the demands for rail 
transportation in 1943 may be approximately 15 per cent greater than 
in 1942. 

In making plans to meet these anticipated increased demands, let 
us not forget that no matter how many guns or tanks or planes we 
build, they are of no value to the war program unless they can be 
delivered to where they are needed. And this cannot be done unless 
there is adequate and efficient rail transportation. 

Let us not make the same mistake that Hitler made in planning 
his ‘‘blitzkrieg.’’ He was so busy developing newer forms of land 
transport that he neglected Germany’s railroads. Now, according to 
newspaper correspondents who recently returned from Germany, that 
country faces a serious breakdown of its railroads, and the transpor- 
tation situation is .becoming a genuine threat to the military effort 
of the Reich. For instance, Louis P. Lochner, chief of the former 
Berlin bureau of the Associated Press and Wide World, had this to 
say: 

“Adolph Hitler’s widely advertised super-highways loom as an 
important factor in the undoing of the German war machine—para- 
doxical though that may seem. The longer the war lasts, the more 
evident it is becoming that Hitler bet on the wrong horse in devoting 
the nation’s energies, so far as the transportation problem is concerned, 
chiefly to construction of super-highways rather than to improvement 
or even upkeep of Germany’s complicated and far-flung railway 
system.”’ 

Let us not be led to believe that because the railroads have been 
able to do such an outstanding job with their present equipment, they 
can handle substantial increases in traffic without adding cars and 
locomotives. 

The railroads have estimated how much new equipment they will 
need to meet the rising tide of traffic in 1943, and how much steel 
and other materials they must have for the repair and maintenance of 
existing cars and locomotives, tracks and structures. They have made 
these requirements known to the proper government authorities. If 
the materials can be made available—and it is vital that they are— 
the railroads will continue performing the same sort of transportation 
service that they have since war began. 


L. M. Betts, manager, railroad relations section, A. A. R., 
in a speech on general transportation conditions, said that, 
so far, the railroads had “moved every ton of freight tendered 
them to haul; they have carried every person who wished to 
travel by rail to where he wanted to go; they have met every 
transportation emergency.” 

Clayton Grandy, trade association director for the indus- 
trial salvage section of the War Production Board, made a 
plea to railroad and industrial men to ferret out and put in 
production supplies of steel scrap. On a nationwide basis, he 
said, there were at present inventories of scrap available to 
keep the steel mills in production for only one month. More 
than 17,000,000 tons of scrap would have to be collected by 
January 1, or “war production during the critical months ahead 
will be seriously hampered,” said he. 

Estimates of carloadings in the board area, presented by 
commodity carloading committees and summarized by K. A. 
Moore, general traffic manager, Automotive Council for War 
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Production, indicated that the increase for the fourth quarter 
of 1942 would be 9.3 per cent over the fourth quarter of 1941, 
Much of that would be accounted for by an increase of 33,493, 
or 23.6 per cent, cars predicted by the ore and concentrates 
committee. In percentages, the greatest increase was that 
forecast in potato loadings, from 1,024 to 3,000 cars, or 192.9 
per cent. Other high percentage increase predictions included 
fertilizers, 16.4 per cent; machinery and boilers, 13.5 per cent; 
canned goods, 12.9 per cent; cement, 11.5 per cent, and flour, 
meal and other mill products, 10 per cent. Decreases were 
predicted on agricultural implements and vehicles, other than 
automobiles, 41.1 per cent; lime and plaster, 32 per cent; 
hay, straw and alfalfa, 18.6 per cent; grain, 12.9 per cent; 
paper, paper board and prepared roofing, 9.5 per cent; brick 
and clay products, 9.3 per cent and coal and coke, 7 per cent. 

The luncheon session, at Which Mr. Gormley spoke, was 
sponsored jointly by the board and the Toledo Transportation 
Club. At the business session, at which W. E. Maloney, presi- 
dent of the board presided, there were reports from the exec- 
utive committee, L. H. Baughman, chairman; the railroad con- 
tact committee, R. J. Bowman, chairman; the car efficiency 
committee, Allen Dean, chairman, the freight loss and damage 
prevention committee, W. A. Ruehl, chairman; chambers of 
commerce committee, Mr. Dean; the interregional committee, 
H. Adema, and the legislative committee, Clare B. Teft, chair- 
man; C. R. Musgrave, vice-president, Phillips Petroleum Com- 
pany, Bartlesville, Okla., and chairman of the joint tank car 
committee, Office of Petroleum Coordinator, spoke on ‘“Petro- 
leum Transportation.” There was an open forum discussion 
of O. D. T. general orders led by F. J. Armstrong, traffic man- 
ager, United States Radiator Corporation, Detroit. 


PACIFIC NORTHWEST BOARD MEETING 


Commissioner Johnson will be the speaker at a luncheon 
to be held in connection with the fall meeting of the Pacific 
Northwest Shippers’ Advisory Board at the Davenport Hotel, 
Spokane, Wash., October 2. He will speak on increased utiliza- 
tion of railroad equipment in war time. At the business ses- 
sion, at which K. C. Batchelder, West Coast Lumbermen’s 
Association, Seattle, president of the board, will preside, H. D. 
Smith, western zone manager, Weyerhaeuser Timber Company, 
Tacoma, Wash., the board’s executive secretary, will sum- 
marize reports of commodity committees on car requirements 
for the last quarter of 1942. 

F. P. Borden, Douglas Fir Plywood Association, Tacoma, 
general chairman of the board’s car efficiency committees, will 
describe the organization and workings of those committees 
in local areas within the board’s territory. E. Vaughn Klein, 
vice-president, Spokane and eastern branch, Seattle First Na- 
tional Bank, is chairman of the local committees on arrange- 
ments for the meeting and luncheon. 


CAR SURPLUS REPORT 


U. S. Railroads reported an average daily surplus of 52,954 
freight cars for the week ended September 5, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 31.217: auto box, 5,416; 
total box, 36,633; flat, 1,405; gondola, 2,177; hopper, 2,252; 
total coal, 4,729; and miscellaneous, 10,187. 

U. S. railroads reported an average daily surplus of 53,154 
cars for the week ended September 12, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 31,218; auto box, 5,332: 
total box, 36,550; flat, 1,347; gondola, 2,886; hopper, 2,863; total 
coal, 5,749; and miscellaneous, 9,508. 


PAPERBOARD BOX STAPLES 

Manufacturers of folding and set-up boxes were warned 
September 14 by the containers branch of W. P. B. that vref- 
erence ratings for steel stitching wire in packages would not 
be granted except for the most essential uses. 

Franklin R. Kelly, acting chief of the folding and set-up 
box section, urged manufacturers to eliminate metal stitch- 
ing wire wherever possible. He said that glues and paper cor- 
ner-locks in many cases could be effectively substituted for 
the metal stitching wire. The wire normally was used as 4 
heavy metal staple in light weight paperboard boxes, the 
W. P. B. branch observed. 


MATERIALS FOR FREIGHT CARS 


War Production Board officials September 16 denied 4 
report that the board had approved allocation of materials for 
construction of 800 freight cars for Central and South Ameri- 
can republics. Applications for allocation of materials for 
cars for Mexico and Brazil had been received, it was stated, 
but had not been approved. 
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Transportation Board Report 


The Board of Investigation and Research has submitted its 
annual report to Congress as directed by the transportation 
act, 1940. The report was signed by Chairman Nelson Lee 
Smith and Board Members Robert E. Webb and C. E. Childe. 

The report consists of discussion of the board’s studies of 
public aids to transportation, of relative economy and fitness of 
carriers, of taxation, of interterritorial freight rates, and of 
air transportation. 


In the section dealing with public aids to transportation the 
poard sets forth the view that, in effect, the determination of 
public aid is not a simple thing but one involving many fac- 
tors and considerations. 


After stating that it expected it would submit its report on 
public aids early in 1943, the board, in a general discussion, 
followed by a detailed review of data and statistics submitted 
at the hearings held the week beginning June 29, said: 


During the course of the investigation to date the importance of 
certain basic issues has already become apparent. The board has 
not finished its investigation, and therefore is not yet ready to state 
its conclusions regarding these controversial matters. Nevertheless, 


it may be appropriate at this time to indicate what the more impor- 
tant of these questions are. 


1. The problem of public aids to the carriers involves more than 
a mere collection and tabulation of public expenditures for transpor- 
tation purposes. Public aid may be conferred by extensions of public 
credit, by purchases of securities, by the donation of land or other 
public property, and by payments which exceed the costs of transpor- 
tation services rendered in return. What constitutes and comes within 
the scope of public aid is, therefore, a question which must be an- 
swered prior to the determination of the amount or value of such aids. 

2. Public aids have been extended in a variety of ways. Ques- 
tions arise, therefore, as to the proper standards for use in measuring 
the amounts of aid conferred in any given instance. Whether dona- 
tions of public lands or other property should be valued as of the 
time of grant or in terms of value received by the carriers as of the 
time of the sale or use of the donated properties, for example, involves 
questions of principle and of valuation. Similarly, there is disagree- 
ment as to whether the public aid conferred by extensions of govern- 
ment credit should be measured by the net cost to the lending agency 
or by the net saving to the borrower. Determination of whether or 
not any public aid is included in payments made to carriers for services 
rendered, as for transportation of the mail, requires that costs of the 
carriers be allocated between that service and others jointly performed. 


3. When public funds are expended for the construction or im- 
provement of such transportation facilities as highways or waterways, 
an important issue is whether the expenditures made in any year 
should be regarded as public aid chargeable wholly to that particular 
year. The costs of long-lasting capital facilities provided from public 
funds may reasonably be apportioned over the years during which the 
facilities are available to those who use them. If the total capital 
expenditure is assigned to the year in which it is made, there may be 
a showing of a large amount of public aid in that year, even though 
the use of the facilities will extend far into the future. During a 
period when public capital expenditures are large, to charge the entire 
amount as public aid to transportation during that period would fail 


to reflect the true costs assignable to later beneficiaries of the same 
facilities. 


To meet these objections, there is merit in setting up such capital 
expenditures as a public investment to be spread, or amortized, over 
the entire estimated service life of the facilities provided. This serv- 
ice life should reflect both the probable factors of physical depreciation 
and of obsolescence affecting the economic usefulness of the facility 
or improvement. A later section of this report shows the large amounts 
by which the annual expenditures on the highway system have exceeded 
the annual costs for the 1921-1940 period. Annual cost, as the term 
is here used, has been tentatively computed by the staff of the Board 
to include: the expenditures for current maintenance and operation, a 
share of the past construction expenditures or capital outlays to be 
amortized over the estimated period of useful life of the investment, 
and an interest charge on the unamortized capital investment remain- 
ing at the beginning of the year. Whether, and to what extent, these 
particular elements should finally be included in the calculation of 
annual cost has not yet been determined by the Board. 


: 4. The determination of public aids involves many problems of 
judgment in cost allocation. Waterways are improved, not only to 
facilitate navigation, but frequently to develop power, to afford pro- 
tection from floods, and for other purposes not related to transpor- 
tation. The entire costs must be apportioned fairly among the purposes 
which the project serves in order that public aids to transportation 
may be estimated. To such extent as highways have been provided 
to serve general public purposes, as well as to afford inproved rights- 
of-way for motor vehicles, their costs should be assigned to the gen- 
eral public and to motor-vehicle users according to the best evidence 
available concerning the relative responsibilities of the two uses in 
causing the facilities to be provided and the outlays to be made. Addi- 
tional allocations are necessary to determine the extent of public aids 
to various classes of motor-vehicle users. Public airports and airways 
are used by commercial airlines, private flyers, and recently to an 
Mcreasing extent by the military forces. Many other illustrations of 
the problem of allocating the costs of facilities used jointly might 
be cited. Ordinarily joint costs cannot be allocated as an exact mathe- 
Matical calculation, but reasonable approximations may be made on 
the basis of judgments supported by known facts. 

5. The determination of public aids to transportation also re- 
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quires that the compensations which carriers and other users make 
for the use of transportation facilities provided by the public be taken 
into account. Aside from the problem of ascertaining the amounts 
of such payments and allocating them properly among the contributing 
groups, the principal issue is to distinguish between taxes levied for 
the support of the general functions of government and special user 
payments which may be credited to determine whether a net balance 
of public aid has been received. 

6. The opinion is sometimes expressed that in determining the 
extent of public aids there should be taken into account the benefits 
that have resulted from the aids which have been conferred. It is 
pointed out that such aids have created national wealth, developed 
the country, relieved distressed conditions, or lowered the transpor- 
tation charges which shippers pay. It seems clear, however, that 
while the purpose of public expenditures is presumably to create public 
benefits, these benefits cannot enter into a determination of the amount 
of public aids to the carriers. The extent of the aids must be de- 
termined before a basis for their appraisal as a matter of public policy 
can be established. In considering whether public aids have been 
worth while, it is proper to weigh the beneficial and harmful effects, 
but this should be done only after the amount of the aids has been 


determined as precisely as possible. This distinction between aids 
and benefits is fundamental. 


7. In evaluating a policy of public aid to transportation, an issue 
of special importance arises in connection with the desirability of 
maintaining a transportation system adequate to meet national require- 
ments in periods of war-time or other emergency. In so far as the 
national interest requires that transportation facilities and organiza- 
tions be kept intact during slack periods, it may be that a part of 
the costs involved should be borne by the public as a whole rather 
than by shippers through the charges which they pay. A related prob- 
lem concerns the expenditure of public funds for the relief of unem- 
ployment during periods of economic depression. Transportation in 
several of its branches has afforded a convenient and effective outlet 
for relief activities in recent years, but expenditures for this purpose 
may result in an uneconomical distribution of capital and traffic. 

Although the greater part of the data necessary for the procedures 
described above have been collected, all the steps required for a de- 
termination of public aids to the several kinds of transportation have 


not been completed. Comprehensive findings cannot therefore be sub- 
mitted at this time. 


Relative Economy and Fitness 


Pursuant to the directives in the transportation act of 1940 
with respect to relative economy and fitness of carriers, the 


board said it had undertaken the study of five closely related 
matters: 


(1) The trends of the volume and composition of the traffic of the 
country and of its distribution among the major carrier agencies; (2) 
the relative economy of the several types of carriers, as reflected by 
their comparative costs; (3) the ability of the several types of carriers 
to furnish needed service and the possibilities of improving their effi- 
ciency; (4) the comparative labor standards found in the respective 
carrier fields; and (5) the effects of regulatory policy upon the relative 
economy and fitness of the several types of carriers. From these stud- 
ies the board expects to determine the demands facing the transportation 
system of the country, the methods whereby the various carriers may 
be developed to serve the public interest, and the elements of national 
policy needed to promote an adequate transportation system. 


The board submitted a table showing freight traffic by 
modes of transport on a ton-mile basis in 1939 as follows: 
Railroads, 58.50 per cent of total; highway vehicles, 8.95; in- 
tercoastal water carriers, 4.39; inland waterways, 3.48; Great 
Lakes, 13.33; pipelines, 11.35. For air carriers, 11,000,000 ton- 


miles is listed for 1939, but no percentage is given. Continuing, 
the board said: 


It is not sufficient to know simply the percentage of the total na- 
tional traffic being carried by each of the instrumentalities, for na- 
tional aggregates and averages cannot reveal adequately the character 
of competition in the transportation field and the precise place held by 
the competing carriers. One type of carrier may possess a certain im- 
portance in national averages but be of markedly less importance in 
certain areas of the country or in the movement of important classes of 
traffic. For this reason the Board has developed its study of traffic along 
regional lines, using seven areas, and in each case emphasizing the ex- 
tent to which particular commodities are moved by competitive trans- 
portation agencies. Six of the regions conform to six of the territories 
to which railroads have been assigned by the Interstate Commerce 
Commission for statistical purposes. The seventh is made up of two 
such territories. The seven regions are: New England, Great Lakes- 
Central Eastern, Pocahontas, Southern, Southwestern, Central Western, 
and Northwestern. 

For these regions, preliminary reports show the trend from 1929 
to 1939 in the development of rail, highway, water, air, and pipeline 
transport. Analysis of the location of competing facilities in 1939 has 
shown the extent to which specific areas and the more important manu- 
facturing and distributing centers in each region have alternative forms 
of transportation available for their use. The influence of these com- 
petitive agencies between 1929 and 1939 has been traced through statis- 
tical studies showing, for each mode of transport, the total tons of 
traffic originated, the tons terminated, and the ton-miles of service per- 
formed. Additional analysis indicates the relative importance of each 
type of carrier in the movement of particular classes of traffic. And a 
further refinement shows the extent to which two or more instrumen- 
talities are competing in the movement of specific commodities in given 
localities or along particular routes in each region. Analysis also has 
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revealed the extent to which the services of the different types of car- 
riers are complementary in moving specific commodities from origin 
points to destination by joint hauls. Data needed to reveal the compo- 
sition of the regional and interregional traffic of the rail carriers have 
been requested of all Class I railroads. This information, covering the 
movement of carload traffic on certain days in 1939, will be useful in 
the study of the precise composition and flow of railroad traffic. Data 
collected on the intrastate and interstate movement of crude oil show 
the dominating position held before the war by pipelines and coastal 
tankers in long haul movement between producing and refining regions. 
This study also indicates the place of rail and highway carriers in joint 
operations with these carriers. . 

Analysis is also being made of rate cases decided by the Interstate 
Commerce Commission, showing for recent years the relative importance 
of service and rate comparisons in the allocation of traffic to the several 
carriers. Preliminary study of these data suggests that in general the 
service attributes of the highway carriers have changed sufficiently to 
make relative rates more important than formerly in the distribution of 
the traffic. Further study of the relations between shippers and car- 
riers is to be made to determine how well the transportation services and 
facilities of the various types of carriers are adapted to the needs of 
commerce and how the real or apparent demands of shippers, and the 
carriers’ responses to these demands affect the costs of transportation. 
Data collected from waterway, highway, and railroad tariffs will also 
help to show the relative competitive situation in the several regions in 
recent years. : 

The work to be carried forward includes the completion of the sev- 
eral analyses outlined above and regional studies of a number of com- 
modities showing the distribution of the movement between rail, high- 
way, and water carriers. The commodities to be analyzed are those 
offering examples of different classes of service, such as short-haul 
and long-haul movements, transportation of perishable goods, the move- 
ment of bulky products of low value, and the movement of products of 
high value. ; 

A study of air transportation has begun. Both the domestic and 
transoceanic movement of passengers and commodities by air will be 
investigated. Analysis of the operational features, rates, and service 
characteristics of recent years will reveal the economic place held by 
air transport in the period before the war. A survey of recent techno- 
logical changes and of new uses developed during the war will suggest 
the probable future course of air transport in the early postwar period. 

The diversion of passenger traffic from the railroads to private cars 
and buses is being investigated. A study of the rate and service poli- 
cies developed in recent years by the competing carriers will reveal the 
factors determining the extent of diversion and the probable character 
of competition in the future. 

The ultimate purpose of the board’s study of the trends in the vol- 
ume, composition, and distribution of the traffic of the country is pri- 
marily the determination of the needs which our national transportation 
system must meet. Appraisal of these needs requires study of recent 
industrial changes. Furthermore, the impact of the war upon the eco- 
nomic structure of the country carries with it possibilities of significant 
changes in the organization of industry and commerce, and consequently 
in transportation. These influences, together with the emergence of new 
transportation facilities and techniques, may alter substantially both 
the volume and character of the traffic and its distribution among the 
competing modes of transport. 


Interterritorial Freight Rates 


The board said its study of the interterritorial freight rate 
structure of the country was undertaken after there had been 
in Congress a considerable expression of a desire that it be 
investigated by the board. It said the problem had its origin 
in the historical development of the railroad freight rate struc- 
ture on a regional, rather than on a national, basis, and that 
it involved many controversial issues and considerations of 
great moment to both shippers and carriers. 

“The question is one which in recent years has received 
much attention from those concerned with the national wel- 
fare,” said the board. 

The board said the present regional system represented a 
step toward uniformity as compared with the even greater de- 
gree of regionalization that previously existed. Continuing, 
the board said: 


With the existence of regional rate structures, differing in so many 
characteristics, the construction of interterritorial rates has been beset 
with many difficulties. Originally, the only rates applying from a point 
in one territory to a point in another were the separately published 
rates from the point of origin to a junction point at the border, plus the 
rate from the border point to destination. Many interterritorial rates 
are still constructed in that manner. Such ‘‘combination rates’’ are 
almost invariably higher than rates published on the same commodity 
for the same mileage within either territory. Within the past two 
decades, the Interstate Commerce Commission has prescribed generally 
on class-rate traffic, and on some commodities taking specific com- 
modity rates, joint through interterritorial rates lower than the old 
combination rates. Nevertheless, these joint through interterritorial 
rates are, as a rule, higher for a given distance than the average of the 
intraterritorial rates for like distances, applying within the territories. 

Complaints concerning interterritorial rates come from producers in 
the higher-rated territories who find themselves at a disadvantage in 
competing with manufacturers of the same products located within 
lower-rated territories. Producers who must pay the higher inter- 
territorial rates naturally seek to remove the rate disparities by seek- 
ing rates on the ‘‘destination’’ level on interterritorial shipments. 
Sometimes, also, producers in a higher-rated territory seek rates from 
the lower-rated to the higher-rated territory on the basis of the higher 
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level in order to protect their markets from the inroads of products 
made in the lower-rated areas. The difficulties of producers in the 
higher-rated areas are often taken up by organizations representing 
the particular region or area, and result in charges of regional un- 
fairness and discrimination in the rate structure. These rate differences 
are often alleged to be deterrents to the economic development of the 
regions with the higher rate level. They are particularly criticized on 
the ground that they prevent the development of manufacturing enter- 
prises in areas which have not become industrialized, and that they 
have played no small part in bringing about a concentration of in- 
dustrial activity in Eastern territory. 


Class Rate Inquiry 


The Interstate Commerce Commission is engaged in an investiga- 
tion of interterritorial class rates and the several freight classifications 
in Dockets No. 28300, Class Rate Investigation, 1939, and No. 28310, 
Consolidated Freight Classification. The order of the Commission 
instituting the investigation in Docket No. 28300 states the purpose of 
the investigation to be a determination ‘‘whether said rates and charges. 
of any of them, are unjust, unreasonable, unduly prejudicial, unduly 
preferential, or otherwise unlawful. .. .’’ A notice to the parties and 
to the public, issued January 9, 1940, states that ‘‘the broad objective 
is to determine whether the present class-rate structure within the 
territorial scope of these proceedings can be simplified, and a lawful 
rate structure better suited to existing conditions can be established.” 

The investigation undertaken by the board is necessarily of a some- 
what different character than that instituted by the Interstate Com- 
merce Commission. The board is not investigating the lawfulness or 
unlawfulness of present rates under existing statutes, which is a matter 
within the jurisdiction of the Interstate Commerce Commission. The 
board is interested primarily in the economic effects of existing and 
proposed rate levels and structures upon the national economy and 
in the questions of public policy which are involved in the controversy. 
In addition to this fundamental difference between the Interstate Com- 
merce Commission’s investigation of interterritorial rates and that be- 
ing made by the Board, the Commission’s investigation is limited, gen- 
erally speaking, to the class rates east of the Rocky Mountains and the 
reasonableness of the freight classifications throughout the country, 
while the scope of the board’s investigation is nationwide as to both 
rates and classification and includes commodity, as well as class rates, 

The purposes of the board’s investigation are: first, to present to 
the Congress and to the public a picture of the level and structure of 
interterritorial rates and their relation to intraterritorial rates; second, 
to make an appraisal, from the point of view of the national economy, 
of the criticisms which are directed at the present rates; and third, to 
consider the practicability of proposed changes in the level and struc- 
ture of the rates and their economic effects—all for the purpose of aid- 
ing in the formulation of sound public policy in dealing with the 
problem. 

Since the interterritorial freight-rate problem grows out of the 
regional differences in rate levels and structures, the board’s study 
will set forth these differences. Differences in rate levels cannot be 
measured merely by differences in the levels of the first-class rates. Dif- 
ferences in the classification ratings in the several classification terri- 
tories must be taken into consideration, and these may result in greater 
or smaller differences in rates than would exist if the classification 
ratings in the three classifications were uniform. An analysis of the 
Consolidated Freight Classification has been made by the rate staff of 
the board to determine the extent and nature of differences in classifica- 
tion ratings in the three major classifications. Since the number of 
classes of freight and the relation of the classes to first-class rates are 
not uniform in the three classifications, it is necessary to express the 
ratings in terms of percentages of the first-class rates before com- 
parisons can be made. . 

Determination of the extent of differences in rate levels, either 
generally or on specific articles, is made all the more difficult by the 
existence of ‘‘commodity rates,’’ many of which are of quite limited 
application. Comparisons of differences in rate levels of numerous 
commodities generally moving on commodity rates are in process. No 
adequate measures of general or average differences in rate levels, 
however, have been devised. Although such a measure would have 
some pertinence in connection with the interterritorial rate study, ship- 
pers are more interested in the rate levels on the particular commodities 
which they have to ship than they are in averages. 

In addition to the development of facts relating to regional rate 
structures and levels, the board’s study of interterritorial freight rates 
will describe the structure of interterritorial class rates, and the rate 
structure on certain commodities moving generally on commodity rates. 
Generalization about the level of interterritorial rates is difficult in 
many instances due to the fact that, when they represent a blending 
of two regional levels, the level of the interterritorial rate frequently 
depends on the proportions of the haul in the higher- and lower-rated 
territories, respectively. Rate exhibits are being prepared which will 
show rate advantages and disadvantages which may result from the 
structure of interterritorial rates and their relation to intraterritorial 
levels. In connection with the structure of interterritorial rates, the 
policies of the Interstate Commerce Commission in cases in which inter- 
territorial rates on particular commodities have been before it have 
been analyzed. 

Because of the belief that the interterritorial freight rate structure 
has been an important factor in explaining regional differences in in- 
dustrial development, an analysis of the effect of the rate structure on 
the location of economic activity has been undertaken with special 
reference to manufacturing industries. This portion of the study /s 
essential to an appraisal of the influence of the intraterritoria! and 
interterritorial rate structure on the locational pattern of industry !n 
the United States, and on the differences in economic development of 
the various rate-making territories. 

Differences in rate levels in the several rate territories are fre 
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quently defended on the ground that they are necessitated by differences 
in the costs of providing transportation service in the various regions. 
On the other hand, the differences in rate levels are often attacked on 
the ground that they are not justified by existing differences in trans- 
portation costs. The extent to which regional variations in transporta- 
tion costs exist is important. For this reason the board is giving con- 
sideration to cost studies made by others which purport to show 
regional differences in transportation costs. 

Variations in rate levels on particular commodities in different 
territories may be brought about by differences in the ‘‘distribution 
of the transportation burden’’; at least this is a ground upon which 
they are frequently defended. The phrase ‘‘distribution of the trans- 
portation burden’ simply expresses the fact that it has been deemed 
necessary or expedient to make a particular commodity or group of 
commodities bear a larger proportion of the common or overhead costs 
of the carriers in one territory than in another. It has frequently been 
said, for instance, that the railroads in the South have tended to charge 
relatively high rates on manufactured articles, particularly on those 
which formerly were shipped into the South from other regions, and 
have maintained relatively low rates on various low-grade commodities 
which the South produced. Such differences in rate-making policy are 
to be expected when the initiative in making rates rests with the 
carriers. 

Differences in rate-making policy or in the distribution of the 
transportation burden between commodities in the different rate regions 
are sometimes said to result from differences in the composition of 
traffic. It is said, for instance, that carriers having a large proportion 
of low-grade traffic must charge high rates on the high-grade traffic in 
order to obtain sufficient revenue. Regional differences in the treat- 
ment of particular commodities may be due, on the other hand, to 
differences in traffic density, since the lighter the traffic density, the 
greater the incentive to exploit the possibilities of high rates on such 
traffic as can be made to bear it, and at the same time to develop new 
traffic by very low rates on such commodities as will not move at more 
normal rates. In other instances, differences in the treatment of a 
commodity for rate-making purposes in two rate territories may be 
caused by differences in competitive conditions or by peculiar circum- 
stances in the area which affect the ability of the traffic to pay trans- 
portation charges. Still other cases of variations in the rate levels on 
particular commodities can be explained only by differences in the 
judgment of rate-making officials concerning the rates that a particular 
commodity may properly bear. 

It is impossible to justify or to condemn all such differences in the 
treatment of particular commodities. The effects of these regional 
differences, however, can be pointed out, and the board’s investigation 
is designed to do so. The situation is being analyzed to determine the 
necessity or desirability of regional differences in the distribution of the 
transportation burden. 

If regional differences in rate levels, either generally, or on par- 
ticular commodities, are to continue in any degree, the question of the 
proper method of making rates from one rate territory to another will 
continually be raised. Interterritorial rates may be constructed in 
various ways. They may be combinations of rates to and from terri- 
torial boundaries. They may be through rates constructed on some basis 
blending the levels of the two territories, or they may be on the level, 
mile for mile, of the rates in the lower-rated territory. These various 
methods of constructing rates will give widely different results. The 
manner in which interterritorial rates are constructed may, therefore, 
have important economic consequences. The board’s investigation will 
show, not only the present basis for constructing interterritorial class 
rates generally and also the basis of interterritorial rates on many 
commodities moving under commodity rates, but will also point out 
the general economic results which might reasonably be expected to 
flow from the different methods of constructing these rates. 

It is expected that the board will file its report on the interterri- 
torial freight rate study in January, 1943. 


Taxes 


_ . The board said that among the major problems involved 
in its study of carrier taxation were the following questions: 


1. What taxes should be classified as ‘‘special benefit’’ taxes as dis- 
tinguished from ‘‘general’’ taxes? A tax levied on special beneficiaries 
for the express purpose of financing the beneficial activity, such as a 
motor fuels tax earmarked for highway expenditures and refundable 
When the fuel is not used on the highways, is clearly of the former 
type. The classification of a motor fuels tax imposed without exemptions 
or refunds or ‘‘diverted’’ to non-highway uses and of a motor vehicle 
registration fee, payment of which exempts the vehicle from property 
taxation, is controversial. 

2. Should the tax contributions of a carrier be measured by the 
tax dollars paid by the carrier into the public treasury, or should they 
exclude payments which are borne by others and are merely collected 
through the carrier? Conversely, should they include taxes which are 
not legally imposed upon or collected from the carrier but are shifted 
to it by other taxpayers? 

3. What should be the criterion of a carrier’s obligation to support 
the general functions of government? Should contributions be made in 
proportion to the value of assets, as they presumably are under a well 
administered ad valorem property tax, or should they be proportioned 
to gross earnings, net income, or some other simple or composite meas- 
ure of taxable capacity? 

4. If one carrier or group of carriers appears to be overtaxed as 
compared with another, what legislative or administrative changes 
Should be made to correct the situation? 


Air Transportation 


The board said no important additional information had 
€en obtained in addition to that contained in Coordinator 
Eastman’s report on public aids to transportation and other 
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studies, with respect to air transportation. It said its final 
report on public aids to air transportation, however, would 
cover the entire period of air mail payments, including recent 
years. It said the problem of determining the public aid that 
may have been included in air mail payments was complicated 
by the fact that mail, passenger and express services were 
rendered jointly. Except to a limited extent for passenger 
service, the existing classification of carrier accounts did not 
permit a direct assignment of costs to the separate services, 
it said. The costs of operation must therefore be regarded 
for the most part as common to all the services and must be 
allocated among them on some reasonable basis, it added. 


PUBLIC AIDS TO TRANSPORTATION 
In response to requests for more time within which briefs 
may be filed with it in its investigation of public aids to trans- 
portation, the Board of Investigation and Research has an- 
nounced that the date for filing briefs has been further extended 
from September 25 to October 5 and that reply briefs will be 
received on or before October 25. 


TRANSPORTATION BOARD 


The Board of Investigation and Research has announced 
the selection of John H. Goff of Auburn, Ala., as director of the 
board’s economic studies. 

Mr. Goff is Professor of Transportation in the Alabama 
Polytechnic Institute, Auburn, Ala. A native of Kentucky, he 
was educated at Oglethorpe University, at institutes in France 
and Spain, and at Georgetown University, Washington, D. C. 
He has taught at Mississippi State College and the Georgia 
School of Technology. 

In addition to his teaching experience Mr. Goff has served 
as an economist in research work for the United States Army 
Engineers; as chief of the transportation and industrial eco- 
nomics division of the Tennessee Valley Authority at Knox- 
ville and as a consulting economist. 

Mr. Goff is author of a number of research studies and 
has contributed articles on transportation subjects to profes- 
sional publications. 


EXPORT FREIGHT 

Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific coast ports in August totaled 80,412 
compared with 56,011 in August, 1941, according to reports 
compiled by the Manager of Port Traffic and made public by 
the Association of American Railroads. 

Cars of grain for export unloaded in August this year at 
these ports totaled 1,849 compared with 3,592 in the same 
month last year. 

“This traffic is being handled with no serious congestion, 
due to the continued cooperation of all concerned, partic- 


ularly the steamship lines, exporters and shippers,” said the 
A. A. R. 


Revenue Trafiie Statistics 


The number of revenue tons carried by Class I steam rail- 
ways, exclusive of switching and terminal companies, rose from 
201,337,777 for June last year to 247,935,269 for June this year, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of revenue traffic statistics 
of those roads, statement M-220. The number of revenue tons 
carried one mile increased from 40,678,863,000 for June last 
year to 53,852,328,000 for June this year. 

For the six months ended with June this year the roads 
carried 1,293,425,361 revenue tons as against 1,018,122,696 
revenue tons for the like period last year. For the comparable 
periods, the number of revenue tons carried one mile increased 
from 210,735,694,000 to 290,137,332,000. 


Freight revenues amounted to $501,621,952 for June as 
compared with $377,190,637 for June last year, and for the six 
months ended with June, as compared with the like period last 
year, they increased from $2,002,524,941 to $2,674,601,477. 

The number of revenue passengers carried was 54,729,059 
for June this year as compared with 40,650,927 for June last 
year. The number of revenue passengers carried one mile, for 
June this year as compared with June last year, increased from 
2,569,669,911 to 4,238,450,073. Passenger revenues for the com- 
parable periods increased from $44,872,178 to $82,312,170. For 
the six months ended with June the roads carried 291,685,772 
revenue passengers and had passenger revenues totaling $392,- 
374,752 as compared with 234,087,529 revenue passengers and 
$237,356,153 in revenues for the corresponding period last year. 
The number of revenue passengers carried one mile for the 
— periods increased from 13,352,353,218 to 20,530,817,- 
150. 

Freight traffic averages for June, 1942, as compared with 
June, 1941, respectively, were shown in the compilation as fol- 








670 


lows: Miles by the revenue ton a road, 213.8 and 206.4; revenue 
by the ton-mile, 0.980 cents and 0.941 cents; and revenue a ton 
by the road, $2.10 and $1.94. For the six months ended with 
June, 1942, as compared with the corresponding 1941 period, 
respectively, the freight traffic averages were: Miles by the 
revenue ton a road, 220.8 and 206.0; revenue by the ton-mile, 
0.938 cents and .0.952 cents; and revenue a ton by the road, 
$2.07 and $1.96. 


I. Cc. C. Lifts Train Limitations 


In issuing Service Order No. 85, directing railroads to 
operate their trains without regard to state limitations on 
lengths of trains (see Traffic World, Sept. 12, p. 604), the 
Commission, by division 3, acted under emergency powers 
granted to it in section 1, paragraphs (10 to (17), inclusive, 
of the interstate commerce act. 

The Commission said in its order that it had under con- 
sideration operating rules, regulations, and state laws limiting 
the length of railroad freight and passenger trains and that 
it was of the opinion that, due to the existing state of war, 
an emergency existed requiring immediate action within the 
meaning of section 1 (10 to 17, inclusive). The material part 
of the order follows: 


§ 95.1 Length of trains. From and after September 15, 1942, 
carriers by railroad subject to the interstate commerc act shall operate 
their trains, when necessary for the prompt movement of freight and 
the clearing or avoidance of congestion by either freight or passenger 
trains, without regard to any rules, regulations, practices, or laws now 
in effect and being enforced in the various states limiting the length 
of freight trains to not more than one-half mile and limiting the num- 
ber of cars in a railroad freight train to 70 cars, or limiting the num- 
ber of cars in a railroad passenger train to 14 or 16. 

§ 95.2 Effective period; emergency character. This order shall 
remain in effect during the war in which the United States is now 
engaged, unless sooner terminated by subsequent order of the Com- 
mission; and that this order, being based upon conditions of war 
emergency, shall not constitute a precedent for peace time operations. 

It is further ordered, That this order shall be served upon each 
common carrier by railroad subject to the interstate commerce act 
and upon each state railroad commission, and that notice of this order 
be given to the general public by depositing a copy thereof in the 
office of the Secretary of the Commission at Washington, D. C., and 
by filing it with the director of the Division of the Federal Register, 
The National Archives. 


Rail labor leaders, informed by Commissioner Johnson in 
a conference of the terms of the order before it was made public 
September 11, said that Commissioner Johnson tried to placate 
objecting brotherhood leaders by saying that the order would 
apply only to the states of Arizona and Oklahoma and that the 
laws would become effective again after the war. The brother- 
hood spokesmen contended that, instead of slowing the move- 
ment of trains, the limit laws, “won after years of bitter strug- 
gle,” had speeded up trains and, in addition, had lessened the 
hazard for the public and the employes. Railroad labor a few 
years ago unsuccessfully sought enactment by Congress of a 
train length limit law. 

Director Eastman, of the Office of Defense Transportation, 
speaking at the interstate trade barrier conference in Wash- 
ington May 5 (see Traffic World, May 9, p. 1243), said that laws 
a few states had enacted to limit the length of trains were 
retarding train movements and preventing the most efficient 
use of motive power. He said state laws requiring “full crews” 
on trains might conceivably have an adverse effect on the 
movement of trains in the event the war resulted in a severe 
drain on manpower of the railroads. The Commission’s order 
does not apply to the ‘‘full crew” laws. 

Chairman Nelson, of the War Production Board, at the 
same trade barrier conference, criticized the train length limit 
laws, saying the added burden they placed on the railroads 
was obvious. Another critic was William C. Crow, chief of the 
transportation and warehousing branch of the Agriculture De- 
partment’s Agricultural Marketing Administration. 

At a press conference in June having to do with interstate 
trade barriers, Secretary of Commerce Jones said that no action 
with respect to the state train length limit and “full crew” 
was under consideration and that the “labor situation’’ made 
it inadvisable to attempt to change laws affecting labor. He 
indicated, however, the Council of State Governments would 
seek modification of train length limit laws when and if such 
= became necessary (see Traffic World, June 13, 
p. I ; 

Section 1(17) of the interstate commerce act preserves 
state police power to require just and reasonable freight and 
passenger service for intrastate business “except in so far as 
such requirement is inconsistent with any lawful order of the 
Commission made under the provisions of this part.” Section 
1(15) authorizes the Commission, in an emergency to “suspend 
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the operation of any or all rules, regulations or practices then 
established with respect to car service for such time as may be 
determined by the Commission.” 

Order No. 85, it was stated at the Commission in response 
to inquiries as to the legal theory on which it was drafted, 
rested chiefly on the definition of “car service’ in section 
1 (10), the emergency suspension power granted to the Com- 
mission in section 1 (15), and the provision in section 1 (17) 
making an exception with respect to preservation of state 
police power. 

Section 1 (10) defines “car service” as follows: 


The term ‘‘car service’’ in this part shall include the use, control, 
supply, movement, distribution, exchange, interchange, and return of 
locomotives, cars, and other vehicles used in the transportation of 
property, including special types of equipment, and the supply of 
trains, by any carrier by railroad subject to this part. 


This definition, it was stated, was held to include lengths 
of trains. 

Lawyers who have made a study of the regulation of 
interstate and intrastate commerce were inclined to believe 
that the order, as drawn, would stand any challenge it might 
have to face in the courts, particularly because it was issued 
under emergency powers claimed by the Commission under 
the interstate commerce act and was limited specifically to the 
period of the war emergency. It was pointed out that no 
mention of “intrastate” commerce as such was made in the or- 
der but that it applied to “carriers by railroad subject to the 
interstate commerce act” and that it provided such carriers 
“shall operate their trains . . . without regard to any rules, 
regulations, practices, or laws now in effect and being en- 
forced in the various states limiting the length of freight 
trains,” etc. It was said that such a provision covered both 
interstate and intrastate operations. 

The power of the Commission to issue orders affecting in- 
trastate car service regulations was discussed by Frank B. 
Warren, assistant general solicitor of the National Association 
of Railroad and Utilities Commissioners, in a bulletin relating 
4 ane orders 68, 70 and 71 (see Traffic World, July 4, p. 
After the Texas commission had refused to make applicable 
within that state order No. 71, prescribing conditions to be 
observed in the furnishing of cars for loading live stock, the 
Commission amended the order to “apply to intrastate com- 
merce as well as to interstate and foreign commerce carried 
by every common carrier by railroad subject to the interstate 
commerce act.” 

Mr. Warren said one view was that an order prescribing 
car service rules might fall within the category of a regula- 
tion mentioned in section 13 (3) of the act in which event 
the method for establishing the interstate rules as applicable 
to intrastate commerce would be through a thirteenth sec- 
tion proceeding and an order in conformity with the provisions 
of section 13 (4), relating to removal of preference, prejudice 
and discrimination against interstate commerce. 

Another view, said Mr. Warren, was that the limitation 
on the jurisdiction of the Commission in section 1, paragraph 
2 (a), did not apply to regulations with respect to car serv- 
ice, the limitation being that the provisions of Part I of the 
act shall not apply to transportation wholly within one state. 
That view, said he, had support in the decision of the Supreme 
Court of the United States in Avent vs. United States, 266 
U. S. 127. In that decision, he said, Justice Holmes said: 


That in such circumstances (emergency conditions) Congress could 
require a preference in the order of purposes for which coal should be 
carried, consistently with the 5th Amendment, is clear, * * *. That it 
can do so without trenching upon the powers reserved to the states 
seems to us not to need argument. That it can give the powers here 
given to the Commission, if that question is open here, no longer ad- 
mits of dispute. * * * The statute confines the power of the Commis- 
sion to emergencies, and the requirement that the rules shall be rea- 
sonable and in the interest of the public and of commerce fixes the 
only standard that is practicable or needed. 


It was stated at the Commission that there were train 
length limit laws in Louisiana and Nevada but that the laws 
had been enjoined and therefore were not in effect now. 





TAXES AND TRANSPORTATION 


Reversing a previous stand taken by it favoring, with safe- 
guards, the proposal of the railroads that they be permitted to 
deduct, for income tax purposes, reserves set aside for mainte- 
nance work to be done after the war, the Railway Labor 
Executives’ Association has now decided to oppose the proposal. 
It said that the reserves would be recorded as operating €X- 
penses and to that extent would reduce net railway operating 
income and net income. It said carriers would then make the 
plea that earnings were low when rail employes would seek 
wage increases. 
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Bus Meetings in Chicago 


National Associations of Bus Operators and Traffic 
Men Consider Problems of Traffic and Rubber 
Shortage — Hill Reelected President of 
N. A. M. B. O., and Markel to Chair- 
manship of Traffic Association 


The National Bus Traffic Association, composed of traffic 

e representatives of inter-city bus companies, held its annual 

two-day meeting, September 14 and 15, at the Drake Hotel, 
Chicago. 

laa G. Markel, chairman, presided. In his opening ad- 
dress, he expressed fear that, in the post-war period, the air- 
lines and railroads would reduce passenger fares and cut into 
traffic currently handled by the bus lines. He said he re- 
cently had had access to operating figures of a major airline 
and had found that at present overhead expenses for the air- 
line, which he did not name, accounted for 72 per cent of 
its operating expenses. If the airline should double its pas- 
senger and freight plane operations, it would reduce its fares 
from 5 cents to 2% cents a mile, said he. It was probable 
the airlines would double operations following the war, and 
that the railroads would reduce fares as a consequence, he 
added. He said the bus lines would undoubtedly continue to 
meet certain travel needs of persons wishing to “see the 
country” and of travelers making only short trips, but that 
the association should plan to meet increased competition for 
long-haul transportation. 

He said that, in the last year, committees representing 
the traffic association and the National Association of Motor 
Bus Operators had agreed that, in the interest of central 
direction of bus operations, the N. A. M. B. O. should lead in 
contacting government agencies. 


R. G. Walker, Chicago, secretary-treasurer, reported that 
the route mileage represented by the association had reached 
the all-time high of 204,786 miles. He said 247 bus lines 
were members of the association. He said the association in 
the past 12 months had successfully undertaken the job of 
publishing tariffs for the member lines. 


There were brief reports by H. E. Streck, Missouri Pacific 
Transportation Company, St. Louis, chairman of the uniform 
tariff committee, and A. F. Baldus, Ft. Worth, Tex., chairman 
of the uniform schedule committee. The reports were accepted. 

In its business session, the association authorized Mr. Mar- 
kel to formulate plans for establishing training schools needed 
to meet demands for new personnel to replace men called 
into military service. The members agreed that all published 
excursion fares should be canceled for the war period. They 
adopted a motion that Mr. Markel be authorized to take part 
in activities of the North American Travel Conference, or- 
ganized last November by representatives of railroad, bus and 
travel bureau agencies, and hotel organizations to promote 
recreational travel. Mr. Markel said the conference would not 
stimulate such travel in the war period, but would attempt to 
make plans to increase such travel in the post-war period. 


A meeting of the association’s national bus military bureau 
was held the afternoon of September 15. Mr. Markel. chair- 
man of the bureau, presided. The bureau, formed in the past 
year, had, he said, coordinated the bus lines’ attempts to handle 
the transportation of men in the armed forces. The lines’ rev- 
enues from such transportation probably would amount to 
$16.000.000 this year, he said. Except for a few complaints 
concerning break-downs, there had been only two complaints 
lodged with the bureau as to its handling of the military 
traffic, he said, adding that the companies had done remark- 
ably well in transporting that traffic. He said 90 per cent 
of traffic involved in moving selectees from their local draft 
areas to induction centers and back had been handled by 
the member bus lines. At his suggestion. the members en- 
dorsed a motion that the bureau urge the War Department to 
Instruct field officers to rely more on bus lines for movement 
of selectees and troops. 


.__,The following were elected to membership on the associa- 
tion’s board of directors: 


Southwest district, R. F. Shaffer, Santa Fe Trail Transportation 
Company, Wichita, Kans.; eastern Canada district, R. G. Perry, Colo- 
nial Coach Lines, Montreal. Quebec; western Canada district, R. L. 
Borden, Western Canada Greyhound Lines, Calgary. Alberta; south 
Atlantic district. H. P. Brawner. Atlantic Greyhound Corporation. and 
southern district, W. S. Craig, Tri-State Transit Lines, Shreveport, La. 


Ata meeting of the new board of directors, Mr. Markel 
was reelected chairman. E. J. Bomer, Dixie-Greyhound Lines, 
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Memphis, was reelected vice-chairman; Mr. Walker was re- 


elected secretary-treasurer, and H. E. Kliot, Chicago, was re- 
elected auditor. 


Bus Operators Meet 


The National Association of Motor Bus Operators held 
its annual meeting at Chicago at the Drake Hotel September 
16 and 17. Approximately 600 persons attended. 

Arthur M. Hill, president, in his opening address, Septem- 
ber 16, said the intercity bus companies had cooperated splen- 
didly with each other and the government in the war period. 
The bus lines’ one objective was to aid in the successful prose- 
cution of the war effort, he said. He said Director Eastman 
had done an excellent job as head of the O. D. T. 

Robert S. Betten, chief of the tire rationing branch, Office 
of Price Administration, said that the increasing shortage of 
rubber would make necessary further curtailment and re- 
adjustment of bus schedules in the near future. Bus lines 
would have to rely increasingly in the recapping of worn tires, 
he said. President Hill asked the speaker why some arrange- 
ment could not be made to permit tire manufacturers, from 
whom bus operators generally rented the tires they used, to 
deal directly with the tire rationing branch in obtaining tires 
for bus use. Such a procedure, he said, would be much simpler 
and more efficient than the present method of requiring the 
operator to obtain a permit from a local rationing board and 
then present it to the manufacturer so that the new tire or tires 
could be rented. Mr. Betten replied that any arrangement per- 
miting tire manufacturers to obtain tires wholesale through his 
office for distribution to bus operators would tend to break 
down the priority system not only on tires but on other ma- 
terials and commodities. It was necessary, he said, to maintain 
the existing system of rationing tires through boards operating 
in territories where they were to be used. 

Guy A. Richardson, director of the O. D. T. local transport 
division, spoke at a luncheon meeting in place of Director East- 
man, who was unable to attend. He praised the appointment 
of W. M. Jeffers as federal rubber administrator, saying the 
transportation industry would benefit by having a transporta- 
tion executive in that position. He said the troubles of the 
bus operators would be further aggravated when nation- 
wide gas rationing became effective. He commended the bus 
operators who were advertising that non-essential travel 
should be curtailed. He said the O. D. T. would soon take 
steps to publicise the inadequacy of travel facilities, and might 
soon undertake to ration travel in some areas. He predicted 
that no busses would be built in 1943. He said his divison was 
changing its orders containing speed limitation so as to pro- 
hibit travel at more than 35 miles an hour, adding that the 
intercity bus industry would be as hard hit as any by such 
changes. 

Legislative Report 

Ivan Bowen, Greyhound Corporation, reported as chairman 
of the legislation committee at the afternoon session. The 
Commission had, in Ex Parte MC 35. undertaken to regulate 
operations of travel bureaus, as urged by the association, and 
an injunction suit to set aside the Commission’s order had 
been filed by its opnonents at Chicago, he said (see T'raffic 
World, Sept. 5, p. 539). Criticizing the plan outlined before 
the national board of investigation and research by Donald 
Conn, Transportation Association of America, for consolidating 
all types of transportation services into a few large systems, 
he said establishment of the plan would increase the possi- 
bility of government ownership of transportation agencies. He 
quoted editorial comment on the plan by the Traffic World 
(see July 11, p. 71), in which it was said that post-war trans- 
portation may be cast in a pattern vastly different from the 
present pattern. The report was adopted. 

Dr. Lewis Sorrell. professor of transportation, University 
of Chicago, and special consultant to the deputy director, office 
of civilian supplv. W. P. B., snoke on the amount of military 
and civilian traffic being handled by transportation agencies. 
In 1920, he said. national per capita annual travel totaled 450 
miles. and in 1940 per capita annual travel mileage amounted 
to 1,800, of which passenger cars accounted for 85 per cent. 
He estimated that approximately 50 per cent of passenger car 
travel was competitive with common carrier transportation 
agencies. In 1942, bus and rail passenger travel amounted to 
avproximately 60 billion passenger miles, an increase of nearly 
25 billion miles over 1941, he said, pointing out that facilities 
would be greatly overtaxed in 1943 if the rate of travel in- 
crease was not checked. He said three retarding influences 
would check the increase—inability of former passenger car 
users to pay railroad and bus fares; heavy taxes forcing nas- 
sengers to economize. and reluctance of persons to use over- 
crowded travel facilities. He estimated that social. recreational 
and student travel accounted for 20 per cent of all passengers 
on rail and bus lines. Part of that type of travel would con- 
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tinue in 1943, he said, adding that it was not likely that the 
government would undertake to ration passenger travel facili- 
ties. 

Lt. Col. C. I. Kephart, chief, evacuation and transportation 
section, protection branch, Office of Civilian Defense, said his 
branch was preparing route maps covering bus travel in 
coastal areas, and setting up traffic control cordon stations in 
those areas, for use in case of air raids. A plan was being 
devised, he said, to pool bus lines for evacuation of civilians 
in case of air raids. 

Officers Elected 
The association reelected its present officers, as follows: 


President, Arthur M. Hill, president, Atlantic Greyhound Corpora- 
tion, Charleston, W. Va.; vice-president, E. W. Wakelee, president, 
Public Service Corporation, Newark, N. J.; treasurer, C. F. Jacobsen, 
president, National Metropolitan Bank, Washington, D. C.; secretary- 
manager, A. W. Koehler, Washington, D. C.; members of the board 
of directors, M. R. Boylan, vice-president, Public Service Coordinated 
Transport, Newark, N. J.; R. L. Jacobs, vice-president, Arcodel Lines, 
Columbus, O.; C. G. Schultz, first vice-president, Southeastern Grey- 
hound Lines, Jacksonville, Fla.; O. W. Townsend, president, Teche 
Greyhound Lines, New Orleans, La.; Manfred Burleigh, president, 
Great Lakes Greyhound Lines, Detroit, Mich.; J. W. Blood, counsel, 
Santa Fe Trail Transportation Company, Wichita, Kan.; E. F. Zelle, 
president, Jefferson Transportation Company, Minneapolis, Minn. 


H. H. Fritch, president, Boston and Maine Transportation 
Company, Boston, Mass., was elected a director to succeed 
J. L. Smith, general manager, Champlain Bus Corporation, 
Glen Falls, N. Y., who resigned, and H. W. Allen, president, 
Missouri, Kansas and Oklahoma Coach Lines, Tulsa, Okla., 
was elected a director, to replace Tom Cooper, president, 
Oklahoma Transportation Company, Oklahoma City, Okla., who 
also resigned. 

The annual dinner was held in the evening. There was no 
speaker. 

At the morning session, September 17, Frederick C. Hor- 
ner, chief, highway division, transportation corps, War De- 
partment supply services, said the department looked with 
anxiety to the possibility of a passenger transportation short- 
age in the coming months, for the reason that bus facilities 
were rapidly reaching their maximum limits of operaticn. The 
bus industry had so far handled its problems capably, but it 
would encounter still greater difficulties in coming months, he 
said, adding: 

Each of you operators must impress upon your drivers and your 
mechanics, particularly, the imperative need for constant vigilance to 
avoid abuses which will in any way unnecessarily shorten the life of 
the equipment entrusted to their care. The desire to meet the tre- 
mendous traffic increases which amount on the average to more than 
50 per cent and, in some instances, 100 per cent, should not cause 
operators to lose sight of the vital importance of preventive maintenance 
by regular inspections and proper servicing of their equipment. It is 
far better to delay a schedule for a grease job or adjustment of some 
part than to let the equipment go out and have a bearing or a bushing 
destroyed for want of proper lubrication or adjustment. The demands 
made on the equipment can best be met by more and closer inspections 
and by more adequate night forces in the garage. 

It is my belief that the bus industry will accept the challenge 
of these conditions with the whole-hearted cooperation which in the 
past it has generously displayed. I believe that it will accomplish will- 
ingly the many changes in operation which will be necessary to meet 
the transport crisis. Much more will have to be done to fit bus 
schedules into the War transportation pattern; much more will have 
to be done to eliminate wasteful duplications of bus service; and much 
more will have to be done to substitute rail service for bus wherever 
it is possible to do so. But the job to be done is clear. All that is 
required is the will to get it done. 


Beyer on Labor Relations 


With respect to labor-management relations, there was 
room for “something more than a mere absence of strikes and 
lock-outs,” said Otto S. Beyer, director of the O. D. T. divi- 
sion of transport personnel, September 17. 

“We should ask for a system of relationships which will 
enable labor and management to work together so that each 
side can make its maximum contribution to the common 
cause,” he said. ‘What is needed, it seems to me, is Sys- 
tematic machinery that will bring labor and management into 
a sensible partnership. In most cases, the man on the job has 
a great deal more to offer than just his time or his muscles. 
If his enthusiasm and interest can be aroused, his ideas and 
his practical working knowledge can be a valuable aid to ef- 
fective operations.” 

He added that today’s workers were, for the most part, 
intelligent men and women and that, given a chance to gain 
“a clear understanding of their vital role in the war program,” 
they would respond. He said management did not sacrifice any 
prerogatives by affording employes a more adequate method 
of presenting their views and ideas about operations, but that, 
on the contrary, management stood to gain in terms of effi- 
ciency and employe morale. 





TRAFFIC WORLD 


_._ “As the consciousness of mutual interests develops,” he 
said, “‘you are likely to get a better working force and better 
group relations over the long pull.” 


Resolutions 


At the closing session, the association adopted a resolution 
offering its “sincere congratulations” to William Jeffers on 
his appointment as rubber coordinator, and assuring him “both 
collectively and individually of their cooperation and willing. 
ness to help in the administration of his office in every nossible 
way.” 

Another resolution requested the O. D. T. to amend its 
recent order putting a maximum load of 18,000 pounds on 
truck axles to permit the same load on bus axles, and to 
amend its order on weight and lengths of trucks ‘“‘so that the 
barrier and handicap to the full utilization of motor busses in 
all states may be eliminated.” 

_ A third resolution instructed the president of the associa- 
tion to appoint a post-war planning committee “‘to study and 
develop recommendations relative to a program which will best 
serve the welfare of the bus industry in the post-war period.” 
The committee, the resolution said, should consist of the chair- 
men of the association’s legislative, reciprocity, traffic, account- 
ing, national advertising and publicity, special consulting and 
development, and safety committees, ‘‘and such others as the 
president may select.” 


COMMERCIAL VEHICLE SAFETY SESSIONS 


John L. Rogers, director, division of motor transport, 
O. D. T., will be the speaker at a luncheon session of the 
commercial vehicle section of the National Safety Congress, 
at the Morrison Hotel October 27. J. W. Lord, safety engineer, 
Atlantic Refining Company, Philadelphia, will preside at the 
luncheon and at a morning session on the same day, at which 
H. H. Kelly, chief, allocation section, of the same division 
of the O. D. T., will speak on “Safety through Conservation 
of Men and Vehicles.” In the afternoon the commercial vehicle 
section will hold a joint session with the street and highway 
traffic and transit sections. Further sessions of the section, at 
which safe driving, the training of replacement workers and 
preventive vehicle maintenance will be discussed, will be held 
October 28 and 29. 


SPEED AND TIRES 


President Roosevelt has called attention to a report of a 
committee of the Society of Automotive Engineers contain- 
ing a chart showing the varying life of an automobile tire at 
different speeds based on the figure 100 for a “normal’’ life 
when driven at 40 miles a hour. At 20 miles an hour the figure 
becomes 200; at 30, 140; at 50, about 70; at 60, about 50: at 
70, about 30; and at 80 miles an hour, about 18, that is, 18 
per cent of the normal life. 


COMMERCIAL VEHICLE RENTALS 


; A meeting to discuss a proposed price regulation establish- 
ing maximum rental rates for all types of commercial motor 
vehicles, except vehicles used by common carriers, is to be 
held at the Morrison Hotel in Chicago, September 23, the Office 
of Price Administration has announced. 

The meeting has been called by the transportation equin- 
ment section of the machinery branch of O. P. A., and repre- 
sentatives of the commercial vehicle rental industry have been 
invited to attend. The meeting starts at 10:00 a. m., central 
war time. 

W. A. Neiswanger, price executive of the machinery branch 
of O. P. A., will be present at the meeting. Other representa- 
tives from Washington who are to attend include C. F. Munroe, 
transportation equipment section head; F. F. Wood, of the 
transportation equipment section staff, and Jeremiah Courtney, 
of the machinery section legal division. 


TRUCK-AND-BUS-PARTS COMMITTEE 


T. Spencer Shore, chief of the War Production Board's 
division of industry advisory committees, has announced for- 
mation of a heavy truck and bus parts subcommittee of the 
automotive replacement parts industry. He said that J. J. 
Donovan, chief of the replacement parts and maintenance 
equipment section of the W. P. B. automotive branch, would 
be the government presiding officer of the subcommittee. The 
committee members are: Freeman Allen, service manager, 
White Motor Co., Cleveland, O.; L. J. Bennett, service man- 
ager, Mack Manufacturing Co., Plainfield, N. J.; J. Harold 
Hunt, vice-president, Motor Wheel Corporation, Lansing, 
Mich.; R. F. Koch, service manager, International Harvester 
Co., Chicago, Ill.; T. E. Waterfall, parts division, Chrysler 
Corporation, Detroit, Mich.; Max Miller, service merchandise 
manager, General Motors Truck & Coach Co., Pontiac, Mich. 
and W. L. Davis, service manager, Twin Coach Co., Kent, 0. 
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September 19, 1942 


Maintenance of Way Meeting 


Using the old saying that “a railroad is no better than its 
track,” C. E. Johnston, chairman of the Western Association of 
Railway Executives, stressed the importance of the work of 
maintenance of way men in the war job of the railroads. He 
spoke at the opening session of the annual meeting of the Road- 
masters’ and Maintenance of Way Association, at the Sherman 
Hotel, Chicago, September 15. The railroads had a dual role 
to perform, he said, in the maintenance of civilian health and 
morale through the transportation of “the food and fuel that 
make existence possible,’ and in the transportation of the raw 
and finished materials of war. 

“A tank is just Mesabi ore and Pocahontas coal and Okla- 
homa or Texas or California oil until these factors that enter 
into its construction and operation are brought together,” he 
said. ‘‘And a finished tank, with guns and ammunition ready, 
can wreck no havoc while sitting motionless in the factory. 
The raw materials must flow, in a ceaseless and ever-growing 
stream, from our mines and farms and fields and forests to 
our factories for conversion into food and clothing and weapons 
of all kinds. These finished products, in turn, again must be 
moved to camps and navy yards and ocean docks to reach 
our fighting men and their comrades in arms. Transportation 
is the beginning and end of industrial production in war as 
well as in peace. In the winning of this war, the railroads are 
the first line of production. Our patriotic duty is to keep that 
line open, to operate the service of supply.” 

The task, he said, would be “the greatest, the most difficult” 
the railroads had ever known. All records for carrying traffic 
had already been broken and would be broken again, he said, 
pointing to such things as the new dependence on the rail- 
roads for eastern oil supply and for moving overland Pacific 
lumber and canned goods to eastern points as factors in the 
increase. In the moving of troops the railroads were experi- 
encing an even greater traffic increase, he said, adding that 
“some of the famous streamlined passenger trains have had to 
take sidings to let trains with military freight go by.” 

“Your part in the struggle,” he said to the maintenance 
men, “is the safe and adequate maintenance of railway road- 
bed and tracks—second to none in its importance.” 

With more gross tons moving over the rails, he added, the 
maintenance job would have to be done in the face of “short- 
ages of maintenance materials and the trained labor for ap- 
plying those materials.” Not only were railway maintenance 
men entering armed services, he said, but normal sources of 
labor supply were curtailed for the same cause. Maintenance 
men should look to the future and build up forces now in an- 
ticipation of further shortages of trained manpower. All this, 
he said, would test the “resourcefulness, the energy, the driv- 
ing power and the patriotism” of those in charge of mainte- 
nance, 

The best that could be hoped for in the way of materials, 
he said, was “a bare sufficiency.” No maintenance supervisor 
would get all the material he wanted, he added, but railroad 


oT would try to see that he got “what was absolutely 
needed.” 


A third factor that would influence railroad maintenance 
work for the duration of the war was the future absence of 
Slack seasonal traffic periods, he said. 


“As our normal civilian production becomes more and more 
curtailed, a higher and still higher proportion of railroad traffic 
will consist of war materials. In consequence, the peace time 
seasonal fluctuations in the volume of rail business will be 
largely wiped out. There will be no slack periods, no breathing 
spells. On the contrary, it appears that the demands on the 
railways will grow almost steadily from month to month. The 
—_ of way task will be made even more difficult by 

is fact.” 
Track Materials 


. Pointing to serious shortages in track materials and stress- 
Ing the necessity for intensified efforts for conservation, Warren 
W. Kelly, director of the division of materials and equipment 
of the Office of Defense Transportation, September 16, told 
the Roadmasters’ and Maintenance of Way Association not to 
relax vigilance on track maintenance. 

“With the great volume of business which the railroads 
are now transporting,” he said, “and in many cases a different 
Volume of certain commodities compared with that previously 
handled—more cars and locomotives are needed, in addition 
to keeping in service, in first-class condition, the present equip- 
ment. This requirement, however, necessitates a great amount 
of material and creates a serious problem in securing that ma- 
terial, as either the material itself or the raw product from 
which it is made, is in direct competition with the things needed 
for our armed forces. 


“With the exception of ties and ballast, track material is 
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made up of those materials most important to the war effort 
and in which serious shortages have already been experienced. 
There are signs that it will become even more acute than 
at present. However, much experience has been gained and 
programs are being formulated which, while calling for more 
rigid inventory control of materials, are designed to afford a 
more uniform and coordinated flow of materials to points of 
use. 

“Requirements for railroad ties are approximately 
50,000,000 annually and they are now being produced to meet 
that requirement. It is apparent, therefore, that some ad- 
justments will have to be made so producers will continue to 
furnish the ties so vital in the upkeep of the railroads. 

“With rail and track accessories, we are in direct compe- 
tition with the combined army, navy and shipping programs 
which require so much steel. Certain of the steel products 
required in the war effort can be rolled on the same mills as 
rail, tie plates and angle bars, and they all come from the 
same semi-finished product of the steel mills. 

“Scrap is a vital war necessity. You have seen news re- 
leases where our production of steel has been, or is likely to 
be, somewhat curtailed due to lack of scrap, and it follows 
that if steel production is curtailed for any reason at all, the 
amount of material you will receive for your track is likewise 
liable to be curtailed. Do not let one thing that is usable re- 
main on your property, under your jurisdiction. See that any- 
thing which is reclaimable, and which can be used again, is 
properly taken care of as it will reduce the amount of new 
material you will require. 


“I know of no one who is in a better position than you of 
the maintenance of way departments to accomplish some 
worthwhile results along this particular line.” 


Kendall Speaks 


Warren C. Fendall, chairman, car service division, Associa- 
tion of American Railroads, spoke at the afternoon session, 
September .16. He said there was grave possibility of a shortage 
of open-top cars in the coming weeks. Many cars of that type, 
sent by eastern railroads to the west and southwest, where a 
large part of the government’s war construction work was tak- 
ing place, had not as yet returned to their owner railroads, he 
said. On January 1 of this year, 19,800 open-top cars of eastern 
ownership were in the west, and that figure had risen to more 
than 31,000 by September 1. He urged western and south- 
western railroads to load those cars in the direction of owner- 
ship. Heavy advance stocking of coal had reduced the danger 
of a shortage of coal cars, he said. There was also little danger 
of a shortage of box cars this fall, he continued, adding the 
prediction that the maximum weekly carloadings in the com- 
ing months would not exceed 925,000. For 1943, however, he 
said, the railroads would need a minimum of 80,000 new cars 
if all traffic demands were to be met. 


B. C. Bertram, director of railway salvage, War Production 
Board, urged that the railroads step up scrap salvage programs 
because the steel industry would need increasing amounts of 
scrap for use in present blast furnaces and new furnaces to be 
constructed early in 1943. 


Beyer Talks on Dwindling Manpower 


Two proposed methods of meeting “the impending man- 
power shortage” were discussed by Otto S. Beyer, director of 
the O. D. T. division «* transport personnel. 


“We have only just begun to feel the impact of war on our 
supplies of manpower,” he said. “Thus far, critical shortages 
have appeared in a relatively few occupations. But there are 
unmistakable straws in the wind. . . . Like Britain and Ger- 
many before us, we are coming face to face with the fact that 


modern war makes unparalleled demands upon a nation’s pool 
of labor power. ... 


“Speaking generally, I see two possible methods of meeting 
the impending labor shortage. One is to bring into the picture 
the groups who have been outside the labor market in the past. 
In this category we have women and we have certain minority 
groups. As the war continues, we are going to have more and 
more women doing jobs that formerly belonged to men. We are 
also going to extend the range of occupations open to minorities. 
The second method is to make more effective use of the labor 
power we have... . These two programs are not mutually ex- 
clusive. Both will be necessary in the months ahead... .” 

Mr. Beyer said he was not suggesting that hours of work 
could be lengthened or that employes could be asked to do much 
more actual manual labor than in the past. New labor-saving 
machinery to offset the scarcity of labor power would not be 
available in significant amounts, he. added. The solution to the 
problem had to be found in improved methods and organiza- 
tions for doing the job “under pretty much the same conditions 
as before,” he said. He expressed the belief that an alert and 
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cooperative working force could be of great assistance in meet- 
ing the manpower problem. Continuing, he said: 


Of course, employes are not going to do a more effective job 
merely because somebody wishes they would do so. It is necessary 
to develop pretty definite procedures and mechanisms for this purpose. 
Most of all, you want to make employes aware of their important place 
in the whole war picture and to arouse their interest in improving 
the operations with which they are concerned. Beyond that, you need 
some machinery which will encourage them to offer any ideas and sug- 
gestions they may have. In other words, it is essential both to raise 
employe morale and to increase the extent to which employes can 
participate actively in bettering their own jobs. 


C. M. Chumley, engineer, maintenance of way, Illinois 
Central, described his company’s scrap metal drive. Other 
speakers were: Brig. Gen. Carl R. Gray, Jr., general manager, 
Military Railway Service, War Department, St. Paul, Minn., 
who discussed the functions of his service; F. R. Layng, chief 
engineer, Bessemer and Lake Erie Railroad, Greenville, Pa., on 
“Our Responsibilities in a Period of All-Out War,” and A. B. 
Hillman, engineer, maintenance of way, Chicago and Western 
Indiana-Belt Railway of Chicago, president of the association, 
who spoke on problems to be met by maintenance men in the 
coming year. 


Committee reports on the following subjects were pre- 
sented: Maintenance of roadway equipment; recent develop- 
ments in tamping practices; control of injuries under present 
conditions; extension of life of rail and fastenings, and highway 
crossing maintenance and construction. These reports all con- 
tained technical information developed by research and investi- 
gation. They were accepted. 

The following officers and directors were elected: 


President, E. L. Benion, roadmaster, Santa Fe System, Topeka, 
Kans.; first vice-president, H. E. Kerby, assistant engineer, Chesa- 
peake and Ohio, Richmond, Va.; second vice-president, J. M. Miller, 
division engineer, Western Maryland Railway, Cumberland, Md.; 
treasurer, E. E. Crowley, roadmaster, Delaware and Hudson, Albany, 
N. Y.; secretary, A. G. Shaver, engineer, Chicago; members, board 
of directors, for two years, A. B. Chaney, district engineer, Missouri 
Pacific, and F. L. Schaumberg, roadmaster, Chicago and North West- 
ern; directors for one year, Ray Marshall, roadmaster, Great Northern, 
and S. J. Hale, assistant superintendent, maintenance, Norfolk and 
Western. 


The last two directors were elected to replace the newly 
elected second vice-president, Mr. Miller, and P. Chicoine, 
Canadian Pacific, who resigned. 


COAL TRANSPORTATION 


All-rail coal shipments into New England decreased an 
average of 34 cars a day in the week ended September 5 as 
compared to the preceding week, Solid Fuels Coordinator for 
War Ickes announced. 

The decrease was due entirely to a reduction in bituminous 
shipments, anthracite shipments rising slightly to the highest 
point since the week ended May 9, he said. He added that 
there was ample soft coal at the mines now, and transportation 
to haul it, provided consumers expeditiously placed their orders. 

Based on reports by the Association of American Railroads, 
Coordinator Ickes said that New England all-rail shipments in 
the week ended September 5 totaled 6,815 carloads or approxi- 
mately 374,825 tons as compared to 7,055 carloads or approxi- 
mately 388,025 tons in the week ended August 29. Bituminous 
shipments in the week totaled 4,208 cars, a drop of 243 from 
the week ending August 29 while anthracite shipments rose 
three cars in the week to a total of 2,607. The shipments of 
anthracite were well ahead of the 2,390 reported in the com- 
parable week of 1941. 

Included in the bituminous shipments were 1,195 cars of 
soft coal from Southern Appalachian mines, a drop of 123 cars 
in a week from that source. 

Since January 1, through the week ending September 5, 
230,133 cars of coal have been hauled into New England, 64,816 
cars more than were hauled in the comparable period of 1941. 

Coordinator Ickes has announced appointment of Dr. Joseph 
B. Umpleby, of Seattle, Wash., geologist, as Assistant Coordina- 
tor of Solid Fuels to have charge of the problems in that field 
arising in the Pacific Coast area. He said Dr. Umpleby’s work 
would be carried out particularly in the states of Washington 
and Oregon where expended war production, shortage of labor 
and transportation dislocations had resulted in special prob- 
lems in fuel supply. 

Government agencies interested in the transportation of 
coal would collaborate in efforts to remedy a congested traffic 
situation on railroad tracks in the New York City area, brought 
about by delays in the unloading of coal, moved by rail to that 
area from Hampton Roads, Va., and other southern points, 

into vessels for transshipment by water to other points in the 
east, it was stated at the Commission after representatives 
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of the water carriers involved in the coal movement had con- 
ferred with Commissioner Johnson and Homer C. King, direc. 
tor of the Commission’s Bureau of Service. 

The problem was one of reducing the number of cars 
waiting for boats and the detention time of such cars, it was 
stated. Commission spokesmen observed that, because of the 
curtailment of collier operations along the eastern seaboard 
and the prospective increased consumption of coal in the eastern 
states to offset reductions in the supply of fuel oil, an un- 
precedented volume of coal was moving by rail to New York, 
not only from Hampton Roads but also from southern mine 
areas that had not shipped coal to New England heretofore. 

Recommendations for cutting down the detention time of 
the cars would be worked out by the Commission and the Office 
of Defense Transportation in collaboration with the Office of 
Solid Fuels Coordinator for War, it was stated. 


Railroad Earnings 


Preliminary reports from 89 Class I railroads, representing 
81.5 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those railroads, 
in August, 1942, had estimated operating revenues amounting 
to $548,264,202 compared with $402,267,250 in the same month 
of 1941, or an increase of 36.3 per cent. 

Freight revenues of the 89 Class I railroads in August, 
1942, amounted to $431,596,457 compared with $333,040,214 in 
August, 1941, or an increase of 29.6 per cent, says the associa- 
tion, adding: 


Passenger revenues in August, 1942, according to these preliminary 
reports from the 89 Class I railroads, totaled $80,847,454 compared 
with $41,130,821 in August, 1941, or an increase of 96.6 per cent. 


Eastern District 


Thirty-five Class I railroads, representing 90.1 per cent of total 
operating revenues in the eastern district, in August, 1942, had esti- 
mated operating revenues of $281,888,309 compared with $218,839,181 
in August, 1941, or an increase of 28.8 per cent. 

Freight revenues of those railroads in August, 1942, amounted to 
$218,625,263 compared with $179,968,020 in August, 1941, or an increase 
of 21.5 per cent. 

Passenger revenues of those roads in August, 1942, totaled $43,- 
710,835 compared with $23,831,272 in August, 1941, or an increase of 
83.4 per cent. 

Southern District 


Seventeen Class I railroads, representing 67.6 per cent of total 
operating revenues in the southern district, had estimated operating 
revenues in August, 1942, of $62,214,822 compared with $40,281,322 in 
August, 1941, or an increase of 54.5 per cent. 

Freight revenues of those railroads in August, 1942, amounted to 
$48,673,922 compared with $33,960,098 in August, 1941, or an increase 
of 43.3 per cent. 

Passenger revenues of those roads in August, 1942, totaled $10, 
664,599 compared with $3,971,244 in August, 1941, or an increase of 
168.5 per cent. 


Western District 


Thirty-seven Class I railroads, representing 74.9 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in August, 1942, of $204,161,071 compared with $143,146,747 
in August, 1941, or an increase of 42.6 per cent. 

Freight revenues of those railroads in August, 1942, amounted to 
$164,297,272 compared with $119,112,096 in August, 1941, or an increase 
of 37.9 per cent. * 

Passenger revenues of those railroads in August, 1942, amounted to 
$26,472,020 compared with $13,328,305 in August, 1941, or an increase of 
98.6 per cent. 


COMPTROLLER GENERAL RULING 


The General Accounting Office has issued the following 
synopsis of a decision of the Comptroller General relating t0 
transportation: 


B-28072. Contracts—Cost-Plus—Demurrage Charges; 
Officer’s Authority. 

A provision in a cost-plus-a-fixed-fee contract requiring the col 
tractor to unload from railroad cars promptly upon arrival all ship 
ments consigned to him, and to provide storage and other facilities 
necessary for that purpose, is for the government’s benefit and may be 
waived when in its interest to do so, but a prima facie presumption 
arises that strict compliance with such provision is to the govell 
ment’s interest and, therefore, reimbursement for demurrage chargé 
is not allowable under such a contract in the absence of evidence 
sufficient to rebut such presumption. 

While cost-plus-a-fixed-fee contracts generally vest the govell 
ment’s contracting officer with broad and general powers in the matte! 
of approving reimbursable items, such powers are not unlimited in 
their application, nor may they be regarded as affecting in any manne! 
whatever the statutory duty of this office to require necessary ¢V' 
dence in support of payments to be made by disbursing officers fro! 
appropriated moneys. 


Contracting 


) date, 





Se] 


the 
dire 
and 
rubl 


that 
prog 
ther 
adm 
to t 
men 
mus 
char 
shou 
of t 
who 
Goor 
avai 
the 


of t 
worl 
men: 


is se 
we 1 
civil 
peop 
have 


trucl 
the ¢ 


need 


a 
diffe 


wint 
Ina 


reduc 
midv 


Dlied 
Toad 
the y 


tating 
treme 


> to th 


| to m: 
) by pi 


crude 
meth 


fuel | 
furna 


‘LD 


con- 
irec- 


cars 
was 
f the 
oard 
stern 
1 Un- 
York, 
mine 
ofore. 
ne of 
Office 
ice of 


enting 
yy the 
roads, 
unting 
month 


.ugust, 
214 in 
ssocia- 


iminary 
mpared 
nt. 


of total 
ad esti- 
8,839,181 


unted to 
increase 


led $43,- 
rease of 


of total 
»perating 
81,322 in 


yunted to 
increase 


aled $10,- 
crease of 


t of total 
operating 
143,146,747 


ounted to 
n increase 


1ounted to 
ncrease of 


following 
sJating to 


Nontracting 


g the col 
a1 all ship- 
sp facilities 
and may bé 
yresumption 
the govell 
ige chargé 
of evidenct 


he 
. the matter 
inlimited 1? 
any manne! 
cessary evr 
yfficers from 


govell 


September 19, 1942 


Petroleum and Rubber Controls 


With the approval of the President, Chairman Nelson, of 
the War Production Board, has appointed William M. Jef- 
fers, president of the Union Pacific, to be administrator of the 
rubber program recommended by the Baruch committee. At 
the same time, Chairman Nelson ordered fuel oil rationing, 
effective October 1, in the Eastern area where gasoline ration- 
ing is effective, and also in Minnesota, Wisconsin, Illinois, In- 
diana, Michigan, Ohio, Missouri, Iowa, Kansas, Nebraska, 
South Dakota, North Dakota and Kentucky. 

Chairman Nelson said Mr. Jeffers would be vested with 
all the authority of the chairman of the War Production Board 
over the rubber program in all its phases. In turn, he said, he 
would issue directives to all governmental agencies ccncerned 
with rubber. 

“Anyone who knows Mr. Jeffers,’ said Mr. Nelson, 
“knows also that he is an exceedingly competent executive and 
administrator who can do any kind of a tough job. This job 
is one of the toughest. I am placing Mr. Jeffers in this post 
with the approval of the President, and I am delegating to 
him all my authority. From this point on, any problem con- 
nected with rubber is a matter for Mr. Jeffers’ decision and 
I know he will do this job.” 


The Baruch report on rubber recommended appointment 
for rubber administrator in the following words: 


The War Production Board must assume full responsibility for 
the rubber program in all of its phases. We therefore recommend a 
directive from the President ordering the Rubber Reserve Company 
and all other government agencies to act in all matters relative to the 
rubber program as directed by the chairman of W. P. B. 


To discharge adequately the responsibilities which we recommend 
that the chairman of W. P. B. explicitly assume for the entire rubber 
program, full authority must be centered in a single official. We 
therefore recommend that the chairman of W. P. B. appoint a rubber 
administrator and delegate to him full and complete authority in regard 
to the manufacture of synthetic rubber, including research, develop- 
ment, construction and operation of plants. 
must be a man of unusual capacity and power, must also have full 
charge of all matters connected with rubber within the W. P. B. It 
should be his duty to formulate policies and administer the operation 
of the rubber program subject only to the chairman of W. P. B., 
who should divest himself of all direct concern with these matters. 
Good administration dictates that the rubber administrator use the 
available facilities of other government agencies in the execution of 
the program, but his decisions and not theirs must control. 


In accepting his appointment, Mr. Jeffers said: 


I have just been appointed rubber administrator by the chairman 
of the War Production Board, Donald M. Nelson. I am already at 
work. I intend to do whatever is necessary to carry out the assign- 
ment. 

I am mindful of the words used in the Baruch report, in which it 
is said that the existing rubber situation is so dangerous that, unless 
we take corrective steps, this country will face both a military and 
civilian collapse. 

This means I have a tough job. But it is also a job for all the 
people of the United States. The biggest stockpile of rubber we 
have is on the wheels of our automobiles. I ask every motorist, every 
truck driver, everybody who runs a car, to remember that he is now 
the custodian of a material more precious than gold. 

I cannot do any more talking about the matter now. We do not 
need talk—we need action. 


Fuel Oil Rationing 


With respect to fuel oil rationing, Chairman Nelson said 
a coupon rationing system had been authorized, varying in 
different regions, and that it would be administered by the 
Office of Price Administration. Rationing may reduce normal 
winter use as much as 25 per cent, according to the W. P. B. 
In a statement Chairman Nelson said: 


This move will assure an equitable distribution of the drastically 
reduced amounts of fuel oil which will be available in the east and 
midwest this winter. 

. As in the case of gasoline, the eastern seaboard is normally sup- 
Plied with 95 per cent of its fuel oil requirements by tanker. Rail- 
road tank cars, on the other hand, are the main source of supply for 
the mid-west. 

_ The increasing need for tankers on military supply routes necessi- 
tating the withdrawal of tankers from their normal service, has cut 


| tremendously into shipments of gasoline and fuel oil from the Gulf 


methods. 
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t The government has done, and is doing, everything in its power 
make up this deficiency by the transportation of petroleum products 
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The fuel oil shortage, resulting as it does from a loss of trans- 
portation, is a war burden which should be spread over the country 
as far as practicable. The middle western states, although presently 
approximately in balance, are the nearest points from which fuel oil 
may be drawn, with a minimum use of transportation facilities, to 
mitigate somewhat the eastern shortage. This withdrawal of fuel 
oils from the middle west necessitates rationing in that area. 

The states of Tennessee and Oklahoma will not be included in 
the rationed areas because the number of fuel oil burners existing 
in those states is so few as not to justify the imposition, at this time, 
of rationing. 


Elimination of Cross Hauls 


In its report on the rubber situation the Baruch committee 
said it believed that, in addition to saving of rubber by con- 
solidation and rerouting of traffic, further savings could be 
made through elimination of cross hauls and more stringent 
substitution of alternative types of transportation not requiring 
rubber. 

Price Administrator Henderson said coupon rationing of 
fuel oil as directed by Chairman Nelson would begin about Oc- 
tober 15 but would cover all oil used after October 1. 





Petroleum Transportation 


Tank car shipments of oil to the east coast averaged 
824,850 barrels daily in the week ended September 5, Petro- 
leum Coordinator Ickes announced. 

This was an increase of 1,590 barrels daily over the vol- 
ume moved in the previous week, when car loadings averaged 
823,260 barrels daily, he said. 

In shipping 824,850 barrels each day to the seaboard, 
he added, 37 companies loaded 27,495 cars. On the basis of 
an average of 210 barrels per car, these cars carried the 
equivalent of 5,773,950 barrels of petroleum and petroleum 
products in the week, he observed. 

Secretary of Commerce Jones has announced that the De- 
fense Plant Corporation, on the recommendation of the Office of 
the Petroleum Coordinator of War, has agreed to finance the 
construction of an eight-inch pipeline from Greensboro, N.C., to 


a point near Richmond, Va., a distance of about 175 miles. 
Said he: 


The line will be built of second-hand pipe and will provide, to- 
gether with a privately financed feeder line now under construction 
from the Houston-Beaumont area of Texas to Baton Rouge, La., a 
through pipeline movement to the east coast of petroleum products 
originating in the Texas-Gulf Coast area. 

The Plantation Pipe Line Co., a Delaware corporation, will con- 
struct the line at a cost of approximately $3,600,000. It will have a ca- 
pacity of about 30,000 barrels per day of gasoline and light petroleum 
products, and it is expected that it can be in operation in approximately 
four months. The facilities will be owned by Defense Plant Corpora- 
tion and will be operated for its account. 

The Plantation Pipe Line Co. now has a line from Baton Rouge to 
Greensboro with a daily capacity of 60,000 barrels. This will be in- 
creased 30,000 barrels daily by installation of additional Plantation 
pumping stations along this line. 


A total of 8,400 tank cars had been released for the trans- 
portation of petroleum into the eastern seaboard district as 
the result of an Office of Defense Transportation order re- 
stricting use of the cars in short hauls, said the O. D. T., Sep- 
tember 15, adding: 


The office announced that during August there was a reduction 
of 2,426 in the number of tank cars engaged in short hauls, a decrease 
resulting generally from the diversion of short-haul traffic to tank 
trucks. 

At an average of two trips a month, the total of 8,400 tank cars 
released by September 1 would move 117,600 barrels of oil a day from 
the producing fields of the Middle West to the eastern district. 

The order effecting this diversion (general order O. D. T. No. 7) 
requires that no railroad accept for transport any loaded tank car 
without special or general permission from the O. D. T., except cars 
specifically exempted. An exception order—since revised—exempted 
cars used in hauling any commodity for a distance of more than 100 
miles over the shortest available published rail tariff route. 

Effective October 10, the permit system restricting use of tank cars 
will cover all movements of 200 miles or less. 


Petroleum Coordinator Ickes, in a press conference Septem- 
ber 17, announced that the rail tank car movement of petroleum 
and its products to the eastern seaboard area in the week ended 
September 5 averaged 838,440 barrels daily, establishing a new 
record. That figure represented transportation by 70,611 tank 
cars, he said. 

He referred a question as to what percentage of the move- 
ment consisted of trainloads to Major J. R. Parten, transporta- 
tion specialist of the Office of Petroleum Coordinator for War. 
Major Parten said about two-thirds of the entire volume of oil 
shipped to the east was moving in trainloads. 

Mr. Ickes said that in a conference of their representatives, 
oil companies had been asked to pool their facilities to the 
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greatest extent possible, or wherever such action would make 
way for the movement of additional barrels of petroleum or 
petroleum products to the presently rationed area. Spokesmen 
for the oil industry had agreed to go ahead with such a pro- 
gram, he said, adding that it included the pooling of storage 
facilities. This program was not a new one, he observed. His 
office was just “putting on the final squeeze,’ he said. In the 
pooling of storage facilities, mixing of different brands of 
gasoline might be involved, he commented. Major Parten said 
that pooling of retail deliveries of gasoline and fuel oil would 
“undoubtedly” be a consequence of the program. 

With respect to trainload movements of oil, Major Parten 
said the idea was to bring the trainloads to a large terminal in 
the east and then to ‘fan out” individual tank car shipments or 
groups of tank cars to the ultimate destinations. Mr. Ickes said 
the oil movement so far had shown no indication of a shortage 
of motive power, but, he added, railroad people probably would 
state that there was a prospect of such a shortage. 

Asked about the progress of construction of “the big pipe- 
line,” from Longview, Tex., to Norris City, Ill., a distance of 
about 550 miles, Mr. Ickes said that about 100 miles of pipe was 
now underground, that a total of 300 miles of pipe had been 
delivered and that 25 miles of pipe had been welded but had 
not yet been laid underground. The construction was under 
way on eight sections of the project, he said. The pumping 
equipment for the line remained on order, none of it having 
been delivered as yet, he said. 

To an inquiry as to what had happened to the program for 
construction of wooden barges for transporting petroleum, Mr. 
Ickes said the program was in the “status quo,” or “moribund.” 
He said he thought the difficulty was in obtaining the Diesel 
engines required for the hauling. 

Mr. Ickes announced that a branch office of the Office of 
Petroleum Coordinator had been opened at Boston, with Richard 
Hull, formerly of the New York City office of the O. P. C., in 
charge. 

Asked for comment on the fuel oil rationing program an- 
nounced by the War Production Board, Mr. Ickes said he entered 
no dissent and that he did not discuss policies not in his juris- 
diction. 


In an address September 16 at Baltimore, Md., before the 
Baltimore Advertising Club, Coordinator Ickes asked whether 
his audience had any idea what a tremendous accomplishment 
the movement of petroleum by rail had been. His transportation 
experts were assuring him, he said, that they would not be sur- 
prised to see the movement exceed 900,000 barrels daily in the 
near future. 


The accomplishment was not achieved by the pushing of a 
button or the waving of a wand, said he. 


“Tt involved the removal of more than 70,000 tank cars from 
their normal service, and the replacement of them by trucks 
and other carriers,” said he. “It involved the laying—at great 
expense—of switching tracks and the building of unloading 
racks. It required the elimination of cross-hauls and back- 
hauls. It called for the sale, loan and exchange of crude oil 
and products as between competing companies in order that 
unnecessary shipments might be eliminated wherever possible. 
Finally, but certainly not secondarily, it called for out-of-pocket 
expenditures by the shipping oil companies which, by June, had 
amounted to an estimated $40,000,000 above the normal peace- 
time cost of tanker transportation. 


“That these things were accomplished was the result of the 
mutual confidence that existed between the oil industry and the 
Office of Petroleum Coordinator. The companies incurred that 
$40,000,000 extra transportation cost, with no assurance of re- 
imbursement beyond my pledge to them that I would do my 
best to obtain compensatory price adjustments from Mr. 
Henderson’s office. Such adjustments, I am glad to say, were 
granted by that office not long ago, and remained in effect until 
Federal Loan Administrator Jones agreed to assume the burden 
as a proper war charge against the public treasury.” 


VEGETABLE OILS IMPORT COMMITTEE 


The Board of Economic Warfare and the Commodity Credit 
Corporation of the Department of Agriculture have announced 
a plan to establish a war-period association of importers to be 
known as the Emergency Group for Foreign Vegetable Oils, 
Fats and Oil-Bearing Materials. It was stated the plan was 
designed to recruit the experience and facilities of all private 
importers in the foreign vegetable oil trade for government aid 
in importing and handling commodities vitally needed in the 
war effort. At the same time, it was said, it would help these 
importers to continue operations, sharing the import service 
fairly on the basis of their normal part of the total fats and 
oils business. 

The emergency group will act as exclusive agent of the 
C. C. C. in importing and handling foreign vegetable oils, fats 
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and oil-bearing materials according to the terms of a contract 
to be signed by C. C. C. and the group. For services rendered, 
C. C. C. will pay to the group a fee for distribution among the 
membership in accordance with a base period formula contained 
in the articles of association, according to the announcement, 

An organization meeting will be held September 30 in the 
offices of the C. C. C. at 60 Beaver St., New York City. Mem- 
bership application forms may be obtained at C. C. C. offices in 
New York City; at the Masonic Temple Building, 333 St. Charles 
St., New Orleans; at 208 South La Salle St., Chicago, or at the 
Agricultural Adjustment Agency, U. S. Department of Agricul- 
ture, Odd Fellows Building, 2288 Fulton St., Berkeley, Calif. 
It was stated that application for membership would not be 
considered unless a qualifying statement (available at the above 
mentioned offices), duly verified, was filed at the office of the 
Commodity Credit Corporation, Room 3067 South Agriculture 
Building, U. S. Department of Agriculture, Washington, D. C., 
on or before 5 p. m., September 26. 


Price Control and Transportation 


In introducing S. 2767, a bill providing that rates charged 
by any common carrier or other public utility shall not be 
increased without the consent of the Price Administrator (see 
Traffic World, September 12), Senator Norris, of Nebraska, 
read from a letter he had received from Leon Henderson, 
O. P. A. administrator, discussing lack of power in the O. P. A. 
over such rates. The Henderson letter was in reply to a letter 
the senator had sent him relating entirely to gas, telephone and 
electric rates. 


“As you know,” wrote Mr. Henderson, “‘the emergency price 
control act exempts utilities and common carrier rates and we 
are without power to fix such rates and charges. Nevertheless, 
we have deemed it necessary to participate in rate-regulatory 
proceedings in our effort, not altogether successful thus far, to 
prevent increases in conflict with our basic program.” 


Mr. Henderson said there had been an upward trend in 
utility cases before state commissions where it appeared rate 
increases were sought to cover war taxes. In his letter, dated 
August 19, Mr. Henderson said the following in conclusion: 


In seeking to cooperate with the existing regulatory agencies in the 
utility and railroad rate fields, we are proceeding in the belief that 
when Congress exempted these rates from our jurisdiction, it was im- 
plied that these commissions would recognize that the dominant prin- 
ciple governing the fixing of all prices in wartime would be the gov- 
ernment’s program to stabilize commodity prices and the cost of living 
and that the utility and railroad rate principles must be reexamined 
in the light of the government’s economic program, upon the success of 
which depends both the winning of the war and the peace. Their recog- 
nition of this obligation will be an important step in the success of the 
government’s program to prevent further increases in the cost of living. 

Therefore, while I hope there will be no need for additional legis- 
lation in this field, serious consideration must be given to the practice 
in Canada where the consent of the price board, which administers an 
over-all program, as well as that of the existing regulatory authorities, 
is a prerequisite to utility rate increases. Certainly it should be under- 
stood without additional legislation that federal income taxes shall be 
borne by those upon whom such taxes should be levied. A different 
policy would seriously impair, if not destroy, the basic efforts of the 
government to stop inflation. 


Senator Norris said he thought the administrator should 
have the authority provided in his bill. 


The Office of Price Administration has authorized increases 
of 10 per cent and 11 per cent in charges by five marine ter- 


minal operators in the San Francisco Bay area for loading and 
unloading cars and trucks. 


The operators previously had applied to the California 
Railroad Commission for authority, not only to increase the 
loading and unloading rates but also to reduce certain “free 
time” periods, increase daily wharf demurrage charges on cer- 
tain commodities, make increases in seasonal storage and wharf- 
age charges and apply charges on returned empty containers 
for which no charge is now being made. 


The Railroad Commission after a public hearing allowed 
only the increase in loading and unloading charges. The 
O. P. A. action was based on evidence submitted at the hear- 
ing and on the decision of the commission. 


The increases, contained in order No. 36, Sec. 1499.18(c) of 
the general maximum price regulation, were authorized for 
Encinal Terminals, Howard Terminal, Parr-Richmond Terminal 
Corporation, Golden Gate Terminals and State Terminal Com- 
pany, Ltd. 


The 10 per cent increase applies to truck movements of 
freight between car and truck and vessel. The 11 per cent 
increase covers movements between place of rest on terminal 
and car or truck. 
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September 19, 1942 


Power Truck Inventory 


An appeal to owners of used power trucks to take an im- 
mediate inventory of such equipment and transmit the results 
to the War Production Board so that vitally-needed used trucks 
can be diverted quickly to war operations has been made by 
c. S. Williams, chief of the general industrial equipment 
branch, and Ernest Tupper, chief of the inventory and requisi- 
tioning branch. 

Many used power trucks, Mr. Williams and Mr. Tupper 
said, were lying idle in plants throughout the country or were 
not receiving full use from their owners. Power trucks were 
used to handle materials in factories, warehouses, etc., said 
they, adding: 


If the War Production Board could learn the location of such 
trucks they could be directed into the hands of purchasers who have 
an urgent need for them, such as the army and navy and war plants. 

A simple inventory would enable us to advise these prospective pur- 
chasers of the type, location and number of used power trucks available, 
and of the repairs and parts required to put them in excellent condi- 
tion. If any of these trucks are found to be beyond repair, they can be 
put in the national scrap pile to help us salvage more metal to make 
more guns, planes, tanks and ships for our armed forces. 


Mr. Williams and Mr. Tupper urged all owners of used 
power trucks to submit the following information to the Inven- 
tory and Requisitioning Branch, War Production Board, Wash- 
ington, D. C.: 


Company name and address; location of equipment; number avail- 
able; maker’s name and model number; powered by electric battery, 
gas-electric, or gasoline motor; if battery powered, maker and voltage 
of battery; load carrying capacity in pounds; year manufactured (if 
available); condition; repairs and parts required, and type. 

Specific information for different types is requested as follows: 

Type: No lift platform: Length, width and height of platform. 

Type: Lift platform: Length, width and height of platform in low 
position, height of lift, telescopic or non-telescopic lift. 

Type: Fork: Height of lift, center or and control, telescopic or non- 
telescopic, length of fork. 

Type: Crane truck: (Industrial shop type only, but including any 
electric model), capacity in pounds (give radius), length of boom, 
swivel or stationary, manual or power slew, three or four motor (if 
electric). 

Type: Tractor: Three or four wheel, maximum D. B. P. in pounds. 


Railroad Radio Broadeast 


For every five tons of new steel the railroads used, they 
returned to the mills four tons of iron and steel scrap, Clyde 
B. Aitchison, chairman of the Commission, said in a round- 
table radio discussion in Washington, September 17. 

According to Commissioner Aitchison, the railroads are 
the nation’s prime source of scrap metal, ordinarily originating 
about one-sixth of all commercial scrap metal. Most of this 
ig he stated, was iron and steel needed to feed the steel 
mills. 

In the nation-wide campaign to collect scrap that could 
be used in the manufacture of war materials, Commissioner 
Aitchison said, “the railroads have taken the lead, and are do- 
Ing a most remarkable job.” 

“As a result of their intensified effort,” the commissioner 
continued, ‘‘the railroads have salvaged hundreds of thousands 
of tons of scrap metal and huge quantities of other useable 
scrap. One railroad has increased its scrap production by 25 
per cent, and this is typical of what is being done on every 
railroad throughout the country.” 

_ Pointing out that the salvaging of scrap was not the only 
thing the railroads were doing to conserve critical materials, 
Commissioner Aitchison said: 


_ They are substituting the less critical for the more critical mate- 
rials, and are changirg designs in order to reduce or eliminate the 
need for critical materials. They are also getting the fullest possible 


neal out of what they have, and are reclaiming and restoring worn 
materials, 


As an example of this, William White, president of the 
Delaware, Lackawanna and Western Railroad, cited what the 
railroads were doing: to conserve steel. Said he: 


Even before America entered the war, the railroads took definite 
action to save steel. They limited freight car designs for the duration, 
and began to use narow plates of steel in all types of cars except tank 
cars instead of the scarcer plates of standard width. They also ar- 
ranged to use wood instead of steel in certain parts of closed and 
open top cars. Although the amount of steel thus saved varies with 
the different types, the average is well over a ton per car. Much steel, 
too, is being saved by careful and scientific reclamation.” 


; The railroads had been intensely active in reclamation 
Work, Mr. White stated, and had been gathering up, recondi- 
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tioning and putting to use materials of all sorts, ranging from 
the magazines and newspapers which passengers left in the 
cars to electrical apparatus, equipment and machine parts. 

In describing how a large amount of steel was saved by 
reclamation, the railroad president said that when ends of 
rail become battered, they were sawed off and redrilled, and 
those with chipped or worn ends were built up in place in 
the track by welding. In both cases, he explained, practically 
the tonnage of a new rail was saved. 

“And,” he went on, “for every foot of new rail laid, the 
railroads are releasing nine-tenths of a foot of old rail to be 
laid again in switch tracks serving camps or war plants or 
for other uses.” 

Many railroads shops had been converted in whole or in 
part to turn out war work, Mr. White declared, and the rail 
road supply industry had also taken on war production. 

Among the railroads’ other contributions to the war effort, 
R. V. Fletcher, vice-president of the Association of American 
Railroads, said, was their lending or leasing equipment and 
facilities of various kinds to the government. Said he: 


These things include machinery, tools and steamships and other 
floating equipment, and all types of port terminal facilities. The rail- 
roads have also made available warehouse and open track space for 
Army and Navy storage or other war purposes. Considerable space 
in railroad stations throughout the country is being devoted to services 
helpful to the military personnel and to the promotion of the sale 
of War Bonds and War Savings Stamps. 


Mr. Fletcher called attention to the fact that the railroad 
industry was among the first to adopt the payroll deduction 
plan, and that thousands of railroad employes were already 
in the army and navy. 

Although men who had been or could be trained usually 
replaced those who left the railroads for the armed services, 
Mr. Fletcher said, women were taking over the jobs in a good 
many instances. At the present time, he stated, more than 
40,000 women were now working for American railroads, and 
more were being added to the railroad payrolls every day. 

In discussing the payment of taxes to help finance the war, 
Mr. Fletcher said that the railroad tax bill in the first seven 
months of this year amounted to more than $617,000,000. This, 
he pointed out, was more than double what it was in the cor- 
responding period of 1941, and almost five and three-fourths 
times greater than in the same months in the war year of 1918. 





NEW STREET CAR AND BUS SEAT 


The “Standsit Seat,” a new type of seat designed to in- 
crease the seating capacity of street cars and busses from 
25 to 40 per cent, will receive its first try-out in Washington 
beginning September 21, the O. D. T. has announced. The 
seat is a war-inspired innovation in mass transportation during 
rush hours and is being introduced at the request of the O. D. T. 


MADIGAN ON WAR TRANSPORTATION 

Officers of the U. S. Army quartermaster depot at Chi- 
cago described how the quartermaster corps obtains and shins 
food and other war supplies, in talks before industrial officials 
at a dinner meeting at the Sherman Hotel, Chicago, September 
14. Lt. Col. John J. Madigan, officer in charge of the trans- 
portation division for the depot, spoke on the part that rail- 
roads, trucks, ships, and planes play in shipping supplies to war 
fronts. He spoke off the record. The meeting was sponsored 
by the Chicago Association of Manufacturers’ Representatives. 


MERCHANDISE IN CUSTOMS CUSTODY 


The House military affairs committee has favorably re- 
ported S. 2698, to make transportation and storage facilities 
available for military use where military necessity exists, by 
authorizing the removal to other points of merchandise in 
customs custody. The authority would be granted to the War 
Department. The committee said the removal would be made 
at War Department expense and the safekeeping of the mer- 
chandise would be the responsibility of that department. At 
the present time, it said, storage and transportation facilities 
urgently needed by the department were being utilized for 
the handling of freight in the custody of the customs and were 
not available to the department. The legislation would be 
effective during and for six months following the termination 
of = unlimited emergency acclaimed by the President May 
27, 1941. 


USE OF STEEL DRUMS RESTRICTED 
The use of new or secondhand steel shipping drums for 
packing approximately 200 food, chemical and petroleum prod- 
ucts, after November 13 has been prohibited by the War Pro- 
duction Board in its limitation order L-197, announced Sep- 
tember 14. 
“Effective immediately,” said the W. P. B., “the order also 
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prohibits the packing of any product on an additional list of 
approximately 35 items in a new or used drum manufactured, 
purchased, or delivered after September 14. This provision 
does not prohibit the packing of a product on the second list 
in drums now owned by the packer.” 

The order forbids the use by any person of new or used 
drums for packing products which he has not packed in drums 
prior to the issuance of today’s order. 

Officials of the W. P. B. containers’ branch said that the 
order was expected to conserve approximately 100,000 tons 
of steel annually, and release thousands of drums for essen- 
tial purposes. Most products barred from the use of steel 
drums were expected to be shifted to tight cooperage (barrels) 
and in some cases, to fibre containers and glass containers, 
they said. 

Among the products that may not be packed in steel drums 
after November 13 are flour, lard, fruits or vegetables in brine, 
paints, colors, shellac, crude oil, petroleum and many 
chemicals. 

Among products that cannot be packed in steel drums 
after September 14, if the drums are not now owned by the 
packer, are asphalt, floor wax, animal, fish, and vegetable oils, 
turpentine, liquefied silicate of soda, and printing inks. 

As originally issued the order required that all drums 
manufactured, purchased, or delivered after September 14 be 
plainly marked on the bottom plate with a letter “xX.” Later 
an amendment was issued postponing to October 1 the effec- 
tive date of that provision. The change was made, it was stated, 
to give manufacturers sufficient time to change their dies. 

The restrictions of the order do not apply to persons hav- 
ing less than five drums in use for all purposes, or to drums 
used for the sale and delivery of commodities to the army and 
navy and certain other designated government agencies. 


NEW WESTERN RAIL TICKET PURCHASE RULES 


Western railroads have issued new rules effective Sep- 
tember 15, governing the pick-up of railroad and Pullman 
passenger reservations. They require tickets to be picked up 
and paid for by 5 o’clock in the afternoon of the day after 
that on which the reservations are made, providing those 
reservations are made 15 weekdays or less in advance. Where 
the train departure from the point of the purchase of the ticket 
is at 8 o’clock in the evening or earlier, the reserved tickets 
must be picked up at least three hours before that departure 
time. Thus, a passenger reserving spacé on a train leaving at 
10 o’clock the following evening, must pick his tickets up and 
pay for them by 5 o’clock in the afternoon of that day; if his 
reserved space is on a train leaving at 6 o’clock in the evening, 
he must pick up his tickets by 3 o’clock. 

Where out-of-town reservations are made, purchase of 
the tickets must be made, under the new rules, by 5:00 p. m. 
of the third business day following the reservation, but not 
less than three hours before the time of departure of the train 
from the point from which the reservations are to be used. 


War Risk Insurance 


The War Shipping Administration has announced establish- 
ment of procedure, it says, to provide flexibility under cargo 
war risk insurance policies provided by it. 

“This procedure contemplates that a hearing will be granted 
by the advisory underwriting committee of the American In- 
stitute of Marine Underwriters to any trade association or to 
any importer of cargo of a B-1 shipping priority, or higher, who 
is unable to act through a trade association, as to any needed 
modifications in the policy form or regulations,” is said. ‘Such 
hearing will be attended by representatives of the War Shipping 
Administration in cases where such attendance seems desirable. 

“Provision has also been made that suggested modifications 
in the policy form may be submitted by individual policy 
holders. Such suggestions should be submitted to the various 
underwriting agents of the War Shipping Administration rather 
than to the War Shipping Administration direct. Such sugges- 
tions will be considered by the advisory underwriting committee 
of the institute. It is in general contemplated, however, that 
the policy form and regulations of the War Shipping Adminis- 
tration will be kept as nearly as possible on a uniform basis and 
that modifications will only be made where essential to ex- 
pedite the operations of an essential trade or the importation 
of a high priority cargo.” 

The War Shipping Administration also says that no verbal 
or other interpretation of a policy form or regulations is binding 
on the War Shipping Administration unless embodied in a gen- 
eral order of the War Shipping Administration or supplement 
thereto or in an endorsement to the policy issued pursuant to 
such general order or supplement or to written instructions of 
the War Shipping Administration. 


TRAFFIC WORLD 


The War Shipping Administration has announced publica- 
tion of supplement 3, to its general order 6, setting forth further 
regulations and conditions applicable to the war risk insurance 
open cargo policies issued by it. This general order serves to 
modify the existing open policy conditions in several important 
respects, including the basis of valuation permitted under the 
policy and the amounts recoverable in event of total loss. It 
also serves to clarify the position of policy holders with respect 
to shipments between the territories and shipments to the terri- 
tories from points outside of the United States. 


Ww. 8S. A. Rate Orders 


The War Shipping Administration has issued rate orders 
Nos. 111 to 120, inclusive, prescribing rates and surcharges as 
maxima in which the administration will concur, as a condition 
to the granting, or to the continued recognition, of ship war- 
rants authorized by the ship warrants act of July 14, 1941. The 
commodities and origin and destination ports named follow: 
No. 111, coal in bulk, from U. S. Atlantic and Gulf ports to Ber- 
muda, the West Indies, Netherlands Guiana, east coast of 
Mexico and the Panama Canal Zone; No. 112, trade between 
U.S. Atlantic and Gulf ports and the east coast of Mexico; No. 
113, superphosphate in bulk, from Port Tampa, Fla., to Matan- 
zas, Cuba; No. 114, petroleum and petroleum products in bulk, 
from U. S. Gulf ports to Cuba, Jamaica, Bermuda, Trinidad, 
and Netherlands West Indies; No. 115, petroleum and petro- 
leum products in bulk, from U. S. Gulf and Pacific coast 
ports to Central America and the Panama Canal Zone; No. 116, 
ores and ore concentrates in bulk, from Botwood, Newfound- 
land, to U. S. Atlantic ports; No. 117, bituminous coal in col- 
liers and other vessels operated for account of the W. S. A. 


in the trade from Philadelphia to ports north of the Cape Cod. 


Canal; No. 118, bags and bagging (burlap, gunny, hemp or 
jute), from U. S. Atlantic and Gulf ports to Haiti; No. 119, 
petroleum and petroleum products in bulk, from U. S. Pacific 
coast ports to Alaska; and No. 120, trade from U. S. Atlantic 
and Gulf ports to west coast of Africa. 


The W. S. A. has issued rate advices Nos. 12, 13 and 14, 
authorizing listed rates. No. 12 covers petroleum and petro- 
leum products in bulk, from Netherlands West Indies, Vene- 
zuela, east coast of Colombia, and east coast of Mexico to 
Cuba; from Netherlands West Indies to Jamaica, Bermuda and 
Trinidad; from Venezuela to Barbados and Trinidad; from 
Venezuela and east coast of Colombia to Netherlands West In- 
dies; No. 13, petroleum and petroleum products in bulk, from 
Netherlands West Indies and from Peru to Central America 
and the Panama Canal Zone; No. 14, petroleum and petroleum 
products, from Netherlands West Indies to Brazil, and from 
Ecuador to Peru. 


St. Lawrence Waterway 


The Traffic World Washington Bureau 


Construction of the St. Lawrence waterway and power 
project at this time involved the question of use of materials 
needed in war industries, and if the work were begun now 
it would have to be on the assumption that the war would last 
an additional three and one-half years, as that was the estl- 
mated time required for completion of the entire project, said 
President Roosevelt in a press conference September 15. 


He expressed those views after a reporter requested com- 
ment on a statement, attributed to Chairman Olds of the Fed- 
eral Power Commission, to the effect that construction of the 
St. Lawrence project would begin immediately and that sur- 
veys had been completed. President Roosevelt said he would 
have to look into that. The reporter said Chairman Olds had 
made the statement referred to in a speech aboard a ship on 
Lake Champlain, September 13. 


The President said the St. Lawrence project was a much 
needed thing and that the power, in particular, was much 
needed. If it had not been delayed, it could have been nearly 
completed now, he added. He said he had recommended it to 
Congress one year ago, two years ago, four years ago. The 
long delay had raised the question.whether it would be ad- 
visable to proceed with the project at this time, he said. 

At this stage, the primary need was for the power that the 
St. Lawrence development would provide, he continued. He 
said a shortage of power would be encountered all over New 
England, to and including New York City. The question now 
was whether to go ahead, he said. 


The House rivers and harbors committee has recommended 


approval of the project, but Congress has not yet acted on the 
committee’s recommendations. 
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September 19, 1942 


Port Authorities Meet 


Association, at Final Sessions, Asks High Priorities 
for Arms and Munitions Ports—Defense 
Minister Speaks at Dinner—Mark 
H. Gates Elected President 


By Rosert J. Bayer, Staff Correspondent at Hamilton, Ontario 


Four speak- 

ers, repre- 
senting the 
United States 
and Canadian 
governmental 
war transporta- 
tion agencies, 
took the whole 
of the second 
day’s session of 
the convention 
of the American 
Association of 
Port Authorities, 
at Hamilton, 
Ont., September 
11 (see Traffic 
World, Sept. 12, 
p. 599). They in- 
cluded Henry 
McCarthy of the 
division of traffic 
movement, Office 
of Defense Trans- 
portation (see 
Traffic World, 
Sept. 12, p. 600); 
Major General 
Charles P. Gross, 
head of the trans- 
portation corps, 
United States 
Army; Richard 
M. Bissell, Jr., 
economist, War 
Shipping Admin- 
istration, and Captain L. Aikman, director, operating depart- 
ment, Ministry of War Transport of the United Kingdom. 

General Gross’ address, entitled ‘““‘The Army’s System of 
Transport Organization,” was delivered in executive session, 
with the audience under pledge not to disclose the information 
it contained. 

Mr. Bissell described in detail the problems before the 
War Shipping Administration and the principles on which it 
was basing its attack on those problems. “Bottleneck” was a 
term frequently used in the war effort, he said, but of no one 
factor was it more descriptive than of ocean shipping. The 
W. S. A. functions, he said, were divided clearly along two 
lines—those of ship control and allocation, and those of ship 
operation. 

As to control, he said, the administration was proceeding 
on the conviction that allocations were to be made with the 
war needs first in mind, but that that did not mean that 
civilian shipping was being neglected. Although by far the 
greater proportion of cargo space was being allotted to Amer- 
lcan army needs and to lease-lend materials, some of it had 
to be reserved for civilian traffic to Latin America, Great 
Britain, the Dominions, and Russia. He pointed out that food- 
stuffs for the peoples of those lands and other essential Amer- 
lcan exports had to be furnished as a secondary factor in the 
war effort. The people of Britain had to be well fed to main- 
tain their production efficiency, he pointed out, and British war 
industries had to have American raw materials to continue 
production. South America had to have coal from the United 
States in order to continue exporting to the United States 
needed manganese and iron ore, and supplies of meat to Britain 
and other countries. 

Generally, he said, allocations were made on import needs, 
not on the basis of exports made merely to maintain the non- 
war economic positions of the exporting countries. He also 
Pointed out that the rule was to import into the United 
States only essential commodities, even when space on returning 
vessels was available. There had been objections to the return 
of ships under ballast when they might have been loaded with 


MARK H. GATES 


President, American Association of Port 
Authorities 








679 


non-essential civilian commodities, he said, but there was ample 
justification in such a policy in the elimination of the added 
turn-around time required to load and unload such commodi- 
ties. 

He stressed the need for ample storage space at wharfs. 
There was danger, he said, in keeping freight for export too 
far away from the ports. Some of the allied nations, he pointed 
out, believed in keeping considerable “banks” of cargo at 
ports ‘on wheels” to provide supplies close enough to shipside 
to insure immediate loadings. Such wants could be satisfied 
with storage space strategically placed for rapid cargo load- 
ings, he. said. 

Ship Loading for Convoys 


Captain Aikman described difficulties encountered in load- 
ing ships as parts of convoys. Such loadings had to be timed to 
to convoy schedules, he said, in order to eliminate days of 
waiting time after loading. 

He said that the main difference between port practices in 
peace and war time was that, in peace time, ships moved to 
points where cargo was available, whereas, in war time, cargo 
moved to points where ships were available. An an example of 
the latter, he cited the movement by rail, from western Canada 
to the eastern ports of lumber formerly loaded for European 
destinations by ship via the Panama Canal. The increasing 
load carried at the eastern Canadian ports had created new 
and vexing labor problems, he said. New men had to be 
trained with the result that the average daily tonnage load- 
ing of stevedore crews had declined. The work fluctuated 
greatly, so that, in intervals between peaks, men “filtered 
away” into other industries. The stress of the work also meant 
the use of much penalty overtime labor, which placed heavy 
financial burdens on contractors and agents. 

The speaker said he saw only two ways out of the diffi- 
culty—either the government would have to appropriate money 
to reimburse the contractors and agents, or ship labor would 
have to be conscripted. 

He described new methods of ship repair that had been 
set up to put back in service as rapidly as possible ships dam- 
aged in accidents or in military action. These included the 
pooling of such integral parts as Winches, so that new ones 
could be installed and the damaged units removed for repair 
and placement on other vessels, and new salvage regulations. 


Annual Dinner 


Nearly three hundred attended the association’s annual 
dinner, the evening of September 11. The Hamilton Board 
of Harbor Commissioners was host, and C. V. Langs, K.C., its 
chairman presided. Col. C. W. G. Gibson, K.C., M.C., Canadian 
minister of national revenue, introduced the speaker, Angus 
Lewis Macdonald, K.C., minister of national defense for naval 
services. He paid tribute to the harbor authorities who, he said, 
were bearing nobly the grave responsibilities attendant on a 
war depending largely on overseas movements. His address 
was devoted almost entirely to a recapitulation of Canada’s 
accomplishments, financially, industrially and in furnishing men 
for the armed services in the war. 

A battalion of sailors and a Canadian naval band furnished 
military color. There was dancing after the dinner. 


Final Session 


At the closing session, the morning of September 12, the 
resolutions committee, L. I. Shelley, New York, chairman, re- 
ported. The resolutions declared to be “impracticable and 
inexpedient” to create an office of executive secretary in the 
association at the present time, but suggested that the question 
of duties and expenses of such an office be studied by the board 
of directors and a further report made at the 1943 annual meet- 
ing. They also recommended a mail vote of members on a 
proposal to change the by-laws to permit the selection of mem- 
bers of the executive committee by the board of directors with- 
out limitations as to the locality from which they came. An- 
other resolution put the association on record as favoring the 
granting to ports handling munitions and other war materials 
by the United States Government the “highest priorities com- 
patible with the national interests.” 

There were the usual resolutions of thanks for those con- 
cerned in the convention and of condolence to families of mem- 
bers who died in the year just past. Finally, a resolution called 
for the bestowal for the period of the war of honorary mem- 
bership in the association on officers, former officers and mem- 
bers of the association’s board joining the armed forces of the 
United Nations. 

The resolutions were adopted separately and the report 
adopted as a whole. 


New Officers 


Finley W. Parker, Galveston, Tex., reported as chairman of 
the nominating committee. All of the recommendations of that 
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committee were accepted with the result that the following 
officers and board members were elected: 


President, Mark H. Gates, San Francisco, Cal.; first vice-president, 
Walter P. Heddon, New York; second vice-president, R. T. Spangler, 
Fort Lauderdale, Fla.; third vice-president, K. J. Burns, Vancouver, 
B. C.; secretary and treasurer, Tiley S. McChesney, New Orleans, La. 

Members of the board of directors: E. R. Cox, Philadelphia, Pa.; 
R. J. Dempsey, Newark, N. J.; W. C. Paxton, Norfolk, Va.; G. H. 
Pouder, Baltimore, Md.; T. H. Banfield, Portland, Ore.; George Os- 
good, Tacoma, Wash.; J. Russell Wait, Houston, Texas; E. O. Jewell, 
New Orleans, La.; C. E. Sauls, Mobile, Ala.; L. W. Adams, Corpus 
Christi, Texas; F. W. Parker, Galveston, Texas; P. J. Mulqueen, Tor- 
onto, Ont.; R. K. Smith, Ottawa; G. H. Moore, Los Angeles, Cal.; Eloi 
Amar, Long Beach, Cal.; Ralph W. Hendry, Halifax, N. S. 


Mr. Gates was elevated to the presidency from the second 
vice-presidency. C. U. Smith, Milwaukee, who was first vice- 
president, resigned recently because of his withdrawal from 
port work. 

The board of directors met immediately after the close of 
the convention and re-elected Mr. Osgood, Mr. Parker and Mr. 
Hedden to the executive committee. It also considered an in- 
vitation from Boston for the 1943 annual meeting, but left the 
selection of the place and the question as to whether or not to 
have an annual meeting next year to future decision by the 
executive committee. 

Nearly everyone who attended the convention journeyed 
to Toronto, September 13 to attend a luncheon sponsored by 
the Toronto Harbor Board at the Royal York Hotel. On the 
way, the party stopped at the Canadian Exposition Grounds to 
witness a precision. drill by soldiers stationed there. 

Thomas Rennie, chairman of the Toronto Harbor Board, 
presided at the luncheon, at which the speakers were Albert 
Mathews, lieutenant governor of Ontario, and Fred J. Conboy, 
mayor of Toronto. Both speeches were brief and patriotic. 
— there was a trip through the city and tea at the Granite 

ub. 

On the afternoon of September 11 the party made an in- 
spection cruise of Hamilton harbor aboard a patrol boat of the 
Canadian Navy. 

+ 





Motor Carrier Statistics 


For the first quarter this year Class I motor carriers of 
property—intercity and local—reported a net operating rev- 
enue of $6,521,614 as against $10,021,928 for the first quarter 
last year, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics, of revenues, 
expenses, etc., of such carriers, statement Q-800 (see Traffic 
World, September 12, p. 616). Their operating revenues 
totaled $155,511,139 and their expenses amounted to $148,- 
989,525 for the first quarter this year as compared with 
$139,012,256 and $128,990,328, respectively, for the first quar- 
ter last year. Common carrier freight revenue was $132,946,148 
and contract carrier freight revenue was $21,001,652 for the 
first quarter this year as against $118,107,027 and $19;686,116, 
respectively, for the same quarter last year. 

In its monthly comment as to motor carrier operations, the 
bureau, in part, said: 


A division of the intercity carriers into common and contract car- 
riers reveals significant differences in the operations of the two classes 
of operators. While freight revenues for the common carriers showed 
an increase of 13.4 per cent over the first quarter of 1941, those for 
the contract carriers declined by 4.9 per cent. The truck and tractor 
miles operated by common carriers increased by 1.9 per cent while 
those operated by the contract carriers declined by 14.3 per cent. Both 
classes of carriers, however, showed increases in the tons of revenue 
freight hauled, the common by 9.4 per cent and the contract by 
3.8 per cent. 

The 151 Class I motor carriers of passengers reporting to the Com- 
mission showed a 72.6 per cent increase in the number of revenue pas- 
sengers carried, and an 85.7 per cent increase in passenger revenue for 
May, 1942, compared with the like period of 1941. The number of pas- 
sengers carried totalled 28,854,663 compared with 26,620,132 passengers 
carried by the railways in coaches during the same month. Motor 
carrier passenger revenue amounted to $22,077,669, and railway coach 
passenger revenue to $36,985,516. 


MICHIGAN TRUCK MEETING 


The Michigan Trucking Association will hold its annual 
convention at the Pantlind Hotel, Grand Rapids, Mich., October 
8 and 9. Subjects to be discussed at the business sessions, at 
which Harry Fischer, president, will preside, include business 
procurement in war time; modern equipment maintenance pro- 
grams; truck operations financing in war time, and present and 
future employment problems. There will be section meetings 
devoted to shipping requirements, and highway operations 
under orders of the Office of Defense Transportation. There 
will be a stag buffet supper October 8, and a breakfast for the 
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board of governors on October 9. In the afternoon of that day 
there will be a parade of the latest types of highway equip- 
ment. The annual banquet will be held in the evening, at 
which safety awards will be made. Convention plans are in 
the hands of committees with the following chairmen: 


Registration, Peter Cooper, Holland Motor Express; buffet supper, 
Larry Thompson, Blue Arrow Transport Lines; business sessions, J, 
H. Fles, Associated Truck Lines, and Francis L. Hooker, United Ter. 
minals, Inc.; hotel arrangements, George Payne, M. M. Berman Com- 
pany; publicity, C. Reid Weber, Weber Advertising Agency; banquet 
and entertainment, C. Leo Fahringer, Grand Rapids Motor Express; 
speakers, Don Smith, general manager, Michigan Trucking Association; 
advertising, Connie Bylenga, Inter-State Motor Freight System; pa- 
rade, Jack Bronkema, Inter-State Motor Freight System; door prize, 
Dan Viergever, Elston Packing and Storage Company, and A. J. Reit- 
berg, Blue Arrow Transport Lines. 


MORE M. C. MEMBERS PROPOSED 


Representative (Mrs.) Rogers, of Massachusetts, has in- 
troduced H. R. 7546, a bill providing for an increase from five 
to seven in the number of members of the Maritime Commis- 
sion. One of the new members would represent the New Eng- 
land area and one the Gulf and South Atlantic area. Mrs. 
Rogers said she was not asking that the present members be 
removed, but that two more members be added and the sec- 
tions of the country indicated represented on the commission. 

The port of Boston, said she, was in “a most deplorable 
condition so far as shipping is concerned.” ; 

“It would help greatly the entire war effort if we had 
more trade there and also if we had more shipbuilding,” said 
she. “The fact that Massachusetts has been neglected in de- 
velopment is incomprehensible. Massachusetts should have a 
voice on the board of the Maritime Commission—a voice that 
can be raised at all meetings of the board.” 


FRUEHAUF WAR SERVICE DEPARTMENT 


The Fruehauf Trailer Company has converted its adver- 
tising department into a war service department and _ has 
changed the title of W. D. Wise from advertising manager 
to manager of the war service department. The new depart- 
ment will continue to handle Fruehauf advertising aimed at 
the performance of war service and, in addition, will prepare 
maintenance manuals for military trailers; supervise war pro- 
duction drives, war bond sales and “share-the-ride” programs 
in the organization, and make studies for public distribution 
of matters interfering with the transportation of war materials. 
It will also prepare plant protection plans, distribute manuals 
for civilian and military truck drivers and motor truck deal- 
ers, and will prepare information on trailer production facili- 
ties for the War Production Board. 


U. S. RUBBER TIRE “SANDAL” 


The United States Rubber Company has developed a new 
appliance, called a “tire sandal,” which is expected to add 
life to existing tires. The sandal is made of closely woven 
cotton pile fabric treated with asphalt emulsion. Tests by 
the company indicate that it will add from 2,500 to 3,000 miles 
to the life of a tire. For efficiency, it must be used at an air 
pressure of 40 pounds and the vehicle operated at no more 
than 30 miles an hour. The sandals will be produced in all 
sizes for passenger automobiles. Further experiments are 
under way to adapt it to use on light delivery trucks. 


LIBERTY SHIP CONSTRUCTION 

Liberty ships, constituting the main portion of America’s 
merchant ship construction program, were now being built at 
the fastest rate ever known in the history of shipbuilding, Rear 
Admiral Howard L. Vickery, vice-chairman of the Maritime 
Commission, announced September 11 in disclosing the records 
for August production. 

The ten shipyards now producing Liberty ships, the an- 
nouncement said, turned out 56 vessels of 10,800 deadweight 
tons each in August and completed them in the average time of 
82.89 days a vessel from keel laying to delivery into service. 
When contracts for the construction of these vessels were let, 
it was estimated that it would require 105 days to construct 4 
Liberty ship. The August average, it was pointed out, was 4 
marked improvement over the July average of 108.4 days for 
the 52 Liberty ships delivered in that month. The national 
monthly average for construction has been reduced consistently 
each month since January, when the average time was 241. 
days. Oregon Shipbuilding Corporation, Portland, Ore., which 
has been setting the pace for American shipbuilders, again led 
the Liberty shipyards with an average of 50.2 days for building 
nine ships delivered in August. California Shipbuilding Cor- 
poration ranked second with an average of 61.3 days ‘or i 
ships and Bethlehem-Fairfield Shipyard, Inc., was third with 
an average of 61.7 days for 9 ships. 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical 


cial service , will his opinion in answer to any sim- 
le relating to the law of in of 
freight. The same man, with and x 
will answer questions relating to practical problems. We do 


Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washisgton, D. O. 
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Limitation of Actions—Statute of Limitations Not to Be Given 
Retroactive Application 


Oklahoma.—Question: The Interstate Commerce Act has 
been amended covering the provision as to collection of under- 
charges. Formerly it was three years in which undercharges 
could be collected, and the provision now reads that this time 
limit has been changed to two years. 

Please advise if an undercharge on a shipment which 
moved in July, 1940, can now be collected, since the two-year 
period has expired. There is some question in our mind as 
to whether or not this provision applies on undercharges made 
before the Interstate Commerce Act was amended. 

If you have any ruling on this subject we will appreciate 
your advising us. 

Answer: Under the decision in United States vs. St. Louis, 
S. F. & T. Ry. Co., 270 U. S. 1, 46 S. Ct. 182, an action for 
the collection of the undercharges is not barred. In this case 
the court said: 


That a statute shall not be given retroactive effect unless such con- 
struction is required by explicit language or by necessary implication 
is a rule of general application. It has been applied by this Court 
to statutes governing procedure, United States Fidelity and Guaranty 
Co. v. United States, 209 U. S. 306; and specifically to the limitation of 
actions under another section of Transportation Act, 1920. Fullerton- 
Krueger Lumber Co. vs. Northern Pacific Ry. Co., 266 U. S. 435. There 
is nothing in the language of paragraph 3 of Section 16, or in any 
other provision of the Act, or in its history, which requires us to hold 
that the three-year limitation applies, under any circumstances, to 
causes of action existing at the date of the act. 


See, also, the decision in New York C. R. Co. vs. Wheeling 
Can Co., 275 U. S. 490, 48 S. Ct. 33. 


Freight Charges—Liability of Consignee for Undercharges Not 
Ascertainable by Consignee at Time of Delivery 


_ New York.—Question: We will very much appreciate your 

opinion as to whether the consignee can be held liable for ad- 
ditional transportation charges resulting from reconsignment 
under the circumstances related below: 
__ We, of course, understand ordinarily the consignee is 
liable for transportation charges, but under the peculiar cir- 
cumstances involved in this particular case, there may not be 
liability which ordinarily attaches to the consignee. 

_ Consignee A purchased a number of cars of coal from 
shipper B under delivery terms that required B to ship f. o. b. 
mines or shipping point from which the freight rate would not 
exceed $2.38 per gross ton. 

_One of the cars was shipped from origin point X to desti- 
nation Z and the freight rate applicable from origin X to des- 
tination Z was $2.38 per gross ton. 

The car reached destination Z at which point delivery was 
accepted by consignee A and freight charges paid at $2.38 per 
gross ton on which basis the railroad company rendered their 
freight bill. Approximately six months after delivery and 
following the date on which we understand shipper B became 
bankrupt the railroad company presented consignee A with a 
balance due bill for $95.10 covering additional charges due to 
the fact that the car in questiton was reconsigned from desti- 
nation Y to which it appears the car was originally shipped and 
Probably refused. 

_The railroad company was clearly negligent in not indi- 
cating to the consignee at the time the car arrived that the 


ya had been reconsigned and in not showing that additional 
charges beyond the $2.38 rate applicable from the origin point 
Had this been 


appearing on the freight bill would be due. 
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done, consignee A could have recovered by charging the ex- 
cess freight to shipper B at the time of delivery of the car 
which was somewhat prior to the date of the bankruptcy. 

Answer: The acceptance of goods from the carrier by the 
consignee makes him prima facie liable for the payment of 
the freight charges. P. C. C. & St. L. vs. Fink, 250 U. S. 577, 
40 S. Ct. 37; N. Y. C. & H. R. R. Co. vs. York & Whitney, 256 
U. S. 406, 41 S. Ct. 509. 

However, in Jas. C. Davis, Director-General vs. Akron Fuel 
& Milling Co., 296 Fed. 275, the court laid down the principle 
that a consignee is not liable for charges where he has no 
knowledge nor equal means with the railroad company of ac- 
quiring knowledge that the entire amount of the charges had 
not been paid at the time the shipment was delivered to him. 

In other words, where a carrier does not, at the time the 
goods are delivered to the consignee, make known to the con- 
signee that additional charges are due over and above the 
amount which can be ascertained by reference to the published 
tariff, the consignee, under the principle of the decision in the 
Akron Feed Company case, above referred to, is not liable for 
a subsequently ascertained balance. The reasoning of the court 
in this case appears to be sound. 


DOCKET OF THE COMMISSION 


(Continued from page 690) 


September 25—Oklahoma City, Okla.—Skirvin Hotel—Exam. Higgins: 
MC F-1839—Campbell & Co., Inc., purchase, B. Cain. 
September 25—Philadeiphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 13036 Sub. 1—Casper’s South Jersey Express, Atlantic City, N. J., 
certificate to extend operations. 
September 25—Washington, D. C.—Examiner Kilroy: 
i A S. M-2074—Candy, confectionery, etc., Hershey, Pa., to N. Y. 
points. 
September 26—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 305: 
MC 30653—J. Z. Motor Express, Greenwich, Conn., certificate. 
September 26—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 59814 Sub. 33—Johnson Motor Lines, Fort Worth, Tex., certifi- 
cate to extend operations. 
September 26—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 2229 Sub. 12—Sproles Motor Freight Line, Inc., Fort Worth, Tex., 
certificate to extend operations. 
September 26—Indianapolis, Ind.—U. S. Court—Jt. Bd. 72: 
MC 54591 Sub. 3—Indiana Railroad, Indianapolis, Ind., certificate. 
September 26—Scranton, Pa.—Federal Bldg.—Examiner Haley: 
MC 51967—Holcomb Freightways, Scranton, Pa. 
September 26—St. Louis, Mo.—Coronado Hotel—Examiner Higgins: 
* MC F-1947—Columbia Terminals Co., control, Dyer & O’Hare Haul- 
ing Co. 
September 28—Binghamton, N. Y.—U. S. Court—Examiner Cantrell: 
MC 66562 Sub. 433—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC — E. Foley Construction Corporation, Binghamton, N. Y., 
permit. 
September 28—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 25796—Richenbacher Transportation, Inc., Newark, N. J. 
MC 30893—Richenbacher Transportation, Inc., Newark, N. J. 
September 28—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
MC 59468 Sub. 30—Red Ball Motor Freight Lines, Dallas, Tex., 
certificate to extend operations. 
September 28—Des Moines, la.—Hotel Kirkwood—Examiner Garofalo: 
MC 23259 Sub. 4—Ruan Transportation Co., Des Moines, Ia., permit 
to extend operations. 
SS 28—Scranton, Pa.—Federal Bldg.—Jt. Bd. 228 and Examiner 
aley: 
MC 103308—Pointer Line, Lansford, Pa. 
1. & S. M-2075—Boxboard, etc., from or to Md., N. J., N. Y. and Pa. 
points. 
September 28—Salt Lake City, Utah—Utah Hotel—Examiner Stiles: 
28775—E. R. Blackinton & Son Canning Co. et al. vs. Alton et al. 
September 28—San Antonio, Tex.—Hotel Plaza—Jt. Bd. 77: 
MC 103497—National Cartage Co., San Antonio, Tex., certificate. 
September 28—San Francisco, Calif.—St. Frances Hotel—Jt. Bd. 5: 
MC 35525 Sub. 6—Mitchell Freightways, Portland, Ore. 

September 28—St. Louis, Mo.—Coronado Hotel—Examiner Higgins: 
MC F-1950—East Texas Motor Freight Lines, lease, G. H. Cook. 
September 29—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 

MC 222 Sub. 2—Liberty Motor Freight Lines, Inc., certificate to ex- 
tend operations. 
September 29—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 330: 
MC 56082 Sub. 3—Davis & Randall, Franklinville, N. Y., certificate 
to extend operations. 
September 29—Dallas, Tex.—Baker Hotel—Jt. Bad. 77: 
MC 30165 Sub. 30 and 31—English Freight Co., Dallas, Tex., certifi- 
cate to extend operations. 
September 29—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
MC 29130 Sub. 26—Rock Island Motor Transit Co., Chicago, Ill., cer- 
tificate to extend operations. 


SHIPBUILDING EFFICIENCY SPUR 


The Maritime Commission has announced that it has ap- 
proved a policy of awarding war saving bonds to shipyard 
employes who make the most important suggestions for pro- 
moting efficiency and curtailing waste within any given month. 

Under this policy, shipyards constructing vessels for the 
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Maritime Commission may make agreements with their labor- 
management committees to award war bonds each month to the 
total of $250. All employes, including the office staff but ex- 
cluding corporate officers, are eligible for the awards. 

The policy was decided on to reward frequent demonstra- 
tions of ingenuity and initiative displayed by yard employes 
which have increased the efficiency of shipyard operation. 
Lucien Koch, Baltimore representative of the Industrial Union 
of Marine and Shipbuilding Workers of America, made the 
original suggestion that prizes be awarded employes who con- 
tributed their ideas. 

There are to be four prizes, the first being a $100 War 
Bond, the second a $75 bond, the third a $50 bond and the 
fourth a $25 bond. These are outside limits set for awards 
by the Maritime Commission, and the actual amounts within 
those limits will be determined by the labor-management com- 
mittee in each individual yard. Awards need not be made 
every month unless suggestions which merit recognition are 
received during the month. 


CONTAINER BUREAU MANUAL 
The Freight Container Bureau has issued Manual No. 901, 
containing requirements for preparing finished rounds, con- 
tainers, for shipment, and rules for loading same in cars. It 
was prepared at the request of the Chief of Ordnance of the 
War Department. Copies may be obtained from the bureau 
at 30 Vesey St., New York. 


N. Il. T. L. ANNUAL MEETING 


The annual meeting of the National Industrial Traffic 
League will be held November 19 and 20 at the Pennsylvania 
Hotel, New York City. The executive committee considered 
transferring the meeting to some other city but after a survey 
of the transportation situation, the majority of the committee 
favored meeting in New York City as originally planned, said 
E. F. Lacey, executive secretary. He said it now appeared the 
meeting would be held as usual except that the annual League 
luncheon usually held on the first day of the meeting would 
be eliminated. 


Cc. & N. W. SCRAP COLLECTION 


At the outbreak of the war in Europe, three years ago, the 
Chicago and North Western began a scrap clean-up campaign. 
To date, this campaign has yielded a total of 486,000 tons of 
scrap, enough to build 54 35,000-ton battleships, or more than 
34,700 medium tanks, according to R. L. Williams, chief exec- 
utive officer of the railroad. The campaign, which includes a 
drive to conserve rubber, to reclaim and repair for reuse many 
articles, and to develop substitutes for critical materials, is 
under the supervision of division superintendents, engineers, 
traffic officers, and subordinate staff officers on all divisions of 
the railroad. The figures quoted by Mr. Williams, he said, did 
not include scrap metals collected on the Chicago, St. Paul, 
Minneapolis and Omaha Railway, which is part of the North 
Western System. 


TOWMOTOR GETS “E” AWARD 


Colonel William H. Clopton, U. S. Army, presented to the 
Towmotor Company, in ceremonies at the company’s plant at 
Cleveland September 14, the Army-Navy “E” award for effi- 
ciency and excellence in fulfilling military contracts. The com- 
pany makes power lift trucks, its entire output at present going 
to the Army and Navy for use in war production plants and 
in the warehousing of military supplies and equipment. The 
rate of output of the plant is at present ten times what it was 
in 1940. Lester M. Sears accepted the flag and turned it over 
to Elmer Redding, employes’ representative, with the sugges- 
tion that it be flown over the production line. Among those 
participating in the ceremonies was Captain Spencer H. Pratt, 
U. S. Marine Corps, a former Towmotor employe and now a 
Marine paratrooper. 


EXPRESS TRUCKS IN WAR TIME 


The Railway Express Agency is redressing the tops of all 
its trucks with lusterless olive-drab paint, so as to make them 
unidentifiable from the air. Heretofore, the trucks have had 
an aluminum top-dressing and carried the name of the agency. 

It is also placing in its terminals and offices posters stress- 
ing the idea that express employes are “at the front’ in the 
sense that efficient operation of express service is a vital ne- 
cessity in the war effort. Another poster, placed where truck 
handlers will see it, points out that express trucks are “now 
war equipment,”’ which must be carefully handled. 
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Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THe Trarric Wor. 





Mrs. Winifred Talley was elected 
to succeed Miss Marietta Meunier as 
president of the Women’s Traffic and 
Transportation Club of New Orleans 
at the September meeting of the club. 
Other officers elected are: First vice- 
president, Miss Violet Weitzel; second 
vice-president, Mrs. Jeanne Barbazan; 
recording secretary, Miss Nina Spezi- 
ale; financial secretary, Miss Ruth 
Nutter; corresponding secretary, Miss 
Louise Pickens; treasurer, Miss Esther 
Barrois; parliamentarian, Miss Cather- 
ine Mack; members of the executive 
board, Mrs. Loretta Anseman, Mrs. Justin Zeairs Heno, Mrs. 
Florence Hecker, Miss Ellen Wiley, Miss Florence Magill. 





The Cleveland Transportation Club will hold a clam bake 
at the Sunnybrook Gardens September 26. There will be a 
softball game, horse-shoe pitching, and card games in the af- 
ternoon, and a dinner and program of entertainment in the 
evening. Pat Harkness, New Haven Railroad, is chairman of 
the committee on arrangements. 





The Transportation Club of Des Moines, Ia., will hold its 
annual election September 21. The nominating committee has 
submitted the following list of nominees for officers and mem- 
bers of the board of directors: For president, J. B. McCleary, 
Pittsburgh-Des Moines Steel Company, and C. A. Kasdorf, 
Hawkeye Portland Cement Company; vice-president, H. R. Van 
Maren, McCoy Truck Lines, and H. C. Shirer, Chicago, Great 
Western; secretary-treasurer, R. D. Kelsey, traffic bureau, Des 
Moines Chamber of Commerce, and H. H. Jacobs, Milwaukee 
Road; directors, five to be elected, D. J. Rochford, Wabash 
Railroad; E. R. Field, Union Pacific; Dan M. Curtis, Keeshin 
Motor Express Company; Carl L. Weston, Rock Island Lines; 
R. D. Bradshaw, Universal Carloading and Distributing Com- 
pany; R. R. Sullivan, Des Moines Transportation Company; 
E. R. Kling, Aermotor Company; A. L. Sauer, Des Moines 
Steel Company; A. R. Crouch, Pittsburgh-Des Moines Steel 
Company, and E. L. Dutcher, Swift and Company. The meet- 
ing will be held at the Kirkwood Hotel. Dinner will be served. 





The Oakland, Calif., Traffic Club will hold its annual picnic 
at Durant Park September 27. There will be a baseball game, 
shooting contest, sports events, and dancing. Carl W. Mangum 
is general chairmaii of the committees on arrangements. H. C. 
Van Pelt, assistant special agent, Federal Bureau of Investi- 
gation, San Francisco, spoke at a freight forwarders night 
meeting September 15. W. C. Pray, Merchants’ Shipping As- 
sociation, was chairman. 





E. Gordon Perry, manager, American National Life In- 
surance Company, and chairman of the Dallas county, Tex., 
United Service Organization, spoke at the first fall luncheon 
meeting of the Transportation Club of Dallas at the Adolphus 
Hote! September 14. Kelly Fogg was chairman of the com- 
mittee on arrangements. 





Jeff Cravath, head coach for the University of Southern 
California football team, and George Davis, sports editor, Los 
Angeles Herald-Express, spoke on football at a luncheon meet- 
ing of the Los Angeles Transportation Club September 14. 
Members played golf September 17 at the Southern California 
Golf and Country Club. They will play at the same place 
September 25. 





Courses in transportation fundamentals and transportation 
law will be held in the fall and winter semesters at the Unl- 
versity of Louisville, under the sponsorship of the Trans- 
portation Club of Louisville. Charles T. Coleman and W. L. 
Grubbs will conduct the classes, which will be held on Monday 
and Friday nights beginning the week of September 21. Bowl- 
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MORE QUALITY...ina 
General Truck Tire 


There is no restriction on KNOWLEDGE . . . on General’s skillful com- 
pounding and blending of materials . . . on General’s long experience 


in building more quality into tires . . . on the General Dealer’s expert 


help to operators in getting maximum mileage from every tire. 


The same chemists, engineers and workmen 

who have always built more quality and longer 

mileage into General Truck Tires, today are 
combining to give you the greatest performance it is 
possible to deliver. 


In compounding ... in milling of rubber... in building 
up each tire ... in final curing . . . these men who know 
only quality are making the most of war specifications. 


And ... they are using the same low-stretch, high tensile 
strength, cooler running cotton cords as in the past. 


Thus, they have met the challenge to their knowledge 
and skill by producing a General Truck Tire today that 
lets every certificate bring you the maximum in terms 
of continued operation of your fleet. 


on driver bulletin boards. 


2. 21” x 28” poster tells the same story for display 


3. 4” x 314” sticker for dash panels has space to 
fill in load and inflation data, etc. 


€& Every General Truck Tire you buy becomes the 


personal responsibility of your local truck tire 
specialist . . . The General Tire Dealer. 


A recognized expert, with years of truck tire experience, 
the General Tire Dealer knows the right tire for your 
truck . . . how to install it properly ... and is qualified 
to advise you on rubber-saving maintenance. 


He is a tire man... first, last and all the time. He has 
the trained personnel and modern, scientific equip- 
ment vital today if your tires are to give you the 
longest possible mileage. 


THE GENERALTIRE & RUBBER COMPANY - AKRON, O. 


COPYRIGHT, 1942, THE GENERAL TIRE & RUBBER CO., AKRON, OHIO 


“HOW TO LICK THE 4 SABOTEURS OF TRUCKING’ 
FOLDERS © GARAGE POSTERS ¢ DASH STICKERS . 


1. Interesting folder tells drivers in simple terms 
how to save rubber by licking wasteful overloading; 
under-inflation; high speed; mis-mating of duals. 





All are free in any quantity required. See your General Tire Dealer or write Akron. 





cuts * 


4 a 
-s 


Fn $ 
st 


ee 


Me 
WUALITY RECAPPING 












KRAFT SYSTEM 


KRAFIRED 


TIRE RENEWING 












686 


ing league play opened September 17 at the Parkmoor Rec- 
reation Center. 





Members of the transportation club of the Rochester, N. Y. 
Chamber of Commerce opened the season’s bowling with play 
at Franklin Hall September 17. 





W. E. Simons, executive secretary, conservation division, 
War Production Board, will speak at the first fall luncheon 
meeting of the Milwaukee Traffic Club September 21. 





The Traffic Club of Sioux City, Ia., held its annual fall 
golf tournament at the Elmwood Club September 15. Dinner 
was served to 170 members and guests at the Mayfair Hotel 
after the tournament. Ole Brewick won the tournament and 
received a trophy as his prize. 





The Traffic Club of New York will hold its final golf outing 
of the season, September 24, at the Lakeville Club, Great Neck, 
L. I. The first club meeting of the fall will be held September 
29. There will be a program of entertainment. P. J. O’Connor 
is chairman of the entertainment committee. George G. Roddy 
has resigned as treasurer on being appointed assistant chief, 
storage division, O. D. T. Albert Warn has been appointed 
chairman of the visiting committee, succeeding Don Mead, who 
resigned and joined the quartermaster corps, War Department. 





E. Robert Baker, district manager at Denver for the 
O. D. T., was guest speaker at the first fall meeting of the 
Denver Commercial Traffic Club September 16. He spoke on 
“Clarification of O. D. T. Order.” 





The Traffic Club of Chicago will hold its first dinner and 
card party of the fall season September 24. There will be 
prize awards for winners at bridge. The indoor entertainment 
committee, P. F. Kuhlman, chairman, has made arrangements 
for the party. 





Members of the New Haven, Conn., Traffic Club will 
open bowling league play at the Elks Bowling Alleys October 
7. Preliminary play will be held September 23. Joseph Fias- 
conaro is chairman of the bowling committee. The first regular 
dinner meeting of the fall season will be held October 19. 





The Omaha Traffic Club held a golf outing and dinner 
party at the Happy Hollow Club September 17. There was a 
program of entertainment. Members will open bowling league 
play September 28. Educational classes reopened, September 
18, at Technical High School. Courses include beginning and 
advanced traffic management, commerce law, and _ public 
speaking. 





The Evansville, Ind., Transportation Club held a monthly 
dinner meeting September 16 at which the Union Pacific 
sound film, “Moon Over Sun Valley,” was shown. The film 
was shown by arrangement with Matt Kauman, traveling pas- 
senger agent for the railroad. 





The Motor City Traffic Club of Detroit will hold a monthly 
dinner meeting September 28 at which Russell Barnes, foreign 
news analyst for the Detroit News and radio station WWJ, 
will speak. Walter Fuller, fraternal editor, Detroit News, will 
be toastmaster. The annual election will be held December 21. 





The Bridgeport, Conn., Traffic Association will hold its 
first meeting of the fall season September 21. It has been 
designated carloading companies’ night. J. C. Schilling, Na- 
tional Carloading Corporation, will be chairman. Tentative 
plans to hold traffic forum luncheons this fall are under con- 
sideration. 





D. A. Dashiell, traffic manager, F. S. Royster Guano Com- 
pany, spoke on “Transportation Problems in War Time” at a 
monthly dinner meeting of the Norfolk-Portsmouth Traffic Club 
at Norfolk, Va., September 17. The annual election will be 
held in November. 





The bowling league of the Traffic Club of New Orleans 
opened the club’s bowling season September 11, at the 
O’Shaughnessey alleys. Twelve teams are entered. Harold 
Breitenbach is chairman of the bowling committee. The club 
held a luncheon business meeting September 14. 





Classes in traffic management will be held this fall and 
winter at the Soldan High School, St. Louis, under sponsor- 
ship of the Traffic Club of St. Louis. There will be classes in 
elementary and advanced traffic management and Commission 
practice. The course has been planned by the educational com- 
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mittee, I. L. O’Brien, chairman. Registration will be held Octo. 
ber 6 and 8. 


_ The bowling league of the Women’s Traffic Club of Metro- 
politan St. Louis opened with play with six teams at Roger’s 
Bowling Alleys September 11. Dr. Charles B. Holman, dental] 
surgeon, spoke on “After the War the Battle Will Begin” at 
the first fall meeting September 17. 





The Reading, Pa., Traffic Club held a dinner meeting Sep- 
tember 10 at which the following spoke: R. D. Huston, manager 
at Reading for the Bell Telephone Company; W. V. Brabham 
general traffic manager, Motor Freight Express, Baltimore 
and J. A. Fisher, freight traffic manager, Reading Company, 
Philadelphia. The next meeting will be held October 1. 





Personal Notes 





Hugh E. Lillie, an attorney for the Commission’s bureau 
of motor carriers at Chicago, has been appointed senior at- 
torney for the bureau at Columbus, O. 

Carl H. Kent has been appointed foreign freight agent for 
the Canadian National Railways at New York, succeeding 
H. S. Head, who retired. 

A. L. Lauser has been appointed general agent at Sioux 
Falls, S. D., for the Great Northern, succeeding Charles A, 
Vogel, who retired after 40 years of service with the company. 

Harry L. Gormley has been appointed regional manager 
at Chicago for the division of motor transport, O. D. T., with 
jurisdiction over division activities in Indiana, Hlinois, Wiscon- 
sin, Minnesota, Iowa and the Dakotas. Thomas A. Snyder has 
been appointed as assistant to Mr. Gormley. Paul L. Karns 
has been appointed assistant district manager, Chicago district, 
which covers eight counties in northeastern Illinois, and Lake 
county, Indiana. A district manager has not yet been ap- 
pointed at Chicago. 

James B. Warren has been appointed assistant general 
passenger agent for the Western Pacific at Chicago, to serve 
in the absence of John C. Nolan, who has been granted leave 
of absence to serve in the U. S. Army. 

Ira C. Belden, attorney for the Chicago and North West- 
ern at Chicago, has retired after serving with the company 
more than 44 years. James B. O’Shaughnessy has been ap- 
pointed an attorney for the company at Chicago. 

George A. Dansberry has been appointed district freight 
agent for the Southern Railway at Kingsport, Tenn. 

Hubert B. Smith, representative for the Great Lakes area, 
car service division, Association of American Railroads, has 
been granted leave of absence to serve as a captain in the 
transit storage division of the U. S. Army transportation corps 
at Elmira, N. Y. 

Harry T. Worthley has been appointed general agent for 
the Missouri and Arkansas Railway at Tulsa, Okla., taking the 
place of Jerry Murray, who has been granted leave of absence 
to serve in the U. S. Army. 

Frank J. Kevlin has been appointed traffic manager for 
the Falk Corporation, Milwaukee, Wis. 

T. A. L. Loretz, transportation counsel, Los Angeles, has 
joined the U. S. Army ordnance department with a major’s 
commission. 

D. F. Woods has been appointed to the newly created posi- 
tion of general freight agent in charge of traffic service and 
development for the Chicago and Eastern Illinois at Chicago. 
G. T. Whitmore has been appointed general agent at Pittsburgh, 
and Martin C. Wright has been appointed assistant general 
agent at Detroit. 


The Keeshin Motor Freight System has announced the 
following elections by the board of directors: C. A. Mount, Jr., 
executive vice-president, Keeshin Freight Lines, Keeshin Motor 
Express Company, and National Freight Lines; J. P. Sedberry. 
vice-president, traffic, Keeshin Motor Express Company and 
National Freight Lines, and R. S. Wyer, vice-president, opera- 
tions, Keeshin Motor Express Company and National Freight 
Lines. L. W. Bauer has been appointed general traffic manager, 
Keeshin Motor Express Company and National Freight Lines. 

H. H. Tisdale, assistant to general manager, Santa Fe 
System coast lines, Los Angeles, has temporarily assumed 
duties handled by V. H. Wilson, who has been granted leave of 
absence because of illness. 

The Western Maryland Railway has announced the fol- 
lowing appointments: G. O..Willhide, acting superintendent, 
motive power, Hagerstown, Md., taking the place of C. J. Wolfe, 
who has been granted leave of absence to serve as associate 
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director in charge of the mechanical section, division of rail- 
way transport, O. D. T.; J. M. Miller, trainmaster, Cumber- 

land, Md., and E. C. Shreve, division engineer, Elkins division, 

Cumberland. 

The executive committee of the Harbor Transportation 

Club of Los Angeles has elected James E. Sanders, Long Beach- 

Los Angeles district manager for the Bekins Van and Storage 
Company, president, to succeed Robert Allen, traffic manager, 


| U 4 | 0 | American Wholesale Hardware Company, who has resigned 
to serve in the U. S. Army transport service. 
F. P. Aughnay has been appointed assistant rate expert 
for the South Dakota Public Utilities Commission, Pierre, S. D. 
The National Aeronautic Association has announced ap- 
pointment of H. Frederick Bright as editor of its official maga- 
zine, National Aeronautics, and as director of publicity for the 
@ 


association. Mr. Bright, formerly manager of the publicity 
bureau of the Commerce and Industry Association of New 
V Vea York, succeeds John B. Goodman, called to active duty in the 













naval reserve. 


Charles A. Sublett has been appointed assistant general 
freight agent for the Illinois Central, succeeding Rudolph G. 
Raasch, recently appointed chairman of the Illinois Freight 
Association. Arthur A. Koch also has been appointed an as- 


sistant general freight agent. The appointments are at Chicago. 
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DOCKET OF THE COMMISSION 


September 21—Albuquerque, N. M.—Hilton Hotel—Examiner Higgins: 
MC F-1892—Santa Fe Trail Transportation Co., purchase, Rio Grande 
Truck Lines. 
September 21—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 
Finance 13822—Application of B. & M. for permission to abandon line 
of railroad extending from Hamilton to Essex, Mass. 
September 21—Brooklyn, N. Y.—Hotel St. George—Examiner Walsh: 
Finance 10008—St. L.-S. F. reorganization. 
Finance 11040—St. L. S. W. reorganization. 


September 21—Chicago, I!l.—Hotel Sherman—Examiner Hall: 
W-630—A. L. Mechling Barge Line, extension application. 
September 21—Chicago, i!!.—Sherman Hotel—Examiner Livingstone: 


1. & S. M-2078—Mattresses. Til. territory. 
1. & S. M-2087—Metals, chemicals, St. Louis to Cincinnati and Louls- 
ville. 
September 21—Cincinnati, O.—Hotel Gibson—Examiner Mattingly: 
28843—Silverton Supply Co. et al. vs. C. & O. et al. 
September 21—Columbia, S. C.—Wade Hampton Hotel—Jt. Bd. 130: 
MC 25708 Sub. 7—Beard-Laney, Inc., Camden, S. C., certificate to 
extend operations. 
Sertember 21—Detroit, Mich.—Hotel Fort Shelby—Jt. Bds. 23 and 57: 
MC 68830 Sub. 3—Roadway Transit Co., Dearborn, Mich., certificate 
to extend operations. 
MC 102384 Sub. 5—Rex Transportation Co., Detroit, permit to extend 
operations. 
September 21—Harrisburg, Pa.—Public Utility Comm.—Exam. Haley: 
MC 103543—D & W. Fruit Exchange, Gettysburg, Pa., certificate. 
September 21—Oklahoma City, Okla.—Skirvin Hotel—Exam. Simmons: 
MC 292 Sub. 3—Kings Van & Storage, Inc., Oklahoma City, Okla., 
certificate to extend operations. 
September 21—Portland, Me.—Federal Bldg.—Examiner Parker: 
MC 96425—C. P. Mason, Lewiston, Me. 
September 21—Salt Lake City, Utah—Utah Hotel—Examiner Stiles: 
28789—Minnelusa Oil Corp. et al. vs. Continental Pipe Line Co. et al. 
September 22—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 
Finance 13839—Application of B. & M. for permission to abandon 
GEARED FOR VICTORY sees the line of railroad extending from Bedford to Concord, Mass. 
September 22—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 71530 Sub. 3—W. E. Applegate, Cranbury, N. J., certificate to 
Our Modern Facilities and experienced personnel extend operations. ppice y 
are pledged to this objective and ready to meet " MC ee Tuts Co., oe. BS. cotienie. 
i eptember 22—Chicago, -—Sherman Hotel—Examiner Hall: 
TODAY'S NATIONAL EMERGENCY. 1. & S. 5147—Crude petroleum, Miss., to Ill., Ind., and Mo. 
F September 22—Columbia, S. C.—Wade Hampton Hotel — Examiner 
In War as in Peace we are prepared to serve McCaslin and Jt. Bd. 2: 
the Shipping Public. MC 84404 Sub. 12—Kelly Motor Lines, Sumter, S. C., certificate to 
extend operations. 
MC 103546—Conway Transport, Conway, S. C.. certificate. 


ss ilesipecemaparamaghannncean Sie" Ware Subs Binghamton ‘Warehouse @ erinal, Ine, Bing 
BUY UNITED STATES SAVINGS STAMPS AND BONDS hamton, N. Y., certificate to extend operations. 


September 22—Indianapolis, Ind.—Hotel Claypool—Division 2: 
28300—Class rate investigation, 1939. 
28310—Consolidated freight classification. 


WE INVITE your routing VIA — September 22—Lansing, Mich.—Hotel Porter—Examiner Garofalo: 


MC 18176 Sub. 9—Creston Transfer Co., Grand Rapids, Mich., cer- 
The PORT of LOS ANGELES tificate to extend operations. 
September 22—Providence, R. !.—Narragansett Hotel—Jt. Bd. 134: 
MC 64125 Sub. 1—P. E. Serre, Danbury, Conn., certificate to extend 
A Municipal Enterprise Devoted to Public Service operations. 


MC 103601—Penta Trucking. Providence, R. I., certificate. 
BOARD OF HARBOR COMMISSIONERS September 22—Springfield, 111.—Hotel Lincoln—Jt. Bds. 21 and 149: 

MC 103628—A. C. Stoltz Co., Lawrenceville, Ill., certificate. 
MC 103936—Central Ill. Coach Lines, Inc., Robinson, IIll., certificate. 

: oe Sen Cae September 22—Washington, D. C.—Jt. Bd.: 108: 
189 City Hall M. G. Rouse, Secretary MC 18133 Sub. 8—Arlington & Fairfax Motor Transportation Co., 
Arlington, Va., certificate to extend operations. 
September 22—Washington, D. C.—Argument: 

Finance 13665—Application C. R. I. & P. for abandonment of line be- 
tween Atlantic and Griswold, Cass County, Ia. 
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September 23—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 
Finance 13852—Application of B. & M. for authority to acquire prop- 
erties and franchises of Franklin & Tilton R. R. in N. H. 
September 23—Brooklyn, N. Y¥Y.—Hotel St. George—Examiner Cantrell: 
MC 87997 Sub. 1—Textile Motor Express, Inc., Paterson, N. J.. cer- 
tificate to extend operations. 
September 23—Harrisburg, Pa.—State Comm.—Jt. Bds. 65 and 200: 
MC 54922—Hartman’s Lebanon Transportation Co., Steelton. Pa.. 
certificate. 
September 23—Harrisburg, Pa.—Public Utility Comm.—Exam. Haley: 
* MC 103514—William D. Smith Trucking Co., Inc., Mount Wolf, Pa., 
permit. 
September 23—Oklahoma Cy., Okla.—Skirvin Hotel—Jt. Bds. 88 and 39: 


MC 52318 Sub. 9—Luper Transportation Co. of Okla., Shawnee, 
Okla., certificate to extend operations. 
MC 100254 Sub. 2—R. J. Allison Co., Inc., Tulsa, Okla., permit to 


extend operations. 
September 23—Providence, R. !.—Narragansett Hotel—Exam. Parker: 
MC 61019—Fish Transport Co.. Inc., New Bedford, Mass. 
September 23—Springfield, II1.—Hotel Abraham Lincoln—Jt. Bd. 135: 
MC 103484—Heyen Bros., Dorchester, Ill., permit. 
MC 103748—Glen-Ballinger, Pittsfield, Ill., permit. 
September 23—Washington, D. C.—Examiner Job: 
Fourth section appl. 19678—Pitch and tar in official territory. 
September 23—Washington, D. C.—Examiner Kirby: 
Finance 10992—N. Y., N. H. & H. reorganization. 
September 24—Brooklyn, N. ¥.—St. George Hotel—Examiner Cantrell: 
MC 44639—L. & M. Express Co., Jersey City, N. J., certificate or 
permit. 
MC 96496—Brooklyn Fireproof Storage, Inc., 
tificate. 
September 24—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 52574—Elizabeth Freight Forwarding Co., Inc.. Elizabeth, N. J. 
September 24—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 2322 Sub. 7—Johnson Transport Co., Inc., Waco, Tex., certificate 
to =xtend operations. 
September 24—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 46054 Sub. 30 and 32——-Brown Express, San Antonio, Tex., cer- 
tificate to extend operations. 
September 24—Indianapolis, Ind.—U. S. Court—Jt. Bd. 72: 
MC 30191 Sub. 4—Service Express, Vevay, Ind., certificate to extend 
operations. 
September 24—Lansing, Mich.—Hotel Porter—Examiner Garofalo: 
MC 54435 Sub. 1—Michigan Motor Freight Lines, Inc., Detroit, Mich., 
certificate to extend operations. 
September 24—Philadelphia, Pa.—Hotel Philadelphian—Exam. Haley: 
1. & S. M-1643—Lumber, Philadelphia to eastern Pa. points. 
MC 71200 Sub. 1—W. E. Johnson, Devon, Pa., certificate to extend 
operations 
September 24—Providence, R. !.—Narragansett Hotel—Exam. Parker: 
MC 40428—Cross Trucking Co., New York, N. Y. 


Brooklyn, N. Y., cer- 
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September 24—San Antonio, Tex.—Hotel Plaza—Examiner Higgins: 
* MC F-1906—Southern Pacific Transport Co., lease, L. W. Eldridge, Jr, 
September 24—Washington, D. C.—Examiner Kilroy: 
1. & S. M-2071—Cement, etc., Baltimore and Washington to Front 
Royal, Va. 
September 24—Washington, D. C.—Examiner Molster: 
Finance 13910—Application of N. Y. C. for authority to acquire a 
line of railroad in St. Lawrence County, N. Y. 
September 24—Wilmington, Del.—U. S. Court—Examiner Sullivan: 
Finance 13862—Application of Baltimore & Philadelphia and B. & 0, 
to abandon road from Southwood, Del., to Landenberg, Pa. 
September 25—Asheville, N. C.—Battery Park Hotel—Exam. McCaslin: 
MC 25798 Sub. 1—Clay Hyder Trucking Line, Hendersonville, N. ¢,, 
certificate to extend operations. 


September 25—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 696 Sub. 1—Vanportation & Warehouse Corp., Long Island, N. y, 
MC 89697 Sub. 2—J. G. Krajicek, Elizabeth, N. J., certificate to ex. 

tend operations. 

September 25—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 103370 Sub. 4—Best Motor Lines, Dallas, Tex., 

tend operations. 

September 25—Indianapolis, Ind.—U. S. Court—Jt. Bd. 1 and 21: 
MC 103611 Sub. 1—G. Chumley, Griffin, Ind., certificate. 
MC 103802—A. E. Fossmeyer, Vincennes, Ind., certificate. 

September 25—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 
MC 47761 Sub. 2—Riverside Truck & Storage Co., Inc., 

Mich., permit to extend operations. 
MC 58954 Sub. 1—McNamara Motor Express, Inc., 
certificate to extend operations. 


(Continued on page 681) 


certificate to ex- 


Bay City, 


Kalamazoo, Mich., 


RAIL AND WATER LINE SALARIES 


Secretary Morgenthau, of the Treasury Department, has 
made public, under authority of a provision of the internal 
revenue code, a list of individuals receiving from corporations 
compensation for personal services in excess of $75,000 for the 
calendar year 1940 or fiscal years ending in 1941. The list 
included the following: 


Waterman Steamship Corporation, N. G. Nicolson and E. A. Rob- 
erts, salaries of $76,000 and $129,000, respectively, for the fiscal year 
ended September 30, 1941. 

Luckenbach Steamship Co., 
$97,916.16. 

Gans Steamship Line, Richard Meyer, salary for 

Delaware, Lackawanna & Western Railroad Co., J. M. Davis, 1940, 
salary of $75,000 and other compensation of $3,020; total, $78,020. 

Union Pacific Railroad Co. and affiliated railroad companies, W. M. 


urlington 


Edgar F. Luckenbach, salary for 1940, 


1940, $81,895.17. 
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CAR OWNERS: 


@ What will your older ones earn, net, 
while the War lasts? 


@ What after the War? 
@ What will they be worth then—only 
Scrap price? 


@ Consider, then, their abnormal worth 
today. 


You may realize today— 


“Returns” of next several years! 
Present book carriage! 
Appreciable profit additionally! 


Ordinarily, anyone of these three features is con- 
sidered satisfactory realization! 


You would, also, amortize now replacement later 
with new and modern cars from the avoidance and 
saving of present excessive maintenance costs, the 
profit and accumulated interim interest, et cetera, 
et cetera! 


OBTAIN OUR QUOTATION WITHOUT OBLIGATION 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 


13450 S. Brainard Ave., Chicago, Illinois 


"ANYTHING containing IRON or STEEL" 
























HANG UP YOUR FILING TROUBLES (iiemeewahes 
IN THE FILING FOLDER THAT FREE 


WANGS/ = tine 
Oxjond 


PENDAFLEX* FOLDERS 
reduce filing time 20% 


ZFoniaaled mor sreteffllteg a 
tenascin 


NO NEW CABINETS. a simple frame fits 


in file d d fold h in file! 
rawer and folders hang in file THE NEW WAY 





o NO SAG! 
transforms filing from laborious searching to NO DROOP! 
NO SLUMP! 


INSTANT VISIBLE REFERENCE 


*REG U.S PAT. OFF 


SEND NOW 
FOR FREE 


BAe ie SAMPLE 
OXFORD FILING SUPPLY CO. 


| 330 MORGAN AVE., BROOKLYN, N.Y. 


| Send me FREE somple of your Oxford Pendaflex folder ond new, illustrated, 
fact- full booklet: ‘“How to Cut Filing Costs 20 per cent’. No obligation. 
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; ‘tn war as in perice, 
production is 
speeded most when 
shipments travel by 

the sky route—AlIR 


EXPRESS. 





Essential war materials 
are given air transpor- 
tation priority. For 
details phone Railway 
Express Agency, AIR 
EXPRESS DIVISION, or any 


airline. 


NOW IN ITS 16th YEAR 


Division of RAILWAY EXPRESS 
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Jeffers, 1940, salary of $75,000 and other compensation of $725; total, Hearing MC 103343, September 17, Charlotte, N. C., canceled. 
$75,725. Hearing I. & S. 4394, passenger fares, Hudson & Manhattan R. Ra 
Pennsylvania Railroad Co., M. W. Clement, 1940, salary of $100,000 set for Sept 17, at Brooklyn. 
and other compensation of $665; total, $100,665. Hearing MC 103263 Sub. 1, September 18, Charlotte, N. C., post- 
FEO SEL CM poned to October 26, Charlotte, N. C., Examiner McCaslin. 
CHANGES IN DOCKET Hearing 28828, September 19, Minneapolis, Minn., canceled. 








———___.. 
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Hearing MC 53191 Sub. 2, September 16, Brooklyn, N. Y., post- WANTED—One copy each with supplements, Western Trunk Li 
, ne 
poned to October 23, St. George Hotel, Brooklyn, N. Y., Jt. Bd. 67. | Class Tariffs 230, 231 and 232. Advise condition and supplements in- 


Hearing MC 55556 Sub. 1, September 17, Brooklyn, N. Y., post- | cluded. Address: The Vulcan Detinning Company, Pittsb 
poned to October 23, St. George Hotel, Brooklyn, N. Y., Jt. Bd. 119. ‘i _ urgh, Pa, 
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WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 


THE EASIEST WAY 


and Owine 


TAN. ED +P 


Seals and Joins 


DEGERE 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


2, 3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
ANDPROVIDE FORALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 


WRITE FOR INFORMATION 
P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL, 


Packages Perfectly 


Tanglefoot Gummed Tape is made of No. 1 Kraft and pure 
bone glue... the tape that holds with a giant grip. One 
trial tells Tanglefoot excels! Write for the Tanglefoot 
system of taping packages economically. 


Pari greg 


@ The Tanglefoot Co., 347 Straight Ave., S.W., Grand Rapids, Mich. © 


WARTIME OPPORTUNITIES 


Wartime presents many problems for traffic men— 
greatly increased work, priorities and shortages, 


for 
younger men called to ‘armed service, government 
regulations, etc. But these very problems create op- 


portunities for the man whois ready or will get ready 
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Trucks are getting scarce; a truck's time is getting 















M Eb N _ them — can nee 7 onneny —_ to be a precious and an important thing to 
is company while creating a bigger place for himse ; 

now and in the post-war adjustment. The story the country. Let no ip oar 

Our free 48-page booklet on Traffic Management of the A cause it costs eae ut because ft costs 

tells how you can, in spare time and at moderate cost, day’s ir defense.eThe Servis Recorder has only one 

train for these strategic opportunities as hundreds of oni purpose: fo help you keep your trucks 


today’s leaders in carrier and industrial fields have 
done before you. Ask for it—it may prove valuable. 


LaSalle 


EXTENSION UNIVERSITY y, ME; The Servis Recorder 


A Correspondence Institution 
Dept. 995-TA CHICAGO, ILL. 


busy and efficient. Use it—for defense. 
Write for booklet: “Ten Ways of Getting More 
Work out of Motor Trucks." The Service 
Recorder Co., 1375 Euclid Avenue, Cleveland, Ohie. 





Tells Every Move Your Truck Makes 
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28 Years in Business 
MAIN OFFICE - 1516 N. 14th St., ST. LOUIS 
1o SEANA 


and TEXAS : VIRGINIA 









OKLAHIOMA ARKANSAS 
and TFNAS MIN\SOU RT OKLAHOMA 





